— 


— r= 3 









Vol. XXIX 


HAMM, President 


W. C. TYLER, oo gg agg 
RENRY A. PALMER, Edit <1 E. C. VAN ARSDEL, Business Manager 
B. J. HAMM, Manager, 


H. W. KELLOGG, Advertising Manager 
A. E. HEISS, Chief, 
Special Service Department, Washington Washington News Bureau 


All subscriptions are payable in advance and renew automatically at end of period unless 
notification to contrary is given. 


All remittances should be made payable to order of THE TRAFFIC SERVICE COR- 
PORATION, Chicago, and should be in Chicago or New York exchange. 





TERMS OF SUBSCRIPTION 


he ce ee Oe Se we SEE Oe We ee ee 4 eS $10.00 
EE iis 6 1 ee eo SS we OO OL MH ey Oo we ee 6.00 
THe POTS 8 ns CR RHE HOO Hw ee 3.00 
SUMMER ET 05s Oe. 56 6 OD Se 6 eel Sw oe «+ Se ee we © os 25 





418-430 South Market Street, 
CHICAGO, ILL. 


PUBLIC OPINION ON SHOP CONTRACTS 

To those who consider it a railroad’s own business 
how it arranges to have its equipment repaired, it may 
be surprising to find a growing amount of sentiment, in 
unexpected quarters, against the practice of farming out 
locomotive and car repairs. The legal aspects of the 
question all favor the side of the carriers. The right of 
contract, it has been pointed out, is of such prime impor- 
tance that there is some doubt whether the findings of 
the Railroad Labor Board in the Indiana Harbor Belt 
case would stand, even if the board had power legally 
to enforce its decision. The fact is, however, that many 
thinking persons, including some railroad men, recog- 
nize, in some of these contracts, an evasion of the law— 
an evasion which they consider none the less reprehen- 
sible because it is legal. If for no other reason than be- 
cause they ought to strive to keep in the good graces of 
the public, the railroads ought carefully to consider each 
case separately before stepping into contracts that may 
be enticing from a financial point of view. 

We do not wish to be understood as condemning 
all shop contracts. Those that were entered into before 
wages were put under the control of the government 
ought to be allowed to stand, and there doubtless are 
instances where new contracts are necessary and equit- 
able. We have in mind the locomotive repair contracts 
that the Commission investigated last Fall as examples 
of the kind of contracts that the railroads ought to be 
permitted to make at their own discretion. 

Other examples, not so equitable, come to mind, 
however. Railroads have been known to make contracts 
with loosely organized operating companies. Under 
these contracts the shops of the carriers were used, and 
the overhead was paid and the material furnished by the 
carriers, The only burden of the contracts was the 
Stipulation of a set price to be paid, by the hour or by 
the piece, by the railroads to the operators for the per- 
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forming of certain work. These prices were substan- 
tially below the scales approved by the Railroad Labor 
Board, and out of them came the profit made by the 
operating company. The result was a wage to the men 
sufficiently below the scales to arouse their wrath. 

Should the strike of the shop crafts materialize, the 
question of contract repairs will be brought sharply to 
the attention of the public Unless the carriers do some- 
thing to clean house in this respect, they must expect to 
lose some of the support of fairminded persons that they 
would otherwise have. 





A STRIKE? 


In spite of the fact that this seems a remarkabiy 
inopportune time—from their own point of view—for a 
strike of railroad employes, and in spite of the fact that 
the shop and maintenance workers would, apparently, 
have to work out their plans without the support of the 
train service men and the general public, we are in- 
clined to believe that there will be a strike. 

This belief rests on an analysis of what the leaders 
of the unions involved have said in the last fortnight, 
and the impressions regarding their position that they 
have permitted to be spread. Considering the state- 
ment issued by Mr. Jewell, immediately following the 
decision of the Railroad Labor Board cutting the wages 
of shop workers (it came perilously near being issued 
before that decision was promulgated), and considering 
the attitude adopted by Mr. Gompers, Mr. Fitzgerald, 
and Labor, the official organ of all the so-called stand- 
ard railroad unions, there appears to be little possibility 
of the union leaders receding from their position at so 
late a day. 

Nothing short of reversal by the board of its wage 
cut decisions would save these in the eyes of their mem- 
bership now. So far as Jewell and his council are con- 
cerned, not to strike, in the absence of a removal of the 
wage cuts and a reinstatement of time-and-one-half for 
overtime beyond eight hours, would be as much of a 
personal defeat as would the loss of a strike. They 
have talked themselves into a corner. They may stay 
there and starve, or they may try to emerge and die in 
the attempt. The latter course would give them one 
small chance—the former none at all. That is why we 
think they will adopt the latter. 

Without the aid of at least some of the train serv- 
ice men or switchmen, with the public properly apprised 
of the fact that their wages are still above the level of 
those in other industries, and with a large number of 
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men out of work and willing to work, thé shop and 


maintenance men cannot win. Even if the clerks and 
freight handlers joined, the job would be impossible, 
for, in the first place, these organizations represent con- 
siderably less than all of the men of those classes, and, 
in the second place, trains could run without their aid 
for a long time. The possibility of the train service 
brotherhoods rendering aid to the American Federation 
of Labor is remote; the failure of the railway employes’ 
department to rally round the brotherhoods last fall 
precludes that. There is some possibility, however, of 
many non-organized shopmen and clerks joining the 
strike, for they know well that they are dissatisfied with 
the new scale of wages, even though large numbers of 
them do not know that a strike could not alter a deci- 
sion already promulgated. 

All this discussion is, of course, premature. But 
there is little doubt that the shop and maintenance men 
will turn in a strike vote. All they have to answer is: 
“Do you favor lower wages?” And the answer is obvi- 
ous. We do not agree with those of the carriers’ execu- 
tives who are trying to make it appear that the men 
were expecting a cut and were satisfied with it. We 
think intelligent propaganda among the men to the 
effect that a strike would be unjustified and futile, and 
that it is being engineered for the benefit of their lead- 
ers, would do more to clear the situation than for the 
executives to meet in conclave and issue statements tell- 
ing the men what their innermost thoughts are. 


If, as Mr. Lasker and some others would have it, an 
American shipper who uses foreign bottoms instead of 
Shipping Board vessels because he profits financially by 
so doing, is unpatriotic, why is not a ship operator who 
will not operate Shipping Board vessels without a sub- 
sidy also unpatriotic? 

SUBSIDY A SUBSTITUTE FOR BOOZE 

Another phase of the subsidy problem is developed 
by the complaint of the Busch family, of St. Louis, that 
liquor is served on American ships outside the three- 
mile limit. Chairman Lasker, of the Shipping Board, 
eloquently points out that this liquor business is legal 
and that it must be continued if American ships are to 
meet foreign competition in the carrying of passengers. 

Why not apply the subsidy remedy instead of sell- 
ing liquor on American vessels, either inside or outside 
the three-mile limit, thus giving cause for sneers as to 
the good faith of the United States government in en- 
forcing its own laws against its own officers? A sub- 
sidy could be given to American passenger vessel oper- 
ators or owners that would enable them to offer rates 
attractive enough to induce all but the most abnormally 
thirsty to forego, for the brief time necessary to make 
the trip across, the irrigation of their alimentary canals. 
Is Mr. Lasker forgetting his panacea? 


APOLOGY TO STATE COMMISSIONERS 

We greatly regret certain remarks in an editorial 
in the June 10 issue reflecting on the state commission- 
ers sitting with Commissioner Eastman in the south- 
fastern class rate inquiry at Atlanta. They were based 
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on a dispatch from our correspondent at Atlanta stat- 
ing that all five of the state commissioners were that 
week at their homes watching the elections. Now he 
wires us as follows: 


Your correspondent was misinformed when he stated, as 
published in your issue of June 10, that all five of the com- 
mittee of state commissioners sitting with Commissioner East- 
man in the southern class rate hearings were at their respective 
homes last week watching the elections. Commissioner Burr, 
of Florida, is a candidate this year without opposition and did 
not go home to vote in the primary, which was held June 6, 
and has not left the hearings. Commissioner Perry of Georgia, 
lives in Atlanta and has been in regular attendance. Commis- 
sioner Patterson, of Alabama, has been home twice, once to 
hold a monthly hearing required by the law of his state, and 
again for conference with his commission. He is not a candi- 
date this year. Commissioner Forward has been at home on 
official business, but there is no election this year in Virginia 
for him to watch. Commissioner Maxwell, of North Carolina, 
has left the hearings for reasons that have been stated. 


This is the kind of carelessness that gets newspa- 
pers into disrepute. It is also a thing that, readers of 
The Traffic World will admit, we think, this publica- 
tion is about as free from as it is possible to be. We 
can only acknowledge the error and make what amends 
we may. 


In our editorial of June 10 on the subject of salaries 
of public officials, we said members of the Shipping 
Board drew $10,000 a year. This was an error. They 
get $12,000 a year, the same as members of the Inter- 
state Commerce Commission. 


A TRANSPORTATION INSTITUTE 


The Trafic World Washington Bureau 


A pamphlet entitled “The Imperative Need for a National 
Transportation Institute,” has been issued by Bird M. Robinson, 
president of the American Short Line Railroad Association, set- 
ing forth Mr. Robinson’s plan for such an institute as outlined 
heretofore in The Traffic World, an extract from an editoria] in 
the Traffic World of April 29 on “Transportation Education” 
in which comment was made on the Robinson plan, and other 
information relative to the proposal. 

The address of Representative Sydney Anderson, chairman 
of the Joint Commission of Agricultural Inquiry, before the 
annual convention of the American Short Line Railroad Asso- 
ciation in April, in which he endorsed the Robinson proposal 
is printed in the pamphlet. 

Other matter in the pamphlet is outlined as follows: Ex- 
tract from address of J. R. Howard, president of the Mississippi 
Valley Association, wherein Mr. Howard commented on antagon- 
ism on the part of the farmers against the railroads which he at- 
tributed largely to “the lack of proper understanding each of the 
other’s problems”; he recommendation of the Joint Commis- 
sion of Agricultural Inquiry for the establishment of private 
research and educational institutions for the purpose of promo- 
ting education in the principles, operations and practices incident 
to transportation; the report of the National Agricultural Con- 
ference advocating the establishment of a national transporta- 
tion institution (see Traffic World, Fermuary 4, p. 270); reso- 
lution of American Lumber Congress endorsing the establish- 
ment of a national transportation institute; resolution of the 
National Association of Manufacturers endorsing establishment 
in Washington of a national transportation institute; and reso- 
lutions of the American Short Line Railroad Association rec- 
ommending establishment of a national transportation institute 
in Washington. 

A definite announcement as to the form of organization of 
the proposed institute on which Mr. Robinson, Edgar E. Clark, 
Mr. Anderson and Donald D. Conn are: working is expected in 
the near future. 

It is understood that effort will be made to establish a fund 
of about $1,000,000 to carry on the work, the money to be sub- 
scribed by both carriers and shippers. 


VALUATION ACT SIGNED 
President Harding has signed the bill amending the valua- 
tion section of the interstate commerce act so that the Com- 
mission will not be required to ascertain and report the cost 
of reproduction of carrier lands. 
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COMMISSION ORDERS 


The Commission has denied, without prejudice, the motion 
of the Chesapeake & Ohio Railway to dismiss the complaint in 
No. 13546, Kanawha Black Band Coal Co. et al. vs. Kanawha 
Central et al. 

Petition for postponement of the effective date of the orders 
entered in Nos. 11950, Minnesota & Ontario Paper Co. et al. vs. 
Northern Pacific et al., 11981, Lake Superior Paper Co., Ltd., 
and the G. H. Mead Co. vs. Ahnapee & Western et al., and 12108, 
Wisconsin Traffic Assosiaction vs. C. & N. W. et al., and for 
rehearing of those cases, filed by complainants and interveners, 
was denied. 

Defendants’ petition for rehearing of No. 11950, Minnesota & 
Ontario Paper Co. et al. vs. Northern Pacific et al., and cases 
docketed therewith, was denied. 

The Commission has denied petition of defendants for he- 
hearing of No. 12178, City of Aberdeen, S. D., vs. Director- 
General, C. & N. W., et al. 

On petition of the Director-General, the Commission nas 
reopened for further hearing upon the question of what rates 
should be found reasonable during the period January 1, 1918, 
to September 30, 1918, No. 9086, Channel Chemical Co. vs. A. T. 
& S. F. et al. 

The Commission has denied complainants’ petition for modi- 
fication of its order of November 14, 1921, in No. 11982, A. & C. 
Mill Company et al. vs. Director-General, Aberdeen & Rockfish, 
et al. It has reopened that case for further hearing solely with 
respect to the rates on cedar shingles, in carloads, to destina- 
tions in Oklahoma and Texas, via routes over which the rates 
on fir, cottonwood, hemlock, larch, pine and spruce lumber in 
carloads from the coast group in Oregon, Washington and Brit- 
ish Columbia to destinations in Oklahoma and Texas are higher 
than the corresponding rates now applicable from and to tne 
same points via routes over which increased rates were proposed 
but suspended and subsequently ordered cancelled in I. and S&S. 
No. 779, Pacific coast-southwest lumber. 

The Rockford Manufacturers’ and Shippers’ Association was 
permitted to intervene in No. 13671, Public Service Commission 
of Indiana et al. vs. A. T. & S. F. et al. 

The Chamber of Commerce of the City of Newark, N. J., ob- 
tained permission to intervene in No. 13548, Maritime Associa- 
tion of the Boston Chamber of Commerce et al. vs. Ann Arbor 
et al. 

On petition of complainants, Thomas M. Hart, W. M. Han- 
sen, and A. C. Hansen, the Commission has reopened for further 
hearing No. 11669, Stewart-Warner Speedometer Corporation et 
al. vs. Director-General, C. & N. W. et al. The further hearing 
will be solely for the purpose of affording the petitioners an op- 
portunity to submit evidence with respect to the payment and 
bearing of the charges complained of and their right to repara- 
tion. 

The complaint in No. 13778, Swift & Co. vs. Aberdeen & Rock- 
fish et al., was amended by making the Union Pacific an addi- 
tional party defendant. 

The Indianapolis Chamber of Commerce was permitted to 
intervene in No. 13841, Indiana State Chamber of Commerce vs. 
B. & O. et al. 

Complainant’s petition for rehearing of No. 11189, Pacific 
Portland Cement Company, Consolidated, vs. Director-General 
and Southern Pacific, was denied. 


The Commission has denied petition of complainant for a 
reargument of No. 11237, W. H. Daugherty & Son Refining Com- 
pany vs. Director-General, B. & O. et al. 

The Illinois Coal Traffic Bureau was permitted to intervene 
in No. 13826, West Kentucky Coal Bureau vs. L. & N. et al. 

Petition for rehearing or reargument of No. 11542, Parkers- 
burg Rig & Reel Company vs. Director-General, A. T. & S. F., et 
al., filed by the Director-General, was denied. 

Petition for further consideration and dismissal of the com- 
plaint in No. 12055, Procter & Gamble Company vs. Director- 
General, filed by the Director-General, was denied. 

The Commission has denied petitions for rehearing and modi- 
fication of its report and order in I. and S. 1447, sublimed lead to 
trunk line points, filed by the respondents therein and by Eagle 
Picher Lead Company, intervener. 

The Director-General’s petition for further consideration of 
No. 11808, Marden, Orth & Hastings Company vs. Director-Gen- 
eral, C. B. & Q. et al., was denied. 

Petition for further hearing of No. 12275, Central Wisconsin 
Supply Company vs. Director-General, C. M. & St. P., et al., filed 
by the Director-General, was denied. 

Complainant’s petition to amend the complaint and for. re: 
hearing in No. 11462, Liberty Oil Company, Ltd., vs. Director- 
General, and Trinity & Brazos Valley, was denied. 

The application and supplemental application of complainant 
for rehearing in No. 12549, Gulf Refining Company of Louisiana 
vs. Director-General, and No. 12549 (Sub No. 1), same vs. Di- 
rector-General, P. R. R. et al., were denied. 

The Director-General’s petition for further hearing in No, 
11792, Swift & Company vs. C. B. & Q. et al., was denied. 

The Commission has denied complainant’s petition to re- 
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open No. 11223, Hirth-Krause Company vs. Director-General, C. 
M. & St. P. et al., and No. 11223 (Sub No. 1), same vs. same, 
for supplemental or modified order. 

Petition for reargument and reconsideration of No. 12142, 
John M. Buckland vs. Director-General, filed by the Director- 
General, was denied. 

The Commission has postponed until October 1 the date 
upon which rates required in its decision in No. 10949, Ball 
Brothers Glass Mfg. Co. vs. Director-General, Ahnapee & West- 
ern et al., shall be established. 

The Chamber of Commerce of the City of Milwaukee was 
permitted to intervene in No. 13548 (Sub-No. 1), Maritime Asso- 
ciation of the Boston Chamber of Commerce et al. vs. Ann 
Arbor et al., and No. 13548 (Sub-No. 2), Same vs. Alabama 
Great Southern et al. 

Having received advice that the following complaints have 
been satisfied, the Commission has dismissed them: Nos. 12520, 
A. M. Castle Co. et al. vs. Director-General, C. M. & St. P. et al., 
and 13375, Toledo Produce Exchange vs. Ann Arbor et al. 

Upon request of complainants, the Commission has dismissed 
the following complaints: Nos. 13650, Acme Sanitary Pottery 
Co. vs. P. R. R. et al.; 13334, Stack Construction Co. vs. D. M. 
& N., Director-General et al.; 13104, Brazil Clay Co. et al. vs. 
Cc. I. & L. et al.; 12814, Tampa Coal Co. vs. Director-General; 
13439, Standard Shipbuilding Corporation vs. Director-General, 
C. R. R. of N. J.; 12789, the Central Iron and Steel Co. vs. Camp- 
bell’s Creek Railroad et al.; 12793, Central Cypress Co. vs. 
Director-General; 12702, the Atlas Portland Cement Co. vs. C. B. 
& Q. et al.; 13250, the Tallulah Cotton Oil Co. vs. Missouri Pa- 
cific et al.; and 13208, Boston Wool Trade Association vs. Di- 
rector-General. 

On petition of the applicant, the Commission has reopened 
for further hearing Finance Docket 1264, in the matter of the 
application of the Green Bay & Western Railroad Company for 
a certificate of public convenience and necessity authorizing the 
abandonment of a branch line of railroad. 

Swift and Company was permitted to intervene in No. 13803, 
National Poultry, Butter and Egg Association et al. vs. Ann Ar- 
bor et al. 

Mechling Brothers Chemical Company was permitted to in- 
tervene in No. 13749, Philadelphia Quartz Company vs. P. R. R. 
et al. 

The William E. Dee Company was permitted to intervene 


in No. 13878, Chicago Fire Brick Company et al. vs. Ahnapee & 
Western et al. 


PETITIONS FOR REHEARING, ETC. 


The Director-General has asked the Commission to grant a 
reargument, reconsideration, or rehearing in No. 11820, Missouri 
Portland Cement Co. vs. Director-General et al. 

A further hearing, to afford an opportunity to show that the 
state highway department did not actually bear the freight 
charges on the shipments involved in No. 12954, State Highway 
Department of Texas vs. Director-General, has been asked by 
the Director-General. 

Complainant in No. 12645, Certain-teed Products Corporation 
vs. C. R. I. & P. et al., has asked the Commission to grant a re- 
hearing and reargument of that case before the full Commission. 

The Commission has been asked by the Director-General to 
reopen No. 12622, the Continental Paper Co. et al. vs. Director- 
General, D. L. & W. et al., and to grant a rehearing and reargu- 
ment therein. 

Respondents in I. and S. 1416, storage-in-transit rules at 
Minnesota Transfer on import traffic from Pacific coast ports, 
have asked the Commission to reopen that proceeding and to 
grant a reargument before the full Commission. 

The Director-General has filed a motion in No. 11855, Rub- 
No-More Company vs. Director-General et al., in which it is 
asked that the Commission stay an issuance of its order in that 
case pending the determination by the Supreme Court of the 
Commission’s jurisdiction over the international traffic involved. 
In its report on the above mentioned case (69 I. C. C. 23) the 
Commission found unreasonable a joint through rate on vege- 
table tallow from Vancouver, B. C., to Fort Wayne, Ind., and 
awarded reparation, but did not issue an order. It is the con- 
tention of the Director-General that the Commission exceeded 
its authority in making an award of reparation. 

The Western Union Telegraph Company has filed a petition 
asking leave to intervene in Valuation Docket 237, in the mat- 
ter of the tentative valuation of the property of the Carolina 
and Tennessee Southern Railway Company. 


LA. & ARK. BONDS 


The Louisiana & Arkansas Railway Company has asked 
permission to issue $470,000 of first mortgage 5 per cent bonds, 
the proceeds to be used in completing construction of the 
branch of its road from Jena to Jonesville, La., and to reim- 
burse its treasury for some expenditures already made. The 
Guaranty Trust Company of New York expects to sell the bonds 


to Charles L. Pack of Lakewood, N. J., at about 87.14 per cent 
of par. 
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| Current Topics 
in Washington 





Will Harding Whip Subisidy Through?—Suspicion that Pres- 
ident Harding might threaten to use the whip on Congress 
seemed to show exceptional foundation when, a few days ago, 
he wrote to Phillip Pitt Campbell of Kansas that he would feel 
obligated to call Congress in extraordinary session if the law- 
makers failed to sanction the ship subsidy bill at this session. 
Few presidents have been so suavely frank as Mr. Harding was 
in this letter. The next natural step in the use of force to 
make Congress act would be to let it be known that the Senator 
or Representative who desired some political favor could not 
have it unless he voted “right.” Patronage has always been 
the bribe the executive holds out to the legislator. In monarch- 
ical countries it is the title of nobility or near-nobilify that 
persuades the law-maker to vote right. In the United States, 
offices for friends, personal or political, constitute the coin. It 
always has been a question whether, as titular head of the 
party in power, the President is not under moral obligation to 
use his power of patronage to assure regularity in the legis- 
lative contingent of the party. Therefore, the suggestion that 
the conferring of office constitutes a bribe has always been 
resented by those who believe the good of the country is inti- 
mately bound up in the success of ‘‘the party.” The late Sen- 
ator Penrose once jocularly asserted that he would marry, and 
marry the woman selected by the organization, if that was 
deemed necessary to assure success for the organization. To 
such men the rule has been to give and take—that is, give the 
needed vote and take the patronage. Such men, as a rule, 
when they felt unable to follow the leader, asked for nothing 
and expected nothing. Chronic insurgents, such as Senator La 
Follette, on the contrary, frequently have been greedy seekers 
of patronage. The idea that they owed anything to the organ- 
ization, the prestige of which helped them attain office, was 
repulsive to them. Grover Cleveland, while never much of an 
organization man in New York state politics, used patronage 
fiercely when he came to the Presidency. William McKinley 
was a good organization man, but seldom was vindictive, as 
Penrose was when some one flouted the organization. Roosevelt 
loved to “step on” the organization, but could see the light 
quicker than any other man on earth when he needed help and 
the judicious use of patronage would bring it. Taft, supposed 
to be the most amiable man ever in the White House, was one 
of the most suspicious of men when it came to patronage. He 
hardly ever could think of a man coming to see him about any 
matter, without wondering what ax he had to grind. Unless 
the man put forward by the organization was fit for the place, 
Taft would have none of him. That was one reason why, in 
1912, so many were indifferent to him. He did not think much 
of the help they had offered when skies were not so black and 
they could not see any particular reason for bestirring them- 
selves in his behalf when Roosevelt became a thundercloud. 
If President Harding follows up his suggestion that the whip 
may be brought from the closet, it is believed, the question 
whether it is right to distribute offices in accordance with the 
faithfulness of the applicants will be discussed just as acri- 
moniously as on the first day it was raised. Sometimes there 
has been armed neutrality between a President and an insurg- 
ent, the result of which was that the insurgent received a 
degree of recognition at the pie counter not accorded to some 
faithful followers. In the same way, under the feudal system, 
after the royal power had become definitely greater than that 
of any noble, a few nobles could ignore the court and still get 
about what they really wanted, when they got ready to ask for 
it. Of course, the few kings now remaining are mere figure- 
heads in “responsible” governments. The same is true of the 
heads of most republics. President Harding, however, is not 
one of that kind. His cabinet is not responsible to Congress 
and if he decides to use the whip, it is believed, he can force 
action on ship subsidy or any other piece of legislation desired 
by him. It might not be good politics for him to do so, but 
there is no question of power. An American President can rule 
a Congress having a majority of his own partisans, even if they 
are only followers in name. 





Shipping Board’s Pacific Port Ruling.—The step the Ship- 
ping Board took when it declined to approve the ruling of the 
Intercoastal Conference that Tacoma, among other cities, should 
not have terminal port .rates, has seemed to many who have 
thought the board’s real function should be regulation and not 
operation, to be one of the greatest strides in the right direction 
it ever took. The tariffs of the conference lines proposed an 
increase in rates, of 12.5 cents per 100 pounds, or $2.50 a ton, to 
Tacoma. Their tariffs proposed to perform westbound service 
—at a higher rate. The board’s notice, therefore, was equiva- 
lent to a suspension of an increase in rates since withdrawn 
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by the conference. Unless the rules for construing tariffs that 
are applied to railroads have no application to boat line pub- 
lications, that is all the suspended tariffs mean. They are not 
joint all-water rates showing the performance of the service 
from Seattle by another ship line, nor yet joint ocean-and-rail 
tariffs showing a carrier by railroad as offering to perform the 
haul from Seattle to Tacoma. Had they been of that character 
they would have had to be filed with the Interstate Commerce 
Commission. There is no defined method under which the board 
can dispose of the case created by what may be called its sus- 
pension order. Unless it vacated its order the suspension would 
have been permanent. The law gives no validity to such tariffs 
unless they are approved by the board. That is wholly aside 
from the practical question of whether the conference lines, 
knowing the board’s line, would not observe the tariff placing 
Tacoma on the basis of arbitraries over Seattle. Failure of 
its boats to observe the tariff would mean simply the elimina- 
tion of the conference line boats from Tacoma business, west- 
bound. The conference lines could observe their tariffs, and 
thereby make the rates paper affairs. That, however, would 
not go to the central question, which is whether the board will 
ever become a real regulating body like the Commission. 





The Rise of Wu Ting Fang.—Those in Washington who 
knew Wu Ting Fang when he was minister from China hope it 
is true he is to become premier of a united China. They hope 
it is true because Wu (he is really big enough in their estima- 
tion to be spoken of without prefix of any kind) probably thinks 
more like an American than any other man east of Suze. They 
have only one regret. That is that his opportunity did not 
come sooner, for, although Wu expects to live to be 150 years 
old, they cannot rid themselves of the thought that the years 
of usefulness of an octogenerian, at most, can be few. A near- 
regret is that Americans, as a rule, thought of him only as an 
inquisitive man taking advantage of his approach toward what 
is frequently called old age, to ask what, in another, might be 
regarded as impertinent questions. They regarded him as a 
kind-hearted old heathen, having a good time among his betters. 
Of course, they did not say it in that way, but more than one 
American was so crude as to indicate that that was his thought 
about a man who knew more actual facts concerning several 
American enterprises of first magnitude than they did. He had 
built railroads in China, yet some thought him a simpleton be- 
cause he asked questions.about American railroads that seemed 
childish. He asked questions about steel-making, without be- 
traying the fact that he also knew about that and that his ob- 
ject was simply to find out for himself whether the man with 
whom he was speaking might know something on the subject 
he did not know. As minister at the time when Americans 
were on edge about the American minister and his staff being 
shut up in the legation compound by the Boxers, Wu showed 
himself all he-man. No one appreciated his worth more than 
John Hay, Secretary of State, whose manly course prevented 
the utter humiliation and dismemberment of China. Thereby 
Hay created the feeling in that country that America was a 
true friend and desirous only of seeing China prosperous and 
taking the place in world politics the industry of her people 
should give her—if they could only settle their dissensions and 
become a nation instead of a bundle of factions. 





The Making of Ocean Rates.—The way the steamship con- 
ferences handle their rates, when they indulge in a bit of rate- 
cutting, seems puerile to those who have intimate contact with 
rail rates. A short time ago the North American Conference 
allowed it to be known that, on account of what a certain line 
had done to rates, it had declared an open season as to rates 
on twenty-five commodities. But what the twenty-five commodi- 
ties were, was supposed to be a profound secret. At least, the 
Shipping Board officials (few people pay any attention to the 
legal fiction that the Emergency Fleet Corporation is anything 
other than the board) felt that they were bound not to divulge 
the list. So they did not, presumably, the object being to keep 
tramp steamers and the line that had “kicked over” on rates 
to United Kingdom and continental ports in ignorance of the 
commodities on which the rates they were quoting might be 
much higher than the rates of the conference lines. To a land- 
lubber that looks even more ridiculous than the performance of 
the ostrich. Inasmuch as ocean rates are a matter of bargain 
between the carrier and the shipper, it seems impossible that 
it would be more than ten minutes after a conference line had 
quoted a rate, until the quotation would be in the possession 
of the tramps and the non-conforming line. Railroad rates were 
made, only a few years ago, in ways not greatly differing from 
that. Men thought the mevhod never would change. They 
could not see the possibility of doing business except in that 
way. Merchants also sold goods, not only according to prices 


“based on cabalistic signs, but also on the maxim of the law, 


“let the buyer beware,” but they changed their ways. Making 
of ocean rates, therefore, seems to be under rules strongly 
reminiscent of the “good old days” about which those who know 
the least often talk the most. Yet, notwithstanding the highly 
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competitive situation on the seven seas, it would not be surpris- 
ing to find, within the next ten years, a system for making; 
publishing and,observing rates not unlike the plan public au- 
thority has imposed on the carriers by railroad. 





Old Cases Recalled by Kephart Report.—The mills of the 
gods may grind slowly, but, in view of the tentative report just 
made by Examiner Kephart, on the complaint of Hasting, Grand 
Island and Columbus, Neb., it is suggested, there are other 
things that also move slowly. The Kindel case, establishing 
rates from Chicago and St. Louis to Denver, and the investiga- 
tion and suspension case (I. and S. No. 24) that probably was 
the outgrowth of things started by the Burnham-Hanna-Munger 
case, resulting in proportionals between the Mississippi and 
Missouri rivers, were new so long ago that, in the history of 
rate regulation, they are of hoary antiquity. Yet the principles 
laid down in them are only now being suggested for application 
to the situation in Nebraska, outside the so-called Missouri River 
differential territory. One wonders how it has been possible 
for the railroads to keep on making rates to the intermediate 
territoy, of comparatively heavy traffic density, without regard 
to the hump put into the rates a comparatively short distance 
west of the Missouri River. Examiner Kephart, in his report, 
indicates that the Nebraska cities often complained. Appar- 
ently, however, they did not have as loquacious an advocate as 
Kindel was in behalf of Denver and, incidentally, in behalf of 
Kindel. The mere mention of the case was sufficient to bring 
back memories of the energetic Kindel who, after he had won 
his case, came to Congress, where he talked freely and, not 
infrequently, derogatively, about the Commission and its works, 
using diagrams made with redder ink and more broad in treat- 
ment than any Francis B. James ever dreamed of having placed 
before the Commission. 





Henry Ford’s Coal Rates.—The impression that Henry Ford’s 
railroad, by proposing to reduce rates on coal from mines in 
the Ironton district to Toledo, was about to wreck the rate 
structure created by the Commission by its report on I. and S. 
No. 774, turns out, as shown by the Commission’s report on 
I. and S. No. 1513, to have been erroneous. Instead of wrecking 
what the Commission did in the earlier case, it now appears 
that Ford, had he been allowed to do what he wanted to do 
when he proposed doing it, would have restored the structure 
which the Detroit, Toledo & Ironton, before he acquired it, had 
jarred a bit by narrowing the spread in the rates from the inner 
crescent mines of Kentucky and Tennessee, on the one hand, and 
the mines in Ohio, on the other. One of the surprising things 
about the matter is that the fact that the Ironton road was 
proposing to act as a restorer and not a destroyer was not dis- 
covered and brought to the attention of the Commission while 
it was considering the protests of the inner crescent mine op- 
erators. However, no one did perform that service for the Ford 
road, hence its certificate of merit was delayed from April, 
when it might have been issued, until June, when it was put out. 


A.. BE. 


LUMBER PENALTY CHARGE 


It took three federal judges—Carpenter, Page, and Geiger— 
sitting en bane at Chicago, June 15, less than a minute after 
hearing arguments to decide that the Commission’s decision 
in No. 11818, commonly called the lumber penalty case, was 
valid. The court’s decision was in the form of a decree allow- 
ing the motion of the United States to dismiss the bill in 
equity, brought by the Edward Hines Yellow Pine Trustees, 
seeking to enjoin the enforcement of that decision of the Com- 
mission, and a dismissal of the bill. A formal decree was to 


be prepared by Blackburne Esterline of the Department of 
Justice. 


Arguments were fairly long on both sides. Mr. Esterline 
and Walter McFarland, of the Commission’s legal staff, argued 
the case for the government, the latter introducing an exhaustive 
brief. Mr. Esterline, in pleading the motion to dismiss, sep- 
arated his argument into four points: First, that there was an 
insufficiency of facts alleged in the bill to constitute a ground 
for action; second, that the Hines trustees had no interest in 
the matter; third, that the order of the Commission in the 
lumber penalty case was in favor of the plaintiffs because it 
had abolished a charge to which the Hines company would have 
been subjected under certain conditions; and last, that the 
railroads were satisfied with the decision and that it had been 
in force for more than three months without a single dissent- 
ing voice being raised among the carriers. 

The government also moved that certain paragraphs of the 
bill, containing extracts from speeches, be stricken, but that 
motion was immediately denied. 

“If this court should enjoin the enforcement of the Com- 
mission’s decision in this case,” said Mr. Esterline, in closing, 
“it did not mean that the railroads would reimpose the 
$10 a day penalty charge. At any rate, they would not be 
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ordered to do so under the law, and the fact that no complaint 
has been registered by the carriers against the decision leads 
to the belief that the charge would not be imposed voluntarily. 
An injunction from this court would, therefore, be merely beat- 
ing the air.” 

William S. Bennet, arguing for the Hines interests, took 
exception to the latter statement. 

“We simply want to be put in a position where we can go 
to the carriers and ask the reimposition of this charge,” he 
said. “As it is, we are precluded from doing so, for we are 
always confronted with the order of the Commission which 
forbids a penalty charge until conditions change substantially.” 

Mr. Bennet contended that the removal of the penalty 
charge by the Commission resulted in a discrimination against 
shippers of lumber who maintained yards and in favor of those 
that used the cars for “rolling lumber yards.” 

“If we should all avail ourselves of the privilege the Com- 
mission awarded the lumber speculator in rescinding the penalty 
charge,” he said, “108,000 cars of lumber more a month would 
be held at reconsigning points—a number sufficient effectually 
to stop railway freight transportation of all kinds.” 

Mr. Bennet contended that the order of the Commission 
was in violation of the fifth amendment to the Constitution in 
that it gave certain lumber shippers the use of railway equip- 
ment and services without proper compensation. 


“The Commission said no penalty should be imposed sim- 
ply because there was much surplus equipment at the time,” 
he said. “In effect, this was giving the shippers of speculative 
lumber the right to use the equipment of the carriers free ot 
charge merely because the carriers were not themselves using 
u” 

So far as taking the specific allegations of discrimination 
before the Commission, Mr. Bennet said that, under the law, he 
had a right to bring them into the federal court, and he ‘chose 
that method because, he said, “procedure before the Commis- 
sion takes at least two years.” 


The position of the court, as indicated by questions put to 
attorneys on both sides, was that the penalty charge was not 
a charge for separate service, but was, in fact, an extension 
of the demurrage charge to cover an emergency. As to the 
allegation that carriers were being compelled to submit their 
property to the use of others without compensation, the court 
indicated that it was its opinion that a constitutional disability 
of the Commission to remove the charge would presuppose it 
to be the duty of the Commission to have prescribed such a 


charge in the days before it was proposed by the Director- 
General. ; 


As to discrimination, the prevailing opinion of the court 
seemed to be that the failure of the Hines company to use the 
privilege accorded by the removal of the penalty charge did 
not prove the presence of discrimination in favor of those com- 
panies that did avail themselves of the privilege. 


Mr. McFarland, in his brief, contended that, if the court 
upheld the contentions of the plaintiff, the jurisdiction of the 
Commission over demurrage charges would be destroyed and 
shippers would be forced into the courts in cases of that kind. 
On this question he said: 


The Commission has for many years exercised jurisdiction 
over demurrage charges and storage charges. and the courts 
have referred with apparent approval to its rulings. Swift & Co. 
vs. Hocking Valley Ry. Co., 243 U. S., 281; Penna. R. R. Co. vs. 
Kittanning Co., supra, pages 324 and 325; United States vs. Erie R. 
Co., 209 Fed., 283: Seaboard Air Line Ry. Co. vs. New Orleans Ex- 
port Co., 271 Fed., 861, 863; and Sinclair Refining Co. vs. Schaff, 
275 Fed., 769. 

It remained for the plaintiff to discover a method by which 
this jurisdiction could be defeated. Accordiny to its theory, 
carriers have the right to take whatever steps are necessary to 
secure the return of their cars, regardless of the Commission, 
and can do so by putting in an emergency penalty charge for 
detention of eauipment. Whether the mysterious virtue which 
frees such a charge from all regulation lies in the emergency 
or in the penalty is not clear. 

If plaintiff’s view is correct, the only remed, for shippers or 
competing carriers will be to applv to the courts in case such a 
penalty charge is hereafter published, instead of resorting to 
the Commission as has heretofore been done. That the courts 
are not constituted to pass upon the essentially administrative 
questions presented by disputes as to car distribution and the 
reasonableness of demurrage or storage charges is elementary. 
There has been a progressive tendency on the part of Congress 
and the courts for a number of years to relieve the latter of the 
burden of considering administrative questions relating to trans- 
portation. 


Joseph E. Davies, in a short argument, upheld the conten- 
tions of the American Wholesale Lumber Association, inter- 
veners, that the penalty charge was unlawful and that the Com- 
mission could not have done other than to order it removed. 

Mr. Bennet said, after his bill had been dismissed, that an 
appeal would be drawn immediately. 


FEDERAL VALLEY NOTE 
The Federal Valley, operating a road near Columbus, O., 
has asked permission to borrow $30,000 on its 6 per cent promis- 
sory note, the money to be used in paying expenses and debts 
and providing a working capital. 
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| Decisions of Interstate Commerce Commission ! 
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D. T. & I. COAL RATE REDUCTIONS 


Unqualified approval of the proposal of the Detroit, Toledo 
& Ironton to reduce rates on coal from the Ironton, O., group 

mines, to Toledo, has been given by the Commission, in a report 
on I. and S. No. 1513, opinion No. 7677, 69 I. C. C. 112-4. That 
action will mean the abolition, so far as the Ford road is con- 
cerned, of the Ironton district and its inclusion in the lower- 
rated Jackson district. Until May 1, 1917, there was no Ironton 
district. It was created on that day by the act of the Detroit, 
Toledo & Ironton. It sought to increase its revenues by detach- 
ing some mines from the Jackson district and giving them a rate 
10 cents higher than from the other mines in the Jackson dis- 
trict. At the same time it sought to impose an assembling charge 
on coal from mines in the Jackson district, but its fifteenth sec- 
tion application was withdrawn by the Railroad Administration. 

These facts, tending to show the reduction would constitute 
a mere restoration of the old Jackson district, were set forth 
in the Commission’s report in such a way as to indicate that 
the Ford proposal, in its estimation, was a sensible thing to do. 
The Commission even went farther. 

“Nothing appears on the record that convinces us that the 
Ironton district should not properly be on the same basis as 
the Jackson and other Ohio districts,” said the Commission. “Its 
maintenance on a basis of less than 40 cents under the Inner 
Crescent districts, prescribed in Bituminous Coal to C. F. A. Ter- 
ritory, 46 I. C. C. 66, has not been strictly in compliance with the 
spirit of our findings in that case.” 

That language is taken as foreshadowing a reduction of 10 
cents in the rates from Norfolk & Western mines in the Ironton 
district, and complete compliance with the Commission’s view 
that the rates from mines in Ohio, roughly paralleling the inner 
crescent of mines in Pennsylvania, West Virginia, Kentucky 
and Tennessee, should be 40 cents less than from the semi-cir- 
cle of mines nearest the Ohio River in the states mentioned. 

The Ford proposal was suspended on protests from associa- 
tions representing coal operators in Kentucky and Tennessee. 
They did not claim the reduced rates would be unduly low per 
se. Their sole objection, according to the report of the Com- 
mission, was that the lowered rates, distance considered, would 
be unduly low compared with the rates from other Ohio and 
Inner Crescent districts, and would result in undue preference 
for mines on the Ironton’s line and undue prejudice to the mines 
of the protestants. They showed that the average distance to 
Toledo, over the Ironton’s interstate route, was about 351 miles, 
while the average distance from some of the higher-rated mines 
in Kentucky was only 336 miles and from some other Ken- 
tucky mines, those on the Chesapeake & Ohio, for illustration, 
was only 271 miles. 

According to the report, the Ironton road took the position 
that it was a mistake for it to have raised the rates from the 
mines in the Ironton district in 1917, because such increase re- 
sulted in a diminution instead of an increase in the revenues. 
The Commission, however, looked approvingly at the proposal as 
one to restore a relationship prescribed by it, and, as before set 
forth, practically invited the Norfolk & Western to do likewise, 
although it said shipments from Norfolk & Western mines were 
few. 


PROPORTIONALS IN NORTHWEST 


The Commission, in a report on I. and S. No. 1486, propor- 
tional class rates between Seattle and Tacoma and Portland 
(mimeographed, without page or opinion numbers), has dis- 
approved the method whereby the carriers serving the Puget 
Sound cities proposed to meet the competition in the Willamette 
Valley and in the territory north of Portland, of the Southern 
Pacific carrying traffic from San Francisco to the valley points. 
The Southern Pacific, in turn, in carrying traffic to the Willa- 
amette Valley and the territory north of Portland, is meeting 
the competition of the coastwise steamers. 

With a view to enabling the Puget Sound cities to continue 
in business in the Willamette Valley, after the increase in 
rates resulting from the Commission’s decision in rates between 
north Pacific coast points, 64 I. C. C. 159, the lines from those 
cities to Portland proposed establishing proportional class rates, 
on the basis of 60 cents first class, to Portland, instead of the 
full class rates beginning with 75 cents first class, for appli- 
cation to trefic going beyond. The proportionals applied only 
on the first four ciasses, the intention being that they should 
be used to compete with goods moving on L. C. L. commodity 
rates from the south. ’ 

The schedules were limited to expire May 31. That limi- 
tation was put in on the assumption that by that time the Com- 
mission would have disposed of the fourth section applications 
of the Southern Pacific. In the report the Commission con- 
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demned that method of making rates. It called attention to 
the fact that the hearings on the fourth section applications 
were postponed until April 24, so there was no probability of 
any decision by May 31. The northern lines were constrained 
to limit the rates in that way by an understanding they had 
that the Southern Pacific would revise its rates upward so 
as to meet the new scale, beginning with 75 cents, established 
as a result of the case hereinbefore mentioned. 

The Commission held as having been justified the proposal 
to establish the proportional rates, but condemned the limita- 
ion to May 31. On that point it said: 


Adjustments of this character should not be initiated unless of 
sufficient importance to justify their continuance beyond so short a 
period, and, having been proposed, should not be limited to ex- 
pire on an uncertain or indefinite contingency, such as the disposi- 
tion of other cases not heard at the time the schedules were filed. 
If a future readjustment of the proposed rates is necessitated by 
future changes which may occur in the rates of the rail lines from 
San Francisco to Portland, schedules proposing such changes may 
be filed in the usual manner. 

An order will be entered requiring the cancellation of the sus- 
pended schedules and discontinuing this proceeding without prejudice 
to the establishment upon one day’s notice of the rates here con- 
sidered but not limited as to the effective period. 


PORT DIFFERENTIALS ON GRAIN 


The Commission, in a report on I. and S. No. 1490, written 
by Commissioner Daniels, opinion No. 7660, 69 I. C. C. 38-43, for 
the time being has settled the port differential question on grain 
and grain products, from northern Illinois, as between Baltimore 
and New Orleans, by holding justified the proposal of the Illinois 
Central to make rates to New Orleans, for export, from 2.5 to 4 
cents under Baltimore. The rates would be stated in specific 
amounts and not as so much under Baltimore, under the deci- 
sion, but the effect would be to give New Orleans rates 2.5 cents 
under Baltimore from 10 stations on the Illinois Central; 4 cents 
from 8 stations; 4.5 cents from 10 stations and 6 cents from the 
other stations, about 32 in number. 


However, the Commission said, the holding of justification 
was not to be considered as a finding of approval of the resulting 
differentials, either as maxima or minima, New Orleans under 
Baltimore, from northern Illinois. 


This case was an outgrowth of the grain rate war that 
threatened to become serious in the summer and fall of 1921, 
when the Canadian water routes and rail-and-water routes were 
taking so much grain that the lines serving American ports felt 
constrained to reduce the rate to Baltimore 3 cents. That was 
done in July, 1921. In August a similar cut was made to New 
Orleans. In September, 1921, the all-rail rates to Baltimore were 
again cut 7.5 cents to meet reductions in the lake-and-rail rates to 
Baltimore and the reductions to Montreal, Canada. That cut was 
met with a reduction to New Orleans of 5.5 cents September 8, 
1921. The New Orleans carriers proposed a cut of 6.5 cents, but 
the Commission declined to countenance anything more than 5.5 
cents. The 5.5 cent cut put New Orleans 4.5 cents under Balti- 
more, instead of 6.5 cents, which had been the differential there- 
tofore. 


The proposal of the Illinois Central, now held to have been 
justified, was made February 10, 1922, and suspended until 
June 10. 


Corn is practically the only grain handled through New Or- 
leans from the points of origin in northern Illinois involved in 
this case. Protest was made by the Eastern Trunk and Central 
Freight Association lines, backed by the Chicago Board of Trade 
and commercial organizations in Indianapolis, Baltimore, Phila- 
delphia, New York and Norfolk. They procured the suspension 
of the schedules until June 10. 

New Orleans interests and shippers in northern Illinois in- 
tervened in behalf of the proposals. They contended that the 
disadvantages incident to the handling of corn through New 
Orleans warranted a differential of at least 6 cents. The Illinois 
Central claimed, among other things, that in proposing the rates 
from northern Illinois points of origin, for its one-line haul to 
New Orleans, it was proposing to line up its charges, in com- 
parison with rates from central Illinois, to New Orleans, and to 
give northern Illinois the same differentials under Baltimore as 
prevailed from central Illinois, avoiding, however, fourth section 
departures. The interest of the protesting railroads and com- 
merial organizations was in having the traffic hauled east instead 
of south so it would pass over their rails and through their eleva- 
tors. The present rates from northern Illinois to New Orleans 
range from 28 to 31 cents, the former rate prevailing from the 
larger number of the stations involved in the case. ; 

In holding the proposal justified, the Commission retained 
defined hold on the situation by saying it should not be under- 
stood that, in finding the rates justified, the Commission did not 
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finally approve the resulting differentials, as maxima or minima, 
New Orleans under Baltimore, from northern Illinois. 


IRON ORE TO LAKE PORTS 


In a supplemental report on No. 13293, Reduced Rates, 1922, 
opinion No. 7681, 69 I. C. C. 138-9, the Commission held the rates 
on iron ore from mines in the upper lake region to the upper 
lake docks would be unreasonable, after July 1, 1922, to the 
extent they might exceed 90 per cent of what they are now. 
Commissioner Hall dissented, without, however, telling why he 
was not able to agree with his colleagues. 

The effect of the supplemental report is to specifically hold 
that the rates from the mines to the loading docks should be 
brought down 10 per cent. It was made because some question 
had arisen as to whether the 10 per cent reduction advised in 
the original report in this case applied to the rates from the 
mines to the upper lake ports. The supplemental report re- 
moves all doubt. The doubt arose from the fact that the Com- 
mission, in Ex Parte 74, held the ore rates in question were 
high enough and should not be increased. In the original report 
it said rates resulting from Ex Parte 74 were to be reduced 
by the percentage mentioned. The Commission’s view was that 
its original report did not require reductions in rates on iron 
ore from points in Minnesota, Wisconsin and Michigan, to 
ports on Lake Superior and upper Lake Michigan. In disposing 


of the phase of the case under consideration, the Commission 
said: 


Since August 26, 1920, none of the rates on iron ore to upper 
lake ports have been reduced, while some have been increased. 
All are still on or higher than the level found reasonable in 
Increased Rates, 1920, supra. The general effect of our findings 
herein is to bring about approximately a 10 per cent reduction in 
the rates authorized in that proceeding. Upon further considera- 
tion of the record, we find that the rates exacted by respondents 
for the transportation of iron ore from ranges in Minnesota, Wis- 
consin and Michigan to Lake Superior and upper Lake Michigan 
ports will be on and after July 1, 1922, unjust and unreasonable 
to the extent that they may respectively exceed 90 per cent of the 
existing rates. The findings and authorizations of the original re- 
port herein are applicable in all other respects. 


‘ DEMURRAGE ON HAY 


The Commission has dismissed No. 12257, C. F. Arnold & 
Co. vs. Texas & Pacific, Director-General, et al., opinion No. 7670, 
69, I. C. C. 81-2, holding the demurrage charges on a carload 
of hay, shipped from Richards, Mo., to Shreveport, and then 
reconsigned to Homer, La., in August, 1919, were legally applic- 
able and not unreasonable. 

The shipment was on an order-notify bill of lading. ‘The 
car arrived at Shreveport August 20. The notice was mailed 
to the complainant, at Shreveport. Its office being at Kansas 
City, the notice of arrival was wasted effort. The complainant’s 
broker received the bill of lading August 13, a week before the 
car came. He claimed he called up the Texas & Pacific freight 
office both before and after that day and was assured the car 
had not arrived. The railroad company denied that anyone was 
in communication with the local freight office in Shreveport at 
any time about the car. The broker could not say with whom 
he had been talking about it. The railroad company notified 
the complainant, at Kansas City, September 12, about the arrival 
of the car. The complainant wired its broker that day. A week 
later the broker surrendered the bill of lading and paid $123 as 
a demurrage charge, sending the car to Homer. 

“Upon the facts here presented,” the Commission said, “we 
think that defendant fully discharged its duty under the tariff 
when it mailed the notice of arrival to complainants at Shreve- 
port, the address appearing on the bill of lading.” 


RATES ON SCRAP RUBBER 


An order requiring Official Classification territory lines to 
establish a sixth class rating on scrap rubber, including tires, 
having value only for reclamation purposes, not later than 
August 26, has been made in No. 12620, National Association of 
Waste Material Dealers, Inc., vs. Ann Arbor et al., opinion No. 
7650, 68 I. C. C. 748-53. In a report, written by Commissioner 
Cox, it condemned as unreasonable a fifth class rating, 30,000 
minimum, largely because in so rating scrap rubber the carriers 
treated the raw material from which reclaimed rubber is made 
in a way differing from the treatment accorded to other scrap 
material used as the base for reclaimed stuff competing with 
new goods made from crude raw bases. At present scrap and 
reclaimed rubber are rated fifth, the only difference, from a 
transportation charge point of view, between the raw material 
and the finished article being that caused by the fact that scrap 
rubber takes a minimum of 30,000, while reclaimed rubber takes 
a minimum of 40,000 pounds. 

One of the chief defenses offered by the carriers for making 
the rating on the raw material and the finished product the 
same was the high value of rubber. The complaining associa- 
tion showed, according to Mr. Cox, that rubber is lower in 
price now than in the pre-war period and is one of the few 
materials showing such a price tendency. The commissioner 
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adopted the contention of the complainants that the world has 
on hand a surplus equal to a year’s supply, which, under exist- 
ing conditions, will not be disposed of for five years. From 
1913 to 1917, he said, consumption increased 127 per cent, but 
the production of crude rose to 147 per cent in the same period. 
India rubber, which in 1911 sold for as much as $1.058 per 
pound fell to 15 cents in 1921. Para rubber, in that year, sold 
for 16 cents in comparison with $2.39 in 1910. The carriers, in 
their defense, said the proper way to get at the value of the 
material in question was to take the average over the whole 
period. 

The order requires the inclusion of worn out tires in the 
scrap description. The carriers fought that on the ground that 
it was hard to determine when a tire was worn out and no 
longer fit for use except for reclamation purposes. The Com- 
missioner said the law punishes misbilling. Seventy-two per 
cent of scrap rubber, the complainant contended, consisted of 
worn out automobile tires. Perhaps two per cent of the move- 
ment of tires that have been used, the association said, con- 
sisted of what are known as “adjustment” tires; that is, tires 
that have not lived up to the guarantee of the manufacturer 
and are being sent back to the factory. The Commissioner, 
therefore, said that undue consideration should not be given to 
such tires. Used tires are also rated fifth class but there is no 
such limitation upon them as on other worn out materials, 
namely, that they must be of value only for reclamation pur- 
poses. The reclaimers of rubber object to worn or used tires 
being cut up because in such condition they cannot be put 
through the machines used in reclaiming the rubber. The Com- 
missioner said no good reason had been advanced why used 
tires should not be given the scrap rating, hence the conclusion 
that worn out tires should be given the scrap rating of sixth 
class, the rating generally applied on scrap material in official 
classification territory. 


DIVISIONS OF JOINT RATES 


The Commission has dismissed No. 12004, Wichita North- 
western Railway Company vs. Chicago, Rock Island & Pacific et 
al., opinion No. 7667, 69 I. C. C. 68-78, holding the divisions of 
joint interstate rates accorded to the complainant had not been 
show to have been unjust, unreasonable, inequitable, or other- 
wise unlawful. Chairman McChord dissented because there 
were no figures in the record showing the cost to the complain- 
ant, of performing the service rendered in connection with the 
joint rates. He called attention to the fact that the complain- 
ant had told the Commission it was financially unable to make a 
compilation of cost figures. He said he thought the Commission 
itself should make a cost study because, apparently, the manage- 
ment was doing everything possible to keep down expenses. Not- 
withstanding its efforts, he said, the road was apparently operat- 
ing at a loss. 

The complainant is a road, the construction of which was 
begun in 19138, about 100 miles long, in Kansas. it connects 
with the Rock Island, Missouri Pacific and the Santa Fe. It has 


joint rates with the two first mentioned but not with the Santa 
Fe. 


RATES ON LIVE STOCK IN SOUTH 


Reparation must be made by the Director-General because 
and to the extent the rates on live stock in the southeast ex- 
ceeded the aggregate of intermediates, during federal control, 
to the basis in effect both before and after June 25, 1918. The 
decision on that point was made in a report, written by Chair- 
man McChord, on No. 10980, Birmingham Packing Co. vs. Di- 
rector-General, as agent, opinion No. 7661, 69 I. C. C., 44-8. AS 
technically set forth, the decision was upon complaints alleging 
that the rates on live stock, from St. Louis group, from Ohio 
river crossings, and from points in Kentucky and Tennessee to 
Birmingham and Montgomery, were in violation of sections 1 
and 4 of the interstate commerce law and section 10 of the 
federal control law; and upon those allegations the Commission 
held that rates higher than the aggregates of intermediate 
rates subject to the act were unreasonable, and that particular 
rates were unreasonable. 

The holding as to particular rates was that they were ul- 
reasonable to the extent that, on cattle and hogs to Birmins- 
ham, they exceeded $40 per car from Nashville and Overton, 
$32 from Pulaski and $30 from Prospect prior to June 25, 1918, 
and to the extent that thereafter they exceeded $50, $40 and 
$37.50, and that reparation should be made to that basis. 

The chairman, in his report, said the evidence was sub- 
stantially the same as that considered by the Commission Il 
the Alabama Packing Co. case, 47 I. C. C., 524, the decision in 
which he referred to as the original decision. He said it should 
be viewed in the same light. As to the long and short haul 
violations, he said the complaints had not shown damage and 
no reparation was due them in that behalf, but as to rates 1 
violation of the aggregate of intermediates, he said there should 
be reparation 

The report also covers No. 11038, Fies & Sons et al. v5 
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Director-General. Commissioner Daniels dissented for reasons 
set forth in the Hudson Mule case, 63 I. C. C., 6. 


RATE ON BLACKSTRAP 


A finding of unreasonableness and an award of reparation 
have been made in No. 11379, Penick & Ford, Ltd., Inc., vs. 
Director-General, as agent, opinion No. 7666, 69 I. C. C. 63-7, 
as to the rate imposed on 18 tank-carloads of blackstrap mo- 
lasses shipped between June 18 and August 3, 1919, from Har- 
vey, La., to Dyersburg, Tenn. Seventeen of the shipments were 
of domestic and the other of imported blackstrap molasses. 
The shipments moved before the Railroad Administration es- 
tablished rates on blackstrap from Harvey, but not until after 
the Director-General had authorized the publication of a rate 
satisfactory to the complainant. Charges were collected at a 
commodity rate of 40 cents, applicable on all grades of mo- 
lasses. The order to establish the satisfactory rate was made 
May 28, but the rate was not made operative until September 5. 

The Commission, in an opinion written by Commissioner 
Aitchison, held the rate applied unreasonable to the extent that 
it exceeded 20 cents per 100 pounds on blackstrap of an agreed 
or declared value not exceeding 8 cents per gallon and awarded 
reparation to that basis. 

In a dissenting opinion Commissioner Hall said that he dis- 
agreed with the Commission in this case because it was based 
on Security Mills & Feed Co. vs. Director-General, 62 I. C. C. 
405. He disagreed because, as he said, that in addition to fix- 
ing as the maximum margin of reasonableness, rates which 
yielded extremely low ton-mile earnings, and awarding repara- 
tion against the government for the excess, the long standing 
rate parity of blackstrap and other molasses was disrupted and 
the difficulty of policing the different rates disregarded. In his 
opinion the 40 cent rate under assault was unreasonable only 
to the extent that it exceeded the aggregate of intermediates on 
imported blackstrap. 


RATES ON SILICA SAND 


A finding of unreasonableness and an award of reparation 
have been made in No. 12834, Victory Window Glass Co. vs. 
A. T. & S. F. et al., opinion ..o. 7663, 69 I. C. C., 51-52, as to rates 
on silica sand, from Gray’s Summit, Mo., to Augusta, Kan. The 
Commission found that since September 1, 1920, a 32.5 cent rate 
over the Missouri Pacific and Santa Fe, and a 21.5 cent rate over 
the Missouri Pacific and the Frisco, were unreasonable to the 
extent they exceeded 13.5 cents and that reparation should be 
made to that basis. 





RATES ON CRUDE PETROLEUM 


In a report on No. 11462, Liberty Oil Co., Ltd., vs. Director- 
General and Trinity & Brazos Valley, opinion No. 7674, 69 I. C. C., 
96-7, on further consideration, the Commission found the rates 
charged on shipments of crude petroleum, described in the origi- 
nal report, 64 I. C. C. 289, from Iowa Park, Tex., to New Or- 
leans, were in excess of those applicable. It directed refund 
and said that if refund was not made the case might again be 
called to its attention. 


RATES ON CRUDE MAGNESITE 


The Commission has found unreasonable, in No. 11886, 
American Mineral Production Co. vs. Director-General, Great 
Northern et al., opinion No. 7664, 69 I. C. C. 53-8, rates on crude 
magnesite from Valley to Irvin, Wash., during federal control, 
dnd awarded reparation. It held the rates unreasonable to the 





extent they exceeded 7 cents per 100 pounds prior to June 25, 
1918, and 9 cents thereafter. In connection with this case it 
was necessary to consider the status of the Spokane Interna- 
tional Railway. The Commission held it was under federal con- 
trol during the period in which the shipments in question were 
moved. 


CRUDE OIL TO OIL CITY, LA. 

An order of dismissal has been entered in No. 12208, Union 
Refining & Pipe Line Company, Inc., vs. Director-General, as 
agent, opinion No. 7669, 69 I. C. C. 79-80, holding rates on crude 
oil, from Burkburnett, Iowa Park and Wichita Falls, Tex., to 
Oil City, La., in January and February, 1919, were not unrea- 
sonable, and that the complainant was not damaged by reason 
of any undue prejudice that may have existed. 


RATES ON COAL IN ALABAMA 
The Commission has dismissed No. 11634, Fairfield Lumber 


-& Coal Co. vs. Director-General, as agent, Birmingham Southern 


et al., opinion No. 7672, 69 I. C. C. 87-89, holding rates on coal, 
from Bankhead, Ala., to Fairfield, Ala., and from Dora and 
Carbon Hill, Ala., to Pratt City, Ala., during federal control, 
were not unreasonable. The report also covers a sub-number, 
James Meagher vs. Director-General et al. The complaints 
were leveled at the exaction of increases on each factor of the 
combinations. 

Commissioner Meyer, concurring in the order to dismiss, 
said he could not concur in any finding as to the quality of the 
rates, for the reason that the Birmingham Southern was not 
under federal control, and the Commission’s jurisdiction over 
intrastate rates was confined to those applied by the Director- 
General. The Commission made no reference to the Birming- 
ham Southern other than to say it was not under federal control. 


RATES ON FLOUR AND BRAN 


In a report on No. 12413, Waggoner & Gates Milling Co. vs. 
Director-General, Missouri Pacific et al., opinion No. 7671, 69 
I. C. C., 83-6, the Commission found applicable the aggregate of 
intermediate rates to and from St. Louis on flour and bran from 
Independence, Mo., to Nashville, Tenn., milled at Independence, 
from wheat shipped from Kansas City, but originating beyond. 
It found the applicable rates not unreasonable or otherwise un- 
lawful because, among other things, that the combination on St. 
Louis was the same as from Kansas City and Independence. The 
complainant rested its case in some measure on the fact that 
from Omaha the aggregate of intermediate rates to and from 
Cairo was one cent higher. The Commission said that because the 
rates from Kansas City and from Omaha to Nashville were the 
same for the same character of service there was no departure 
from the fourth section, even if from Omaha the aggregate to 
and from Cairo was higher. 


DAMAGES FOR MISROUTING 


A finding that a carload of lath from Lyman, Miss., to Wilkes- 
Barre, Pa., was misrouted and an award of reparation have been 
made in No. 12250, William Danzer & Co., Inc., vs. Gulf & Ship 
Island et al., opinion No. 7665, 69 I. C. C., 59-62. Commissioner 
Hall dissented. He admitted that the shipment was misrouted, 
but said that if it were shown the loss of the sale to the Lebanon 
Box Company, the consignee, resulted from the misrouting, there 
would still be no warrant for fixing the amount of damage as the 
market price of the lath at Hagerstown, Ind., less the freight to 
that point. The lath was sent to Hagerstown for reconsignment. 








| Tentative Reports 





PROPORTIONAL CLASS RATES 


It is the opinion of Examiner C. I. Kephart, expressed in 
a proposed report on No. 12709, Chamber of Commerce of Grand 
Island, Neb., et al. vs. Aberdeen & Rockfish et al., that the time 
has come for the Commission to grade class rates from the 
Mississippi River crossings, on traffic originating east of the 
Indiana-Illinois state line, from St. Louis and from Chicago, to 
Grand Island, Hastings, and Columbus, Neb., to the end that 
rates he deems unreasonable and unduly prejudicial shall be 
removed. In that report he recommended a scale of propor- 
tional class rates, from Mississippi River crossings, from St. 
Louis and from Chicago so as to bring them within what he 
considers reasonableness, and another scale of proportionals to 
remove the undue prejudice he thinks the Commission should 
find exists against the complaining cities and the undue pref- 
erence for Omaha, and the points in so-called Nebraska differ- 
ential territory, such as Lincoln, Fremont and Beatrice, in which 
are stated the amounts by which the proportionals from the 
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crossings, St. Louis and Chicago, may exceed the rates to Omaha. 

Kephart approached the solution of the matter on the basis 
that inasmuch as the Commission, in other cases, among which 
are the Kindel case, 15 I. C. C. 555, and I and S. No. 24, 21 
I. C. C. 546, had already prescribed proportional class rates 
between the Mississippi and Missouri rivers, and through class 
rates from St. Louis and Chicago, to Denver, the solution re- 
quired simply a determination of the appropriate gradation of 
rates at intermediate points. He said there were no unusual 
conditions to justify an abnormal level at such intermediate 
points as Grand Island and Hastings, nor at Columbus. He said 
that with a uniform outbound scale in force, it followed that 
a reasonably uniform inbound scale should be made applicable. 
In other words, the hump in rates between the so-called differ- 
ential territory and the complaining cities should be removed 
so the ordinary rule of rate-making about the decrease of the 
ton-mile as the distance increased might not be wholly flouted. 
A further reason for making a gradation, the examiner said, was 
that Grand Island, Hastings and Columbus are blanketed with 
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Omaha and the differential territory points on traffic from the 
Pacific coast. 

The anomalous situation of Lincoln, being a lower basing 
point from Mississippi River crossings to interior Nebraska des- 
tinations than Omaha, should be corrected. While the com- 
plaining points in Nebraska were small, its effect was not so 
keenly felt. Now that they are developing, it is his thought, 
their protests against undue advantage enjoyed by their com- 
petitors at Lincoln and points taking Lincoln rates should be 
considered in the light of existing conditions. He said the Mis- 
souri River rates from St. Louis and east, via the Missouri 
Pacific, should be confined to its branch through Nebraska City, 
Union and Plattsmouth, and the rates to points outside of Omaha 
on the branch of that road through Talmage, Dunbar, Weeping 
Water, Louisville and Portal should closely approximate those 
resulting from a uniform grading on intersecting lines westward 
from the Missouri River. 

The examiner did not find his task as easily performed as 
its description. The first thing he found was that the percent- 
age relationship between the classes was different in prac- 
tically every scale applying throughout the territory, the south- 
east, apparently, not having “anything on them,” in that respect. 
He concluded that, inasmuch as he was primarily concerned with 
inbound rates to Columbus, Grand Island and Hastings and their 
relationship with rates to Omaha, Fremont, Lincoln and Bea- 
trice, the structure to be created must bear a fair percentage 
relation among the classes, in comparison with the rates to the 
last mentioned group of destinations. He adopted the relation- 
ships prescribed in the Kindel case as the best suited for the 
needs of the situation with which he was dealing and which he 
deemed peculiar. 

The examiner’s commendations, in full, are as follows: 


The Commission should find that the present class rates from 
Mississippi River crossings on traffic originating east of the Indiana- 
Illinois state line, from St. Louis and from Chicago to Columbus, 
Grand Island and Hastings are and for the future will be unreason- 
able to the extent that they exceed or may exceed the rates set 
out in the following tabulation: 

oe 


To 1 2 3 4 A B Cc D E 
FROM MISSISSIPPI RIVER CROSSINGS—PROPORTIONAL 





Columbus ...122 97.5 75.5 61 48.5 55 42.5 34 28 23 
Grand Island.140 112 87 70 56 63 49 39 32.5 26.5 
Hastings ....140 112 87 70 56 63 49 39 32.5 26.5 


FROM ST. LOUIS 
Columbus ...130.5 104 81 65 52 58.5 45.5 36.5 30 25 
Hastings ....144 115 89.5 72 57.5 65 50.5 40.5 33 27. 
Grand Island.148.5 118.5 92 74 59.5 66.5 52 41.5 34 28. 


FROM CHICAGO 


Columbus ...164 131 102 82 65.5 74 57 46 37.5 31 
Hastings ...182 145.5 113 91 73 82 63.5 51 42 34.5 
Grand Island.182 145.5 113 91 73 82 63.5 51 42 34.5 


The Commission should further find that the present class rates 
from the same origins to the same destinations are and for the future 
will be unduly prejudicial to complainants and unduly preferential of 
complainants’ competitors at Omaha, Fremont, Lincoln and Beatrice 
to the extent that they exceed rates greater in amount than rates to 
the last four points by more than the differences between the fol- 
lowing increments over the Omaha rates, respectively. 


FROM MISSISSIPPI RIVER CROSSINGS—PROPORTIONAL 


oo 


Classes 

To— 1 2 3 4 5 A B Cc D E 
2. oe 0 0 0 0 0 0 0 0 0 0 
Fremont ..... 10 8 6 5 4 4.5 3.5 3 2 2 
Lincoln ..... 17 13.5 16.56 8.5 .7 7.5 6 5 4 3 
Beatrice ..... 29 23 18 14.5 11.5 13 10 8 6.5 5.5 
Columbus .... 29 23 18 24.5 41.5 13 10 8 6.5 5.5 
Grand Island. 47 37.5 29 23.5 19 21 16.5 13 11 9 
Hastings ..... 47 37.5 29 23.5 19 21 16.5 13 11 9 

FROM ST. LOUIS 
OUIene 2.00 0 0 0 0 0 0 0 0 
Fremont ..... 10 8 6 5 4 4.6 3.5 §$ 2 2 
Beatrice ..... 12.5 10 7.5 6.5 5 6 4.5 3.5 2.5 2 
EAMCOM «0.005 17 $3.6 10.5 8.5 7 7.5 6 5 4 3 
Columbus .... 29 23 18 14.5 11.5 13 10 8 6.5 65.5 
Hastings .... 42.5 34 26.5 21.5 17 19.5 15 12 9.5 8 
Grand Island. 47 37.5 29 23.5 19 21 16.5 13 11 9 
FROM CHICAGO. 

Omaha ..cess 0 0 0 0 0 0 0 0 0 0 
Fremont ..... 10 8 6 5 4 45 $3.5 $ 2 2 
EANGOM .cccce Lt 13.5 10.5 8.5 7 0: ¢€ 5 4 2 
Beatrice ..... 29 23 18 14.6 11.5 18 10 8 6.5 6.5 
Columbus .... 29 23 18 14.5 11.5 13 10 8 6.5 6.5 
Grand Island. 47 37.5 29 23.5 19 21 16.5 13 11 9 
Hastings ..... 47 37.5 29 23.5 19 21 16.5 13 11 9 


RATES ON BOX SHOOKS, ETC 


An order of dismissal has been recommended in No. 13199, 
West Coast Lumbermen’s Association et al. vs. Director-General, 
as agent, Southern Pacific, et al., on a holding that rates on box 
shooks, crate material and shingles, from Portland and points 
in Washington, to San Francisco and other points on the South- 
ern Pacific in California, between July 20, 1918, and January 31, 
1920, were not unreasonable and there was no proof of damage 
by reason of the alleged undue prejudice. 


Examiner F. C. Hillyer, who made the recommendation, said 
the fact that rates on the commodities mentioned were higher, 
by small amounts than the rates on lumber, under the condi- 
tions prevailing by reason of water competition, was not suffi- 
cient to show the rates to be unreasonable per se. He said the 
evidence in this case supported the conclusion reached in Rates 
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on Lumber and Lumber Products, 52 I. C. C. 698, that shooks, 
shingles and craté material should take lumber rates. The de- 
fendants, Hillyer said, admitted that lumber rates usualiy apply, 
from Oregon. He said they did not show any convincing reasons 
for the continuation of the present haphazard arrangement of 
the rates assailed, in their relation to rates on lumber to Cali- 
fornia. But he pointed out the complainants were not asking 
for changes in the present rates to California points, and there- 
fore, there being no showing of damage by reason of the unjust 
discrimination or undue prejudice alleged the complaint should 
be dismissed. 


RATES ON COTTONSEED 


A mileage scale for application on cottonseed, moving from 
Arkansas and Louisiana points to Fort Worth, Tex., based on 
a holding of unreasonableness as to existing rates, and an 
award of reparation on account of traffic handled under the 
condemned rates, have been recommended by Examiner Fred 
N. Oliver, in a report on No. 12504, Fort Worth Cotton Oil Mill 
et al. vs. Director-General, Jonesboro, Lake City & Eastern 
et al. The complaint alleged that, since June 25, 1918, the 
rates had been unreasonable and in violation of the aggregate 
of the intermediates part of the fourth section. Oliver agreed 
with that except he said the violation was of the long-and-short- 
haul paragraph. 

Carriers objected to the prescription of rates for the future 
on the ground that the movement of cottonseed, from Louisiana 
and Arkansas, is not naturally in the direction of Fort Worth, 
and that probably never again would a condition arise under 
which cottonseed would move south and west, as during the 
years of the war. 

Oliver said the Commission should prescribe as reasonable 
a scale beginning with 13.5 cents for hauls more than 70 but 
not more than 80 miles, increasing a cent for each 10-mile 
block to 100 miles; then 1.5 cents for each 20 miles, to 27.5 
for 300 miles, to 28 cents for 320, and a cent more for each 
20-mile block up to 360. After 360 miles are reached the ex- 
aminer said the rate of progression should be 1.5 cents for 
each 50 miles and then 2 cents for each 100-mile block. For 
hauls over two or more lines, he said, an arbitrary not exceed- 
ing 2.5 cents might be added. Distances, he said, should be 
computed by the method prescribed in the Southwestern Class 
Case, 48 I. C. C. 379. 


COTTON COMPRESS CHARGE 


A holding of unreasonableness and an award of reparation 
have been recommended by Examiner Harris Fleming in a re- 
port on No. 13045, Memphis Freight Bureau, for Barnwell & 
Company et al., vs. Director-General, as agent, Mobile & Ohio 
et al. He said the failure of the Director-General to absorb 
out of the applicable rates the entire compress charge of 15 
cents per 100 pounds on various shipments of cotton forwarded 
from points in Tennessee and Mississippi to interstate destina- 
tions, on and after November 1, 1918, resulted in unreasonable 
charges. The Director-General refused to absorb more than 10 
cents of the 15 cent compress charge until the War Industries 
Board had held that that would be a reasonable charge in view 
of the higher cost of operating the cotton compresses. Then he 
objected to paying, except on a showing that the complainants 
had actually lost money by reason of the higher compress 
charges. The report also embraces No. 13046, Same, for A. B. 
Falk & Co., vs. Director-General and Alabama & Vicksburg. 


RATES ON CULVERT PIPE 


In a tentative report on No. 13420, Colorado Culvert & Flume 
Co. vs. Santa Fe et al., Examiner F. C. Hillyer has proposed that 
the Commission hold rates on galvanized corrugated riveted 
sheet-iron and sheet-steel culvert pipe, in carloads, from Pueblo, 
Colo., to points on defendants’ lines in Wyoming, Utah, Kansas, 
New Mexico, Arizona, Nebraska, Montana, Idaho and South Da- 
kota, as legally applicable and not unreasonable, but unduly 
prejudicial. He recommended the undue prejudice ordered re- 
moved, but that reparation be denied. 

The complainant alleged that the fourth class rates assessed 
on the pipe were illegal, unjust, unreasonable, unjustly dis- 
criminatory and unduly prejudicial to the extent that they ex- 
ceeded and exceed class A rates. The examiner said the Com- 
mission should find that the ratings and rates on corrugated 
galvanized riveted sheet-iron and sheet-steel culvert pipe, U. S. 
standard gauge No. 16, or thicker, in carloads, minimum 24,000 
pounds from Pueblo to points on defendants’ lines in the states 
named above, are and for the future will be unduly prejudicial 
to the extent that they exceed or may exceed the ratings and 
rates contemporaneously maintained from and to the same 
points on straight galvanized riveted sheet-iron and sheet-steel 
pipe, U. S. standard gauge No. 16, or thicker, in carloads, mini- 
mum 24,000 pounds. He said reparation should be denied for 
lack of sufficient proof of actual damages due to the undue 
prejudice found to exist; that an order for the future should 
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be entered, and that the defendants should revise and clarify 
their classification ratings on culvert pipe. 


BICARBONATE OF SODA PROPORTIONAL 


Fifth class as a proportional on bicarbonate of soda origi- 
nating east of the Indiana-Illinois line, between the Mississippi 
River and Omaha, in the estimation of Examiner C. I. Kephart, 
is sO much too high that it merits condemnation for unreason- 
ableness. He has made a recommendation of that kind in No. 
12686, Paxton & Gallagher Company et al. vs. Director-General, 
as agent, C. B. & Q. et al.; also that the Commission require 
the carriers to make reparation to the basis of 19 cents from 
January 1, 1917, to August 25, 1920, and 25.5 subsequent to the 
latter date. A further recommendation is that the carriers be 
required to establish the last mentioned rate for the future. 

This condemnation, according to Kephart, should be founded 
on the fact that the proportionals on other sodas were less 
than fifth class and, generally speaking, approached class D 
rates. Some were sixth class. 

The carriers raised the question whether the Commission 
could proceed with this complaint because the attack was 
on a through rate, but the attack was leveled only against 
the carriers west of the river. Kephart recommended that 
the Commission hold that where a through rate is a com- 
bination of the full locals, it is not necessary, as a _ juris- 
dictional matter, to bring in any carriers other than those 
responsible for the factor alleged to be unreasonable. The east- 
ern carriers, he said, were not consulted by their western con- 
nections as to the factor between the Mississippi and Omaha. 

The complainants pointed out many examples of the car- 
riers, responsible for that component of the through rate, mak- 
ing much lower rates on bicarbonate. In fact, he said, Omaha 
appeared to be the only point of considerable consumption that 
had been left on the basis of a combination of the locals. 


LUMBER TO BEAUMONT, TEX. 


Examiner Fred N. Oliver, in a report on No. 13502, Standard 
Export Lumber Co. vs. Alabama & Vicksburg et al., has recom- 
mended a finding that a joint through commodity rate of 50 cents 
on lumber, from Moss Point, Miss., to Beaumont, Tex., applied to 
a carload of stuff that moved in February, 1921, was unreason- 
able to the extent it exceeded a combination of 28.5 cents, based 
on New Orleans, the component west of New Orleans being ap- 
plicable only to export stuff. The combination was collected, 
but the carriers came back asking for the payment of an under- 
charge, on the proposition that the joint through rate was legally 
applicable. The examiner said the Commission should hold the 
joint rate was legally applicable, but that it was unreasonable, 
because in excess of the combination. The Director-General 
contended the component west of New Orleans applied only on 
export traffic. The examiner called attention to the fact that the 
rate of 50 cents was not restricted in any way, and was there- 
fore applicable to either domestic or export traffic and therefore 
in violation of the fourth section. 


RATE ON TIN CANS 


A holding of unreasonableness and an award of reparation 
have been suggested by Examiner P. F. Gault, in a report on No. 
13368, Armour & Company vs. Director-General, as agent, as to a 
rate of 27 cents on tin cans, carloads, from Cragin, Ill., to Bloom- 
er, Wis. Examiner Gault recommended reparation to the basis 
of a rate of 20 cents which, he said, would have compared favor- 
ably with rates on tin cans from Cragin to other points about 
equally distant. The traffic involved moved between January 1 
and May 1, 1918. 


PIG IRON TO COLDWATER, MICH. 


Examiner Paul O. Carter, in a report on No. 12455, Homer 
Furnace Co. vs. Director-General, as agent, New York Central 
et al., has recommended a holding that rates on pig iron, 
from Detroit to Coldwater, Mich., between November 1, 1919, 
and March 1, 1920, and from Toledo to Coldwater, since No- 
vember 1, 1919, have been unreasonable and unduly prejudicial. 
He said the Commission should hold the rate of $2.30, from 
Detroit to Coldwater, from November, 1919, to March, 1920, and 
the rate of $2.10, from Toledo since November, 1919, were and 
are unreasonable to the extent they exceeded $1.60 to the day 
prior to Ex Parte 74. He said the Commission should hold un- 
reasonable the rate of $2.94 charged on shipments from Toledo, 
Since August 26, 1920, to the extent it exceeded $2.24. He also 
recommended an order prescribing $2.24 as the reasonable rate 


to be charged in the future and reparation to the bases indi- 
cated. 


RATE ON SAND TO BELOIT, WIS. 

Examiner H. C. Wilson has recommended the dismissal of 
No, 12727, Fairbanks, Morse & Co. vs. Director-General, as 
agent, on a holding that the rate on sand, from Michigan City, 
Ind., to Beloit, Wis., between June 25, and August 31, 1918, was 
not unreasonable or otherwise unlawful. The complaint was 
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against a rate of $1.20 per ton, plus $3.50 per car for switching 
at Chicago. Prior to June 25, 1918, a combination of 87 cents 
was applicable, plus the switching rate of $3.50 per car. 


MINIMUM WEIGHT ON TWINE AND SWEEPINGS 


Failure of the carriers to publish “carrier’s convenience” 
rules on the traffic involved, Examiner Charles R. Seal, in a 
report on No. 13056, California Cotton Mills Co. vs. Southern 
et al., says should be held to have resulted in unreasonable 
charges on shipments of cotton twine and cotton-factory sweep- 
ings, from Uniontown, Ala., to Pacsteel,. Calif., on 13 cars of 
twine and 3 of sweepings, that have moved since March 1, 1920. 
The charges were assessed on the minimum weights. The com- 
plainant asked for 50-foot cars. Apparently the carriers could 
not furnish them. Instead they furnished smaller cars, into 
which the complainant did not load the minimum. The exam- 
iner calculated how many more bales could have been put into 
each carsand recommended reparation to the minimum weights 
so ascertained. 

He also recommended an order directing the carriers to 
publish rules for the future similar if not identical with para- 
graphs “b” and “d,” rule 2, of Countiss’ I. C. C. 1089. 


KANGAROO AND RABBIT SKINS 


In a tentative report on No. 13012, American Trading Co. 
vs. Director-General, as agent, Examiner J. Leo Flynn has rec- 
ommended a holding that a rate of $4.625 on imported rabbit 
skins, dry, in carloads, from San Francisco, Tacoma, Seattle, 
and Vancouver to New York and Danbury, and the same rate 
on imported kangaroo skins, dry, in carloads, from San Fran- 
cisco to North Philadelphia, were unreasonable to the extent 
they exceeded a rate of $2 which would have been applicable 
had the traffic moved westward instead of from the west to 
the east. The shipments in question moved during federal con- 
trol. Flynn recommended reparation to the basis of the $2 rate. 
The report also cover Sub-No. 1, the Hatters’ Fur Cutters’ Asso- 
ciation of the United States of America et al. vs. Director-- 
General; Sub-No. 2, Wilcox Mofflin, Ltd., vs. Director-General, 
and Sub-No. 3, Surpass Leather Co. vs. Same. | 





RATE ON MINE PROPS, ETC. 


Examiner Paul O. Carter has recommended the dismissal 
of No. 13203, The Steel & Tube Company of America vs. Direc- 
tor-General, Chicago & North Western et al., on a holding that 
the minimum rate of $15 per car charged for the transportation 
of mine props, mine timber and lagging, from points in northern 
Michigan and Wisconsin, to Ironwood and Bessemer, Mich., in 
the period from July 30, 1919, to March 1, 1920, was not unrea- 
sonable or unduly prejudicial. 





REFRIGERATION CHARGES 


In a report on further hearing on No. 10892, Railroad Com- 
missioners, state of Florida, 61 I. C. C. 488, Examiner Henry J. 
Wagner has recommended that the Commission adhere to its 
findings announced in the original report, agreed upon July 21, 
1921. In that report the Commission held the transportation 
and refrigeration charges on citrus fruits and vegetables 
from producing points in Florida were not unreasonable, 
except that the haulage charges on vegetables, other than 
celery, under refrigeration, were unreasonable in that they did 
not provide, in those instances where a lower minimum and 
higher rate applied than under refrigeration, for the alternative 
application of the same rate and minimum under refrigeration 
as under ventilation; and except that the refrigeration charges 
were unreasonable to the extent of 20 per cent of the cost-of-ice 
factor embraced therein. 

The further hearing was held upon petitions of both com- 
plainants and the carriers. 


RATES ON MILK 


An award of reparation has been recommended by Exam- 
iner P. F. Gault.in a tentative report on No. 13148, Wisconsin 
Dairy Products Co. vs. Director-General, as agent, on a finding 
that charges collected for the transportation of canned evapo- 
rated milk, in carloads, from Stoughton, Wis., to Racine, Wis., 
during federal control, were unreasonable to the extent that 
they were based on rates in excess of 10.5 cents per 100 pounds. 


RATES ON LUMBER 


Examiner F, W. McM. Woodrow, in a tentative report on 
No. 13193, the Ingram Day Lumber Co. vs. Gulf & Ship Island 
Ry. Co. et al., has recommended that the Commission find that 
the rates charged on lumber, in carloads, shipped from Lyman, 
Miss., to Gulfport, Miss., for export, from March 1, 1920, up to 
the present time, were and are unreasonable to the extent that 
they exceeded or exceed a rate of 6 cents; that the rates charged 
on lumber from Lyman to Mobile and New Orleans were and 
are unreasonable to the extent that they exceeded or exceed 
a rate of 13 cents; that in view of the reductions provided in 
Reduced Rates, 1922, the rates of 5.5 cents and 11.5 cents, re- 
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spectively, should be established for the future and should be 
adjudged reasonable subsequent to July 1, 1922. An award of 
reparation down to the basis of the rates of 6 cents and 13 
cents was recommended. 


RATES ON DRILLING MACHINES 


An award of reparation has been recommended by Examiner 
Warren H. Wagner in a tentative report on No. 13323, Parkers- 
burg Rig & Reel Co. vs. Baltimore & Ohio Southwestern et al., 
on a finding that a domestic sixth class rate of 99 cents per 
100 pounds on 4 carloads of well drilling machines, k. d., boxed 
and crated, shipped September 9, 1921, from Parkersburg, W. 
Va., to New Orleans, La., for export to Mexico, was unreasonable 
and for the future will be unreasonable to the extent that it 
exceeded or exceeds 68 cents per 100 pounds. 


RATE ON FLUXING LIMESTONE 


A holding of unreasonableness and an award of reparation 
have been recommended by Examiner Paul O. Carter in* No. 
13169, Jones & Laughlin Steel Company vs. P. C. C. & St. L., 
as to a rate of 20 cents per 100 pounds on fluxing limestone, 
from Kenneth, Ind., to Pittsburgh, during May, June and July, 
1920. He said the Commission should hold it unreasonable 
to the extent it exceeded $2.50 per ton, and that reparation 
should be made to that basis. A $2.50 rate was established 
after the shipments moved. 


RATE ON STEEL TANKS, KNOCKED DOWN 


Examiner Warren H. Wagner has recommended a holding 
of unreasonableness and an award of reparation in No. 13326, 
Parkersburg Rig & Reel Co. vs. Missouri, Kansas & Texas of 
Texas et al., as to a rate of $1.565 on knocked-down steel tanks, 
shipped from De Leon, Tex., to Casper, Wyo., in July, 1920. 
The examiner said the Commission should hold the rate im- 
posed unreasonable to the extent it exceeded $1.325. The de- 
fendants did not appear at the hearing. They expressed a 
willingness, by letter, to have the $1.325 rate applied to DeLeon, 
retroactively. It applied from near-by points. 


RATE ON CEMENT TO CLEVELAND 


Dismissal has been advised by Examiner Paul O. Carter, as 
to No. 13163, Cleveland Builders’ Supply & Brick Co. vs. Penn- 
sylvania. He thinks the Commission should hold a rate of 13.5 
on 19 carloads of cement, shipped from Wilkinsburg, Pa., Cleve- 
land, in July, 1920, not unreasonable or otherwise unlawful, 
even if it was in excess of a rate of 9.5 cents, in effect from 
Bessemer, Pa., a more distant point. He thinks, however, fourth 
section relief should be denied. Shipments were made from 
Wilkinsburg in 1920 because empty cars could be obtained 
there, but none at Universal, where the cement was made. 
The cement was trucked from Universal to Wilkinsburg, a dis- 
tance of 8 miles. No cement originates at Wilkinsburg. 


RATES ON FUEL OIL DURING GUARANTY PERIOD 

Lack of jurisdiction, Examiner F. C. Hillyer said, should 
cause the Commission to dismiss No. 13352, W. P. Fuller & 
Company, Inc., vs. Southern Pacific. In that case attack was 
made upon the California rate on fuel oil, from San Francisco 
to South Francisco, during the guaranty period. Eleven car- 
loads were shipped between March 8 and August 17, 1920. It 
was alleged the rates were unjust and unreasonable. 

Hillyer said the question as to whether the Commission had 
jurisdiction depended on the construction placed upon section 
208 (a). Inasmuch as the Commission had informally held the 
section did not authorize it to award reparation, or to consent 
to an award that might be made by a state commission, he 
did not think it necessary to tell why he thought the complaint 
should be dismissed. He merely remarked the object of the 
statute was to prevent the railroads, without the Commission’s 
consent, reducing rates during the guaranty period. 


RAILROAD CONSOLIDATION HEARING 


The Trafic World Washington Bureau 
Informative traffic statistics and pointed objections to the 


Commission’s tentative plan for the consolidation of railroads 


began being put into the record in that proceeding June 15, when 
the hearing that was halted April 24 was resumed. 

President C. H. Markham, who took the stand to offer the 
statistics he was prepared to offer April 24, but which he was 
not given an opportunity to submit because other railroads sup- 
posed to precede the Illinois Central were not ready, said the 
Illinois Central did not favor the inclusion of the Seaboard Air 
Line or the Tennessee Central in a system with it. Their ex- 
clusion, he said, would result in the excision of the Carolina, 
Clinchfield & Ohio, and the Durban branch of the Norfolk & 
Western, because without the Seaboard and the Tennessee Cen- 
tral the Clinchfield and the Norfolk & Western would have no 
connection with the Illinois Central. The Illinois Central did 
not object to having the Gulf & Ship Island attached to it. 
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Objection to the inclusion of the Seaboard and the Tennessee 
Central, Mr. Markham said, was based upon the history and the 
development of the Illinois Central, and the purpose of its crea- 
tion. It was brought into existence, he said, to serve the Missis- 
sippi Valley from the great lakes to the gulf and to provide for 
transportation of its products within the valley, with branches to 
aid the main scheme. It is the only line in the United States, he 
said, that truly follows the lines of longitude instead of those of 
latitude. It was planned to do that. It was begun with that 
end in view and consistently its policy has been to carry forward 
the original plan. Mr. Markham quoted from Professor Ripley, 
in which the Harvard professor said the Illinois Central occupied 
a unique position and that it had industriously pursued its origi- 
nal plan. 

To show why he said the history and development of the 
Illinois Central were in opposition to such a consolidation as 
the Commission has proposed, Mr. Markham traced the begin- 
nings and development of the three larger parts of the system, 
namely, the Illinois Central lines proper, the Yazoo & Missis- 
sippi Valley and the Central of Georgia. In his statistical ex- 
hibits he treated the Chicago, Memphis & Gulf as a distinct 
entity also, although its mileage is inconsequential, compared 
with the total system mileage of 4,651. In his history and maps, 
however, the Chicago, Memphis & Gulf was not treated so promi- 
nently. 

Among the historical data were that the Illinois Central, under 
the name of Chicago, Dubuque & Sioux City, was the first line 
from the east to reach the Missouri River and that when E. H. 
Harriman acquired the Central of Georgia in 1907 and sold it to 
the Illinois Central he bought a railroad which was controlled 
by the Southern and against which control public outcry had 
been going on for a long time because the Southern and the 
Central of Georgia were popularly held to be competitive. The 
Central of Georgia was thrown into the hands of receivers in 
1892, not because it was insolvent, but on account of its sup- 
posed violation of the anti-trust law. The application for re- 
ceivership expressly set forth that the road was not insolvent. 
The receivership, however, put it into such condition that it had 
to be reorganized. Under the receivership reorganization it 
dropped part of its name which had been, in part, “railroad and 
banking company.” The anti-trust allegations were dropped by 
those making them. 

At various points during the presentation of traffic statistics 
Mr. Markham brought out facts tending to show that the Sea- 
board and the Illinois Central instead of being connections, in 
many things are competitors. Early in his statement he said 
that only a few cars of freight were interchanged between the 
Illinois Central and the Seaboard. 

“Then you are rather a competitor than a connection of the 
Seaboard” interrogatively suggested Professor Ripley. 

“Yes, sir, the statistics seem to indicate that,’ said Mr. 
Markham. 

Later the professor asked questions concerning the traffic 
of the Ocean Steamship Company of Savannah, owned by the 
Central of Georgia, which Mr. Markham asked M. N. Wimburn 
of the steamship company to answer. Mr. Wimburn said he con- 
sidered the steamship company a competitor, not only of the 
Seaboard as a railroad but as a competitor of its steamship line, 
and a competitor of all other railroads bringing traffic from the 
north to the southeast, and to some extent, competitor with 
the lines serving St. Louis and Kansas City. 

The three great parts of the Illinois system, Mr. Markham 
said, were operated as grand divisions. The Yazoo & Missis- 
sippi Valley, he said, he deemed an integral part of the Illinois 
Central, even to the extent of purchases of materials and sup- 
plies. The Yazoo & Mississippi Valley, he said, had but little 
equipment of its own. Its growth, he said, had been possible, 
through its connection with the Illinois Central. Its tracks, 
he said, constituted the main freight line for the Illinois Cen- 
tral between Memphis and New Orleans and made unnecessary 
the double tracking of the Illinois Central proper. Answering 
a question by Commissioner Hall as to maintenance cost, Mr. 
Markham said that on account of the illusive character of the 
soil in the Yazoo delta and the lack of road-making materials, 
the cost of maintenance on the Yazoo & Mississippi Valley often 
was much greater than on the Illinois Central, skirting the foot 
hills, but that when the Yazoo & Mississippi Valley was put in- 
to condition, the results obtained in the operation of freight 
trains was worth the extra cost. 


SANTA FE LOS ANGELES EXTENSION 


Application has been made to the Commission, by the 
Atchison, Topeka & Santa Fe, for permission to acquire all the 
stock and lease the property of the Santa Fe & Los Angeles 
Harbor, to retain the excess earnings of that property, and to 
issue $50,000 of the stock of the harbor railroad. The appli- 
cations, three in number, constitute the routine needed to be 
observed by the Santa Fe in extending its rails to the harbor 
front of Los Angeles under conditions the same or similar to 
those surrounding the opening of a new road or the extension 
of an old one. The harbor line will be 12.54 miles long, the 
main line being about seven miles long. 
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SOUTHERN INQUIRY PROGRAM 


Commissioner Eastman, who is conducting the hearing in 
the southeastern class rate inquiry at Atlanta, has made a com- 
plete announcement of the program for further hearings in that 
case, as follows: 


I wish to make an announcement in regard to the hearings 
for the presentation of the shippers’ evidence. I have talked this 
matter over with the Committee representing the State Commis- 
sioners, and we have had some difficulty with the hearings in Sep- 
tember because of engagements which some of us have in the 
first part of September, and also because of the fact that the Na- 
tional Association of Railroad and Utility Commissioners meets 
in Detroit the last week in September. 

We have also had some difficulty in assigning the time for 
these different hearings because of insufficient knowledge as to 
how much time will be required. We have endeavored to be lib- 
eral in assigning the time, however, because we realize the im- 
portance of this investigation, and the wide expanse of territory 
which it covers. 

The dates fixed are as follows: United States Court Rooms, 
Atlanta, beginning September 14, and continuing until September 
23. Then there will be an intermission of a week, and the hear- 
ings will be resumed at United States Court Rooms, in Asheville, 
on October 2, and continue there until October 21. Then we will 
begin at Hotel St. Charles, New Orleans, October 23, continuing 
until November 4. We will then go to the Great Northern Hotel, 
Chicago, beginning November 6 and continuing to November 18, 
then to Merchants Association Rooms, 233 Broadway, New York, 
beginning November 20. We have not assigned any closing date 
at New York. 

It may be necessary to assign some hearings for the presen- 
tation of rebuttal evidence. 

The hearings at Atlanta, Asheville and New Orleans will be 
confined to the presentation of evidence with respect to rates ap- 
plying within southern classification territory, and the hearings 
at Chicago and New York will be confined to the presentation of 
evidence with respect to interterritorial rates. We feel it desir- 
able to make that separation, not only for the convenience of 
counsel who are interested in the interterritorial rates only, but 
also because the participation of the State Commissioners in this 
case is confined to the rates within southern territory, and if we 
did not separate the matter in that way it would be necessary 
for them to be present at Chicago and New York, and thus take 
up unnecessary time on their part. 

There are two exceptions to that program. It appears that 
the rates between St. Louis and points within southern territory 
are closely allied with the rates in southern territory, and have 
been included in that category in the presentation of the carriers’ 
evidence. So the rates to and from St. Louis will be covered at 
the hearings at Atlanta, Asheville or New Orleans. The same is 
true as to any evidence that may be offered with respect to the 
rates from the group including Portsmouth, Ohio; Ironton, Ohio; 
Ashland, Kenova and Huntington, W. Va., which are closely al- 
lied with the rates within southern elassification territory. 

I will also announce that this will be a proposed-report case. 
We have felt that time in the end would be saved by serving a 
proposed report, and preparing that proposed report with a good 
deal of care. I am afraid if we did not do that, the decision 
would in effect be a proposed report. 


SOUTHEASTERN CLASS RATE INQUIRY 


(Special correspondence from Atlanta, Ga.) 


Testifying on the proposed rate adjustment between the 
Central Freight Association and the Illinois Freight Association 
territories and the Southeast, the Carolinas and the Mississippi 
Valley territories, L. E. Oliphant, formerly assistant general 
freight agent for the Lake Erie & Western Railroad, member 
of the Central Freight Association auxiliary committee, and 
chairman of the special committee of C. F. A. carriers appointed 
to handle the present adjustment, took the stand at the June 
8 session of the southern class rate investigation, in Atlanta. 

Commissioner Eastman was in the chair, after an absence 
of three days in Washington. 

Mr. Oliphant, whose examination was conducted by W. J. 
Stevenson, general solicitor for the N. Y. C. & St. L., brought 
out, first, that the basis of the rates from the Central Freight 
Association territory to the South has hitherto been by lowest 
combination of intermediates, with a very limited number of 
joint rates. To points in the Carolinas, he said, there have 
been in effect through joint rates from Buffalo, Pittsburgh and 
Youngstown, and points in the Mahoning and Shenango valley 
made through Virginia cities, but from the rest of the C. F. A. 
territory, the combination rate basis applies even to the Caro- 
linas. 

He then outlined the historical development of the present 
proposal of the carriers, that a system of through joint rates 
be established between C. F. A. and I. F. A. territory and the 
three main sections of the Southeast, the Southeast proper, 
the Mississippi Valley and the Carolinas. This movement be- 
gan, he said, with a conference between the C. F. A. carriers 
and representatives of the National Industrial Traffic League 
in March, 1920, whieh was followed by the appointment of a 
carriers’ committee, and other conferences which culminated in 
the present proposal being announced at a conference of the 
carriers and northern shippers on May 9, 1922. He said that 
the shippers had recorded with the carriers very little com- 
Plaint with respect to the rates proposed. 


The starting point for the proposed rates was originally 
Detroit, he said, it being proposed to establish a rate of 210, 
first class, from Detroit to Greenville and Columbus, Miss. From 
Detroit to Birmingham could not well be higher than from De- 
troit to Columbus, Miss., he continued, and following the prin- 
ciples of the Commission laid down in the so-called Atlanta 
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case, the rate to Atlanta could not well be held higher than 
to Birmingham. This, then, he said, resuted in the rate of 210 
to Atlanta and Birmingham from Detroit. The transportation 
conditions, etc., from Detroit and from Chicago being about the 
same, the rate from Chicago to Atlanta was made 210. 

Having determined the rate from Chicago to Atlanta, it 
then became necessary to devise a method of determining the 
rates from Chicago to other points in the Southeast and a rela- 
tionship between the northern origins and Chicago, Mr. Oliphant 
continued. 


The witness, in explaining the formula by which the car- 
riers made the proposed adjustment, said that the rates the 
carriers are proposing are under no circumstances to be con- 
sidered a differential over the Ohio River crossings, but mani- 
festly, in order to bring about substantial parity between various 
northern origins and various southern destinations, some method 
with relation to the first class rates north of the Ohio River 
had to be considered. He said: 


_ The proposed rate from Evansville to Atlanta of the southern 
lines is 160. Deducting 160 from the proposed rate from Chicago to 
Atlanta (210) gave a result of 50. Fifty is 56 per cent of the first 
class rate from Chicago to Evansville of 89%. 

This fixed a basis which could be employed from the remaining 
portion of the C. F. A. territory and grant substantial parity between 
the northern points, or in other words, we took this 56 per cent and 
applied it to the prevailing first class rates from other sections of 
the C. F. A. territory to the nearest Ohio River crossing. 

We did not in all cases take 56 per cent of the exact first class 
rate from any particular point of origin to the nearest Ohio cross- 
ing because such a method would necessarily reduce the size of the 
groups with no particular gain to anyone, but we did take the pre- 
dominating first class rate and generally those predominating first 
class rates are those applying from the principal shipping points 
within that particular group. 

_ We have maintained substantially the same grouping and rela- 
tionships as existed under the combination basis. To Nashville, the 
key point is again Chicago, and the proposed first class rate from 
Chicago to Nashville is 163, the same as is applicable now to Memphis, 
which reflects the ‘‘Examiner Pitt recommendation,” referred to in 
previous testimony. The rate proposed from Evansville to Nashville 
is 103. Deducting this figure from 163, the rate from Chicago, leaves 
60. Sixty is 120 per cent of the difference in the proposed rate 
from Chicago to Atlanta and the proposed rate from Evansville to 
Atlanta of 50. 

Having determined the relation with Chicago on Atlanta traffic 
from the rest of the C. F. A. territory on the 56 per cent plan, such 
figures have been increased by 20 per cent to determine the basis to 
Nashville, thus maintaining the same northern relationship to Nash- 
ville with respect to Chicago as to Atlanta. 

Having determined the basis to Atlanta and Nashville, and fol- 
lowing the theory of rates decreasing proportionally as mileage in- 
creases, it was thought that there should be gradation on the 
northern basis between Nashville on the north and Atlanta, Birming- 
ham, etc., on the south, consequently the rates from Chicago to this 
intermediate territory as may be represented by Chattanooga and 
Knoxville, Tenn., Florence and Decatur, Ala., represent a_ split 
between Nashville and Atlanta difference over the Ohio River, or 
in other words, 55 was used to these points as against 60 to Nash- 
ville and 50 to Atlanta. 

Fifty-five is 110 per cent of the difference over the Ohio used to 
Atlanta from Chicago of 50, and to maintain the grouping and 
relativity within the north, the difference with respect to the nearest 
Ohio crossings on the 56 per cent theory used to Atlanta has been in-_ 
creased to the extent of 10 per cent, and the result applied over 
the proposed rate south of the nearest Ohio crossings to the inter- 
mediate territory such as Knoxville, Chattanooga, Decatur, etc. 

The basis used to Atlanta has also been used to other points in 
the southeast to which Atlanta is a pivot, also to Birmingham, to 
that territory roughly described as south of the line of the Southern 
railway Knoxville to Tuscombia through Chattanooga and Decatur. 


The witness then showed in detail a number of examples 
of applications of the principles explained above from points 
in the C. F. A. territory to the Southeast. Concluding this 
branch of his subject, he said: 


In the aggregate this adjustment as proposed from C. F. A. and 
I. F. A. territory results in substantial reductions to the present rates, 
although necessarily some advances result where points in the past 
have been preferentially treated. It also results in the relationship 
in northern territory, one shipping point against another, as reflected 
substantially in the C. F. A. scale of class rates and treats all 
sections of the C. F. A. and I. F_ A. territory in a similar manner. 


In taking up the adjustment proposed for the Carolinas, 
Mr. Oliphant said that under it, all sections of the C. F. A. and 
I. F. A. territory will be treated in a similar manner and rel- 
ative through rates are proposed for this entire territory. He 
said: 


It is necessary, under an adjustment of this character, that 
those particular sections that have hitherto been preferred by 
through joint class rates will not secure the same measure of reduc- 
tion as other sections not so preferred. 

From our territory we look upon the south as a whole, and con- 
sider the Carolinas in the same light as we do the rest of the south, 
and in our opinion the same general methods of determining our 
through joint class rates should be employed as to the southeast. 
Therefore, we propose using the Ohio River as a base and applying 
the same method. 

We, however, are confronted with a somewhat difficult situation 
to the Carolinas than we have to the southeast by reason of the 
relative low rates from C. F. A. territory to the Virginia cities and 
the fact that the Virginia cities to a considerable portion of the 
Carolinas are cut in on the Ohio River adjustment. Therefore in 
constructing our through rates to the Carolinas, we have used the 
Ohio as a base except where the Virginia cities may cut in. 


Commissioner Eastman asked the witness whether the larger 
bulk of traffic moved from C. F. A. territory to the Carolinaz 
by way of the Virginia cities or by way of the Ohio. He re- 
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plied that both ways were largely used, and that he believed 
that the larger portion of the traffic moved over the Ohio—and 
that practically all of the traffic to the southern portion of the 
Carolina territory moved by way of the Ohio. 

Continuing, he said that, regardless of the fact that the 
rates to the Virginia cities are on a somewhat low level, the 
Commission having so found in previous cases, the carriers have 
used this relatively low level of rates to the Virginia cities in 
a vast majority of instances in determining the proposed maxi- 
mum rates to the Carolinas. 

After making exhaustive comparisons showing the process 
by which the carriers evolved their rate adjustment from C. F. A. 
territory to the Carolinas, Mr. Oliphant, going back to the dif- 
ferences in the through rates proposed to the Carolinas, and 
using Raleigh as illustrative versus the local rates to Virginia 
cities, gave the following comparisons: 


The first class rate proposed to Raleigh from Cleveland is 187; 
the present first class rate to Virginia cities from Cleveland is 118%, 
the differénce, therefore, is 68%. From Toledo, O., the proposed 
first class rate to Raleigh is 189; to Virginia cities 120, a difference 
of 69. From Lima, O., the proposed first class rate to Raleigh is 
187; to Virginia cities, 123, a difference of 64. From Chicago, the 
proposed first class rate is 216; and the rate to Virginia cities is 
154%, a difference of 61%. : 


He emphasized that the proposed rates were not made on 
a differential basis, and, in answer to queries from Attorney 
Stevenson, cited a number of authorities in proof of his state- 
ment that the rates to the Virginia cities are now on a basis 
lower than they might properly be. 

The general method by which the carriers determined the 
proposed rates from the C. F. A. territory to the Mississippi 
Valley and arguments for the justification of such proposed 
rates was then taken up by the witness. He said: 


Rates from Chicago and Indianapolis have been revised to a 
dry land basis in accordance with the decision of the Commission in 
the Memphis-Southwestern case, The rates from C. F. A. territory, 
while subject to some revision as result of the revision for Chi- 
cago, St. Louis, and the Ohio River crossings as referred to, still 
reflect the old and large groupings and the differences that have 
existed over St. Louis over a long period of years, which difference 
did reflect the conditions when rates were made on a strictly water 
competitive basis. 

Furthermore, from C. F. A, territory through joint rates are 
only in effect at the river points and gulf ports. To the large inter- 
mediate area in the Mississippi valley full combination of inter- 
mediates are applicable, resulting in higher rates to intermediate 
points than to points beyond. While this adjustment is protected by 
Fourth section petitions filed in 1910, said petitions have not been 
acted upon, and the Commission has clearly indicated in its decision 
affecting Chicago and the Ohio river that the rates to the interior 
should not exceed the rates to the river points beyond. 

With this in mind, it was necessary to bring about an adjust- 
ment from C. F. A. to the river points that could be applied to 
the interior territory now subject to combination basis and at the 
same time dove-tail somewhat into the adjustment east of the 
Mississippi valley. 

In revising the rates from C. F. A. territory to the Mississippi 
valley points now subject to through joint rates, conservatism 
was displayed by the carriers, it being their desire not to bring about 
any greater increases than were absolutely necessary and in de- 
termining the rates the C. F. A_ territory was divided into reason- 
ably sized groups, grading up from Chicago and Indianapolis on 
the west until the eastern trunk line adjustment was approached. 

Past grouping which brought about the application of virtually 
the same rate from the larger portion of the C. F. A. territory re- 
gardless of mileage and transportation services, have been somewhat 
disregarded and new groupings more comparable with transportation 
services as might be reflected in the adjustment of the class rates 
under the so-called Disque scale to Cairo, Ill., have been established. 


Mr. Oliphant’s testimony went into exhaustive detail in re- 
gard to the rates from C. F. A. territory to the Mississippi Val- 
ley territory. He took up in turn each of the twenty C. F. A. 
groups, and, by comparison and reference worked out to the 
smallest detail, carried on his argument purporting to justify 
the through joint rates proposed. He was on the stand through- 
out the whole of the June 9 session, although he was supposed 
to conclude on June 8. 

He called attention repeatedly to the fact that, at the present 
time, there are no through joint rates to points in the Mississippi 
Valley except to six Mississippi River points and a few points 
that have been grouped therewith, while to the remaining por- 
tion of that territory, a vast section, combination rates have 
most generally applied in the past, resulting in higher rates to 
that territory than to points on the river beyond. He repeated 
that, under the proposed rates, the rates to the river points are 
applied to the interior points under exactly the same destination 
grouping—not necessarily the same relationship one group to 
another—as has been used from Chicago with the exception that 
from the Youngstown, Pittsburgh and Buffalo groups, special 
groups had to be made to take care of Meridian and Hattiesburg, 
because of the eastern trunk line situation. He said: 


This results in very material reductions in rates to the in- 
terior, which reductions far offset any advances that are contem- 
plated to river points beyond. We believe undoubtedly, looking 
at the matter from strictly a rate standpoint, that we can justify 
considerably higher rates than we are here proposing to the river 
points, but we have looked at the matter from the viewpoint of 
Chicago on the west and the trunk lines on the east, and have 
made only such increases in the rates where conditions absolutely 
required, and in order that the rates to the Mississippi River 
points could be applied to the interior territory and the adjust- 
ment to the Mississippi Valley could be blended into the adjust- 
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ment to the points east thereof, 
southeastern teritory. 

The rates heretofore refiecting as they did the old element of 
water competition were made originally without regard to the 
rest of the southern territory, therefore necessary on a big record 
of this kind involving the entire south, advances in these depressed 
rates must occur here and there. 


located in what is known as 





He next made a comparison between the Southern Classi- 
fication rating and the Official Classification rating, demonstrat- 
ing, by detailed exhibit statements, the great variation in the 
classification ratings in southern classification and official classi- 
fication. 

A comparison of the present and proposed rates, from 26 
representative points in Central and Illinois Freight Association 
territories to 19 representative destinations in the South, was 
presented by the witness in an exhibit. The exhibit was based 
on every possible classification combinaticn taken from the 
analysis of April 10, 1922, and based entirely upon present rates. 

In another exhibit he compared the present and proposed 
rates on commodities actually moving from selected points in 
the South, using Atlanta, Ga., as the southern keypoint, and in 
another, showed the present and proposed rates on commodities 
actually moving to some point in the Carolinas taken from way- 
bills issued April 10, 1922, L. C. L., from selected C. F. A. points. 
Other exhibits compared, from many different angles, the present 
rates and the proposed rates, all of them bearing out his con- 
tention, that under the proposal the through joint rate system 
is feasible, fair and equitable, and that it means most substan- 
tial reductions under present rates. 

Later, discussing the combination of intermediates as maxi- 
mum, Mr. Oliphant said: 


It must be apparent to all that working up an entirely new 
adjustment of the scope of this one, with varying classifications 
north and south and varying methods of making rates, no scheme 
of through joint class rates can be devised by anyone without in 
cases exceeding the combination of regularly published rates from 
and to’the gateways, unless the minimum rates in all cases were 
adopted, which would in my opinion have a detrimental effect on 
shippers and carriers alike, by reason of the resulting conditions 
of the railroads, and even if we should attempt to follow the 
minimum plan, I do not think in all cases we could avoid exceed- 
ing the combination in the class rates themselves. 


As to the bearing that the fourth section has upon the pro- 
posal of the carriers regarding the territory being discussed, 
the witness said that the carriers are extremely hopeful that the 
Commission will take a broad view of the fourth section situa- 
tion and grant fullest possible relief. 

He said that he had approached the fourth section situation 
from these viewpoints: That every fourth section departure that 
may exist can be cured or overcome by the closing of a railroad 
route; that the closing of a railroad route to overcome fourth 
section departures will be of no benefit to anyone, either the 
railroads themselves or the shippers, and at times will un- 
doubtedly prove of detriment, particularly to the shippers; and 
that it is to the particular interest of all concerned that all 
routes be kept open and that the Commission be as lenient as 
possible in granting fourth section relief. He said: 


It must be appreciated that in working up a system of rates 
of the scope we are here presenting, and one that is predicated 
on the grouping plan, that a strict adherence to the fourth section 
is impossible. 

Under the amended transportation act the Interstate Com- 
merce Commission enjoys exactly the same authority, with respect 
to granting fourth section relief, as they have always enjoyed, 
except when fourth section relief is sought entirely on grounds 
of circuitous routes or to meet water competition. 

It is not our purpose to ask for fourth section relief on either 
of these grounds, but entirely on grounds of grouping and rate 
relationships and the desire to afford the shippers as many avail- 
able routes as possible. This latter is particularly desirable in 
times of stress such as car shortage, congestion, terminal, or 
otherwise, washouts, ete., and although open fourth section au- 
thority may make available routes that may be considered un- 
duly long, these routes do become under stress conditions the most 
expeditious route available to the shippers. 

It is also desired that no limitation as to minimum mileage 
be placed upon the carriers and to this I refer because in the 
past the Commission has in some cases indicated that fourth sec- 
tion relief would not be granted via routes exceeding, by 15 per 
cent, the shortest possible route. 


At the conclusion of his testimony, Mr. Oliphant paid a 
high compliment to the conduct of the investigation, saying to 
Commissioner Eastman that it was not only the largest that 
he ever attended, but that it was the best administered. 

During the day Commissioner Eastman read into the record 
the letter he received June 8 from A. J. Maxwell, corporation 
commissioner for North Carolina, in which he said that he begged 
to be excused from further attendance at the inquiry, because 
he found himself “unequal to the task of maintaining his 
judicial poise.’ Commissioner Eastman read also his reply to 
the letter into the record, in which he told Mr. Maxwell that he 
regretted that he found it necessary to retire, and that in future 
his counsel and advice and further participation would be 
welcomed. 


Wright and Menzies Testify 


N. B. Wright, assistant freight traffic manager of the Central 
of Georgia, and James Menzies, freight traffic manager of the 
Atlantic Coast Line, were the witnesses June 10, discussing the 
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proposed class rate adjustment as it applies between interior 
southeastern points, and giving justification for the changes pro- 
posed in the cases of hundreds of specific points surrounding 
Atlanta, Birmingham, Montgomery, and other southeastern traf- 
fic centers. 

Mr. Wright explained the rates to points for which Atlanta 
and Birmingham are considered the pivot in the present adjust- 
ment proposals, while Mr. Menzies discussed the points around 
Montgomery. 

Their testimony, in general, dealt, specifically with the ex- 
pianations made in a general way by Charles H. Barham, one 
of the first witnesses for the carriers in this investigation. 

They contended that the rates they proposed, although they 
showed increases over present rates from the pivot points to 
the points requiring comparatively short hauls, offered reduc- 
tions in the rates for long hauls, and that the reductions balanced 
the increases. 

They furthermore emphasized the point that the rates pro- 
posed would eliminate entirely cases of discrimination, and that 
the basis for them was fair and equitable. The adjustment, they 
said, would remove the cause for the rate Gisputes that have in 
the past brought about so much expense and inconvenience to 
both the shippers and the railroads. 

Repeating the statement first made by Mr. Barham, that 
about 90 per cent of the freight moving on class rates to in- 
terior points in the Southeast was in less than ecarload lots, 
and emphasizing again the high terminal costs in handling such 
shipments, both witnesses sought to justify the increases pro- 
posed to many points scattered throughout the interior of the 
southeastern territory. 

The lines in many cases lose money on less than carioad 
shipments because of the low rates of the past and the high cost 
of leading, unloading, and storing the less than carload freight, 
they said. 


The value of the L. C. L. goods is very high compared to 
the freight charges, thus causing the carriers considerable risk 
in the matter of claims, they said, and the value of the goods 
is such that slight increases in freight rates upon the goods 
meant practically nothing to the shipper, or to the consumer. 

The witnesses presented detailed exhibits showing the pres- 
ent and proposed rates out of Atlanta, out of Birmingham and 
cut of Montgomery, on the main line roads serving the terri- 
tory. 


Among the comparisons in the case of Atlanta were the 
following: 


From Atlanta, to Chattanooga, present rate 8914; proposed 
rate, 109; to Birmingham, present, 891%; proposed, 115; to Tusca- 
loosa, Ala., present, 11414; proposed, 127; to Meridian, Miss., pres- 
ent, 120%; proposed, 140, to Hattiesburg, Miss., present, 155; pro- 
posed, 140. ; 

To New Orleans, present, 15614, proposed, 160; to West Point, 
Ga., present, 64; proposed, 91; to Opelika, Ala., present, 84%; 
proposed, 103; to Brunswick, Ga., present, 96; proposed, 130; to 
Jacksonville, Fla., present, 96: proposed, 140; to Waycross, Ga., 
present, 133; proposed, 135; to Live Oak, Fla., present, 183144; pro- 
posed, 145; to Augusta, Ga., present, 103; proposed, 117; to Elber- 
ton, present, 94; proposed, 100; to Montgomery, present, 84%; 
proposed, 117: to Americus, Ga., present, 105; proposed, 117; to 
Tallahassee, Fla., present, 177; proposed, 145; to Knoxville, pres- 
ent, 97; proposed, 121; and to Memphis, present, 150; proposed, 150. 

W. H. Paxton, general freight agent of the Southern Rail- 
way, returned to the witness stand June 12 to discuss further 
the proposed adjustment between interior southeastern points 
and rates between southeastern points and Mississippi Valley 
territory. 

He took up particularly the adjustment between Tennessee 
cities and the southeast,and Mississippi Valley, following the 
same general arguments of justification advanced by Mr. Wright 
and Mr. Menzies on June 10. The discussion of rates between 
interior points was among the most detailed yet submitted, each 
witness presenting thick and heavy tables of comparative fig- 
ures, each of which showed scores of local stations on the vari- 
ous lines with present and proposed rates compared. 

In general, the proposed rates followed the scale between 
major points presented by previous witnesses, although the 
rates for short hauls, in many cases, showed increases for 
reasons already given. 


Local Adjustments 


Testimony on local adjustments, the next big topic of the 
carriers’ end of the inquiry, began on the afternoon of June 12, 
when J. C. Kirk, assistant general freight agent of the N. C. & 
St. L., took the stand to discuss the local adjustments on his 
railroad between Ohio River crossings and related points, St. 
Louis, Nashville, Mississippi River crossings, Gulf ports, east- 
ern and Virginia cities, and Central Freight Association territory. 

Thirteen railroads will testify on local adjustmens. 

Attorneys Rixey and Thurtell handled the examination of 
Mr. Kirk, who discussed in detail the adjustments proposed in 
the territory covered by the N. C. & St. L. Like that of the 
three previous witnesses, his general arguments in justification 
of proposed increases detailed those made by Mr. Barham, the 
second witness for the carriers. 

James Menzies made his second appearance on the stand 
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June 18 to testify as to the proposed rate adjustment from all 
origins to Florida points. Outlining, first, the traffic conditions 
that obtain in the peninsula, and sketching in brief the founda- 
tion for the present system of class rates based on Jacksonville, 
he said that the carriers proposed to publish through rates from 
the Ohio River crossings, Eastern and Virginia Cities, etc., doing 
away with the present form of separate publication of factors 
to and beyond Jacksonville. 

“The proposed rates from the Ohio and Mississippi River 
crossing. and related points and from Virginia and Eastern 
cities,” he said, “are based on proportional rates to Jacksonville 
plus specifics south, the sum of which produce through rates 
which in our opinion will, on equivalent tonnage, substantially 
maintain our present earnings on business destined to points in 
the Peninsula of Flcvida as a whole.” 

The witness expleined that 37 per cent of the Atlantic Coast 
Line mileage was in Florida; that 29 per cent of the Seaboard 
Air Line mileage was in that state; that there were 28 railroads 
operating in the state with total mileage of 5,126.72; and that 
only 2 per cent of the mileage of the Atlantic Coast line in 
Florida was at any time engaged in the transportation of trans- 
state traffic. He further stated, in efforts to bring out the fact 
that Florida was almost solely a terminal state, that no part of 
the A. C. L. or S. A. L. in the peninsula could be termed a trunk 
line. He gave arguments why the peninsula lines in Florida 
should have higher rates than in other states and why they 
should earn specific proportions on the Peninsula proper south 
of Jacksonville. 

In the above connection he made a quotation from the 
annual report of the Florida commission in 1915, in which the 
commission sought to explain why the rates of Florida were 
higher than those of states having greater traffic density and 
conditions more suitable for freight movement. The witness 
showed that the traffic density of Florida in 1921 was less than 
that of Florida, Alabama, Georgia, South and North Carolina, 
and Virginia. Said he: 


The earnings of the A. C. L. per mile of road in Florida are 
lower than the earnings in any other state through which it 
operates, and this is likewise true of the S. A. L. except in Ala- 
bama, but in both Florida and Alabama the operating expenses 
of the S. A. L. exceeded its operating revenue. 


Long distance from fuel and other railroad supplies, and 
the nature of traffic which includes a large number of empty 
cars annually and that requires a large number of refrigerator 
cars, and other difficulties were mentioned by the witness. Said 
he: 


Under these conditions it would not be possible for the Flor- 
ida lines to live if they were compelled to adopt a mileage scale 
which, in itself, might be fair and reasonable for application in 
other southeastern states, and it is necessary that they receive 
uniformly fixed proportions of rates south of Jacksonville re- 
gardless of the origin of the traffic. 


In explanation of how rates were at present constructed 
from points of origin in other states to points in the peninsula, 
Mr. Menzies said that with few exceptions the rates from points 
in other states were constructed on Jacksonville combination, 
and that this basis was generally used in making class rates. As 
a rule, he said, the rates in effect from Jacksonville proper were 
used in constructing such combination rates, the principal ex- 
ceptions being class rates to Palatka, Tampa, and St. Petersburg, 
points in the Manatee section, and local stations on the A. C. L. 
and S. A. L. between Plant City and Tampa, to which points inter- 
state basing rates had been reduced on Tampa combination. He 
explained the means by which this latter adjustment was in- 
stituted: 


In making the rates from interstate points of origin to in- 
terior points in Florida, rates to intermediate local stations have 
been made no higher than to common points beyond. In other 
words, the common point basing system in effect for many years 
in Georgia and other states has not been used in Florida—with 
the result that railroads operating in the peninsula have had little 
or no complaint from one interior town about rate adjustments to 
neighboring towns. 


He stated that the Florida state authorities, in an effort to 
place the merchants in interior Florida in a position to com- 
pete with the ports, induced the A. C. L. and the S. A. L. to 
establish through rates on important commodities with their con- 
nections from Ohio River crossings and other western points to 
interior Florida on a basis less than the Jacksonville combina- 
tion. 

Answering a question about the effect the proposed changes 
in interstate rates would have on the intrastate traffic in Florida, 
Mr. Menzies said that, if the Interstate Commerce Commission, 
approved the adjustment, as proposed, the carriers would seek 
the authority of the commission of Florida to make such changes 
in intrastate rates as might be made necessary by the changes 
proposed on interstate traffic. 


The witness filed exhibits showing a comparison of present 
and proposed rates to Florida from various points of origin 
throughout the country, and sought to justify the changes in the 
adjustment: 


It is necessary to revise the method of constructing these 
rates for two reasons: First, in order to eliminate the long and 
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short haul violations, and second, to have the rates conform to 
the uniform class relationship which is proposed for general ap- 
plication between points in southern territory. 

In order to accomplish these results we propose to publish 
through rates from the Ohio River, Eastern and Virginia cities, 
ete., doing away with the present form of separate publication of 
factors to and beyond Jacksonville. The proposed rates from Ohio 
and Mississippi River crossings and related points and from Vir- 
ginia cities, etc., are based on proportional rates to Jacksonville, 
plus specifics south, the sum of which produce through rates which 
in our opinion will on equivalent tonnage substantially maintain 
our present earnings on business destined to points in the penin- 
sula of Florida as a whole. 


Among the comparisons of present and proposed first class 
rates from various origins to representative points on the Flor- 
ida peninsula were: 


From Cincinnati: To Jacksonville, present, 149; proposed, 208; 
to Gainesville, 224—240; to Perry, 2641%4—240; to Ocala, 246—262; 
to Orlando, 2581%4—275; to Tampa, 227—290; to Lakeland, 274—286; 
to Plant City, 26914—286; to Arcadia, 283144—300; to Palatka, 164% 
—234. 

From Memphis: To Arcadia, present, 277; proposed, 290; to 
Fort Myers, 28614—298; to Bartow, 267144—280; to Palatka, 158— 
224: to Tampa, 22014—280; to Plant City, 2683—276; to Ocala, 239% 
—252: to Gainesville, 252—265; to Orlando, 249—262. 

From Chicago: To Ocala, 33514%4—312: to Baldwin, 282—268; 
to Plant City, 358—336; to Tampa, 3161%4—340; to Gainesville, 313% 
—290: to Orlando, 348—325; to Dunnellon, 341144—318. 

From New York (all rail): To Palatka, 198—246; to Orlando, 
273—287: to Kissimmee, 279—293; to Lakeland, 28814—298; to Plant 
City, 284—298; to Tampa, 24114—302; to Dunnellon, 266144—280; to 
Arcadia, 298—312; to Fort Myers, 30714—320; to Perry, 256—247. 

From Richmond and Lynchburg: To Tampa, 197—262; to 
Dunnellon, 222—240; to Arcadia, 25314—272; to Fort Myers, 263— 
280: to Ocala, 216—234; to St. Petersburg, 216—272; to Leesburg, 
22514—244. 

From Atlanta: To Palatka, 111144—176; to Orlando, 2054%—217; 
to Plant City, 216144—228; to Tampa, 174—232; to Arcadia, 230%4— 
242: to Ocala, 193—204; to Gainesville, 171—182; to Dunnellon, 
199—210. , 











In closing, Mr. Menzies emphasized the fact that the pro- 
portional rates proposed to Jacksonville would average about 1 
cent less a hundred pounds than the average of the present local 
rates, and that the new specifics proposed for application south 
of Jacksonville would average about the same as at present. 
(Under the system of uniform class relationship percentages pro- 
posed by the carriers for application in Florida, as well as in 
the other southeastern states, the proposed rates on other classes 
than first may be determined by applying the relationship per- 
centages—100, 86, 76, 64, 52, 35, 40, 27, 24—-covering classes 1 to 
D inclusive. ) 

Commissioner Eastman was absent from the June 13 hear- 
ing, having been called to Washington for several days to a con- 
ference. Examiners Wagner and Wilson supervised the inquiry. 


CONDITION ON BILLS OF LADING 


Editor The Traffic World: 

While there has been considerable comment in your Open 
Forum with regard to new bills of lading, it has, for the most 
part, been in reference to the date when the new bills will have 
to be put in use. Little or nothing has been said about the 
necessity for printing the conditions on the back of the bills 
and it is about this feature that the writer is looking for infor- 
mation. 

Under date of March 29, we addressed the I. C. C. and are 
quoting our letter in part: 


Hither our old bills of lading are good or not good after March 15, 
1922. If a stamp can make them good after March 15, 1922, without 
a subsequent change in the classification, then we cannot understand 
why they should not be good until used up, or until the terms and 
conditions change at which time such change will be published in I. 
Cc. C.—O. C. No. 46. : 

We know the carriers have the right to prescribe the receipt 
under which they will accept traffic for transportation and those of 
us who print our own are governed by the rules prescribed. In having 
this printing done we are saving the carriers an enormous expense 
and when you consider the thousands of shippers in this country we 
believe the economy effected thereby is such that the carriers should 
take cognizance of it. 

The remedy, as we see it, for the future is to eliminate entirely 
from the back of the bill of lading, the terms and conditions shown 
thereon and to give reference to the current classification for such 
terms and conditions. By showing this reference on the face of the 
bill of lading, the back would be free from printing and this would 
mean a considerable saving to both shippers and carriers. Then, too, 
a subsequent change in the terms and conditions is now and would 
be filed with your commission under I. C. C.—O. C. No. 46 and the 
expense of new bills of lading would be eliminated. 


Mr. McGinty answered April 4 directing attention to the 
Commission’s announcement of February 1, No. 4844, wherein 
it expressed its views on this particular subject. The announce- 
ment in part reads: 


It is customary for the carriers to furnish bills of lading in con- 
nection with transportation over their lines, although large shippers, 
as a matter of convenience, frequently provide their own. With 
regard to the transportation covered by paragraph eleven (11) of 
section 20 of the interstate commerce act, it is specifically provided 
that any carrier receiving property for such transportation ‘shall 
issue a receipt or bill of lading therefor ....’’ In Atchison Railway 
Co. vs. United States, 232 U. S., 199, 214, the Supreme Court said: 
“Whatever transportation service or facility the law requires the car- 
rier to supply they have the right to furnish.’’ It would seem that 
a carrier could refuse to use a bill of lading tendered by a shipper 
which was of an unusual size or style, or did not correspond with the 
terms of the lawfully published and filed bill. 
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While this is a question to be determined by the courts, it would 
further appear that the terms and conditions of the appropriate bill 
lawfully published and filed would govern shipments subject to the 
interstate commerce act, regardless of what bill was actually issued, 
Or of a possible failure to issue a bill. In this connection it may be 
stated that a number of requests have been received for permission 
to use old bills of lading, or forms with no conditions printed thereon, 
with a reference to the bill lawfully published and filed. Corresponding 
objections to such a practice have been made. 

; The utmost the Commission could do would be to indicate that 
it approved or did not approve of such a practice. The need for such 
a practice has greatly diminished now that there will be uniform bills 
of lading for use throughout the country. There is still an appreciable 
time before the new bills are filed during which current forms can be 
used. It is obvious that much confusion might be created among 
persons not dealing constantly with bills of lading, or in banking 
circles, until the status of such makeshift bills had been authorita- 
tively determined, or even in the courts themselves where the 
interests of innocent parties were affected. For the reasons indicated 


the Commission is unwilling .to lend its approval to the practice 
described above. 


We were advised to communicate with Mr. Collyer for fur- 
ther information, who in turn referred us to R. C. Fyfe. Mr. 
Fyfe sent us a form letter dated April 17 that was intended as 
a reply but did not answer our communication. 

Will some kind reader of this column, with more experi- 
ence in matters of this kind than the undersigned, name some 
of the objections there could be to the elimination of the rules 
and conditions from the back of the bill of lading? Surely they 
would have to be strong to offset that portion of the Commis- 
sion’s announcement which we have emphasized by indicating 
black faced type. 

_We shall appreciate a discussion of this subject and also 
assistance in pushing it if the readers of your magazine believe 
it has merit. 

Andersen Lumber Co., 


By Howard G. Anderson, Traffic Manager. 
South Stillwater, Minn., June 10, 1922. 


SWITCHING AT BATAVIA, N. Y. 


The Trafic World Washington Bureau 


In view of the fact that the Supreme Court of New York, 
in Public Service Commission of the State of New York vs. New 
York Central, 283 N. Y. 113, held the New York commission had 
not the power to require the reconstruction of switch tracks in 
Batavia, N. Y., so as to make possible an interchange of cars as 
desired by a complainant before it, and inasmuch as the Supreme 
Court of the United States has declined to review the affirmative 
finding of the New York court that relief could only be obtained 
from the Interstate Commerce Commission, Francis B. James 
and E. E. Williamson have asked leave to amend No. 13367, 
Board of Commerce, Inc., of Lockport, N. Y., vs. New York Cen- 
tral et al. by having the complaint so changed as to cover intra- 
state as well as interstate commerce. The complaint, as filed, 
asked merely that the Commission direct the New York Central, 
Erie and International Railway to interchange traffic between 
themselves at Lockport, N. Y., instead of at North Tonawanda, 
fourteen or fifteen miles away. The railroads mentioned refuse 
to deliver or accept cars for interchange at Lockport, on the 
theory that, on account of the great difference in levels between 
the upper and lower town districts of Lockport, they cannot be 
required to undertake an interchange at that point, but may 
make the interchange at the point designated and require the 
shippers to pay for the additional service. 

When the complaint was filed the complainants assumed 
they would have to go to the New York state commission for 
relief as to intrastate traffic. The decision of the New York 
court and the refusal of the Supreme Court of the United States, 
however, closes the door to the state commission for any meas- 
ure of relief at all, James and Williamson asserted. 

Counsel for the New York Central and the other carriers 
contend the Batavia case is not ground for amending the com- 
plaint or the taking of testimony as to intrastate business at 
Lockport. They stand on the ground that there was no physical 
connection between the New York Central and the Lehigh Valley 
at Batavia and that question of car service, which includes inter- 
change, was not the fundamental question. The fundamental 
question at Batavia was as to the power of the New York com- 
mission to require a connection where none existed. The New 
York courts held it had no such power. That disposed of the 
question, Marion B. Pierce, Basil Robillard and Parker McColles- 
ter, the attorneys for the railroads, said. Whether the further 
holding that relief was to be had only from the federal commis- 
sion was right or wrong had nothing to do with the fundamental 
question in the Lockport case, they said. That fundamental 
question, they asserted, was whether traffic should be inter- 
changed at Lockport, where there was and is physical connec- 
tion between the tracks of the railroads involved. Therefore 
they opposed a re-opening of the case for further testimony or 
amendment of the complaint so as to include intrastate traffic. 








CHANGE IN DOCKET 
Hearing in Finance Docket 2405, assigned for June 15, at 


Washington, D. C., was reassigned for June 16, at Washington, 
BD. C. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by- State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 

x] & 


Public Service Commission’s Order for Connections Held Un- 
authorized: 

(Court of Appeals of New York.) Under Public Service 
Commissions Law, sec. 35, as amended by Laws 1920, c. 637, 
requiring common carriers to afford reasonable facilities for 
the interchange of traffic with other carriers and to receive 
from every other common carrier at connecting point, freight 
cars of proper standard, each of which requirements is qualified 
by the provision it shall not be construed as requiring the 
carrier to permit another carrier to use its track or terminal 
facilities, the Public Service Commission has no authority to 
require a carrier by railroad to extend its tracks in a certain 
city so as to connect with the tracks of another railroad enter- 
ing the city—People ex rel. New York Cent. R. Co. vs. Public 
Service Commission of New York, Second Dist. et al., 185 N. E. 
Rep. 195. 

Authority of Interstate Commerce Commission to Compel Inter- 
state Carrier to Make Track Connection Is Exclusive: 

The authority given by transportation act Cong. Feb. 28, 
1920, sec. 405, amending interstate commerce act, sec. 3, par. 
2, to require carriers to provide for the interchange of traffic 
between their respective lines, excludes the jurisdiction of the 
state Public Service Commission to make the same require- 
ments of interstate carriers under the principle that Congress, 
having delegated to the Interstate Commerce Commission power 
to deal with the subject-matter, an exercise of like power by 
the state is thereby superseded.—lIbid. 

Track Connections Between Different Carriers Are Not Within 
Exception from Interstate Commerce Commission’s Juris- 
diction: 

A track connecting the lines of two carriers within a city 
for the interchange of traffic is not excepted from the jurisdic- 
tion of the Interstate Commerce Commission by interstate com- 
merce act, sec. 1, subd. 22, as amended by transportation act 
Feb. 28, 1920, sec. 402, providing that the authority of the Com- 
mission, conferred by previous paragraphs of the section, shall 
not extend to spur, industrial, terminal, switching, or sidetracks 
located wholly within one state.—Ibid. 


Interstate Commerce Commission May Award Reparation for 

Overcharges Made After Filing of Complaint: 

(Circuit Court of Appeals, Third Circuit.) Where, on the 
hearing before the Interstate Commerce Commission of a peti- 
tion against a railroad company for reparation for unreasonable 
rates “heretofore and hereafter charged to petitioners,” both 
parties treated the issues as embracing shipments made both 
before and after filing of the petition, and evidence relating 
thereto was taken without objection, the Commission held to 
have power to award reparation for overcharges made after as 
well as before the filing of the petition—Lehigh Valley R. Co. 
vs. G. B. Markle Co., 279 F. Rep. 261. 








a 
i ‘_e@ e | 
_ Loss and Damage Decisions 
\ Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
| System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
8 co 





LOSS OF OR INJURY TO GOODS 


Use of Refrigerator Equipment Held Included in Line Haul 
Charge: 

(Supreme Court of Minnesota.) On an amended record, and 
upon a finding that a refrigerator or other insulated car is the 
only proper and suitable car in which to transport potatoes dur- 
ing the entire year, it is held that the use of such equipment 
must be included in the line haul charge and a separate charge 
therefor is not authorized.—J. C. Famechon Co. vs. Hines, Di- 
rector-General of Railroads, 187 N. W. Rep. 974. 

Reconsignment by Terminal Carrier of Interstate Shipment at 
Request of Consignee Held a Delivery to Consignee: 
(Supreme Court of Missouri, Division No. 1.) Where a ter- 

Minal carrier at the request of consignee reconsigned interstate 

Shipment of goods by changing the way bills, though it did not 

issue any new bills of lading, held to constitute a delivery to the 

consignee, and, if unauthorized by consignor, the terminal 
carrier was liable for conversion.Kemper Mill & Elevator Co. 

vs. Hines, Director-General, 239 S. W. Rep. 8038. 
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Consignor of Interstate Shipment Can Authorize Consignee to Re- 
ceive Shipment as His Agent: 

Under Comp. St. U.S., Sec. 8604e, where interstate shipments 
were deliverable by the bill of lading to the order of the con- 
signor, he could authorize his agent to receive the goods for 
him, without surrendering the bill of lading, as long as he was 
the holder thereof, and, where the rights of a third party did not 
intervene, the delivery would be a legal one as between him and 
the carrier.—Ibid. 

Holder of Bill of Lading May Verbally Authorize Consignee as 
His Agent to Receive Goods: 

The authorization of a consignor to a consignee as his agent 
to receive a shipment of goods for him is not required to be in 
writing.—Ibid. . 

Executed Contract Not Affected: 

After a contract is completely executed by one party, the 
other party cannot invoke the statute.—Ibid. 

Oral Authorization of Consignor to Consignee to Receive Goods 
Held Not an “Alteration” of Bill of Lading Within Statute: 
The provisions of Comp. St. U. S., Sec. 8604g, that any alter- 

ation in a bill of lading without authority from the carrier, either 

in writing or noted on the bill, shall be void, do not apply to a 

parol agreement between the consignor and the parties to be 

notified authorizing them as agents to receive the goods from 
the carrier without the production or surrender of the bill of 
lading.—Ibid. 

Persons Required to Be Notified May Be Authorized by Parol to 
Receive Goods: 


Wiiile the mere fact that persons are required to be notified 
by a shipper’s order bill of lading gives them no rights in or 
authority to receive the goods, and does not make them agents 
of the consignor, such agency may be created by a subsequent 
parol agreement.—Ibid. 


Provisions of Federal Statute as to Negotiability of Bill of Lading 
Held to Apply Only in a Contest with a Purchaser of the Bill: 
Comp. St. U. S., Sec. 8604d, providing that the insertion in 

an order bill of lading of the name of the person to be notified 
shall not limit the negotiability of the bill or constitute notice 
to a purchaser of any rights or equities of such person, applies 
only to contests with a purchaser of the bill, and not to contests 
between the carrier and the shipper, while the latter is still the 
holder and in possession of the bill.—Ibid. 


Parol Authorization by Shipper to Consignee to Receive Goods 
from Carrier Held Not to Vary Terms of Bill of Lading: 
Though Comp. St. U. S., Sec. 8604a, contemplates that a bill 

of lading shall be ‘in writing, and that such a bill cannot be varied 

by parol evidence that the consignor, while still the holder of 
the bill, verbally authorized the consignee to receive the goods 

from the carrier without the surrender of the bill of lading, did 

not add to or vary the terms of the bill, and hence was admissi- 

ble in a contest between the consignor and the carrier.—Ibid. 


Evidence of Other Reconsignments in Same Shipment Held Ad- 
missible on Issue of Authority to Reconsign: 

Where two cars of corn meal reconsigned by the terminal 
carrier on the alleged authority of consignor’s agent were part 
of a larger order of 10,000 sacks of meal, testimony that other 
cars in such consignment were reconsigned with consignor’s con- 
sent in the same manner as the two cars in question was admis- 
sible on the issue of authority to reconsign without surrender of 
the bills of lading.—Ibid. 


Proof of Custom Contrary to Terms of Bill of Lading to Divert 

Goods Incompetent. 

Testimony that it was the custom at a certain shipping point 
for all shipments made to a terminal carrier under shipper’s 
order bills of lading that the notified parties mentioned in the 
bills as such had authority to authorize the carrier to divert the 
goods to other points and without special authority from the 
shippers was properly rejected as varying the terms of the bill 
of lading.—Ibid. 

Jury May Allow Interest on Value of Property from Time of Con- 
version by Carrier: 

Where a carrier was held liable for the conversion of a ship- 
ment of goods, it was proper to permit the jury, in their dis- 
cretion, to allow the plaintiff 6 per cent per annum interest on 
the value of the property from the time of the conversion.—Ibid. 
Measure of Damages Provided in Bill of Lading Conclusive: 

A provision in bills of lading that the measure of damages 
for loss of the goods shall be the value of the goods at the time 
and place of shipment, and not of destination, is valid and bind- 
ing on the parties.—Ibid. 

Uniform Express Receipt Binding on Shippers Unless Waived or 

Held Unreasonable: 

(Supreme Court, Appellate Term, First Department.) The 
duly established and filed rates and contracts, such as a uniform 
express receipt, are binding on the shippers unless and until held 
unreasonable by the Interstate Commerce Commission or by the 
federal courts.—Mozier vs. Barrett, 193 N. Y. S., 579. 

Limitation in Uniform Express Receipt Held Valid: 

A provision in the uniform express receipt requiring that 
suits for loss or damage be brought within two years and a day 
held valid.—Ibid. 
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DELAY IN TRANSPORTATION OR DELIVERY 


Not Liable for Delay in Shipment Unless Notified by Consignee 

That Delay Will Cause Special Damages: 

(Court of Civil Appeals of Texas, Fort Worth.) In an action 
by a consignee against a carrier for damage to cattle from delay 
in delivering cottonseed hulls, plaintiff could not recover where 
he had not notified the carrier, and these was nothing to inform 
the latter that delay would specially injure him—Payne, Agent, 
vs. Reynolds, 239 S. W. Rep. 985. 

Agent of Initial Carrier Not Bound to Notify Connecting Carrier 
of Special Damage by Delay: 

Where cottonseed hulls needed for immediate feed for con- 
signee’s cattle were delayed in transit, the local agent of the 
initial carrier at the point of destination was not obliged to notify 
the connecting carrier that delay in shipment would specially 
damage the consignee.—Ibid. 

In Suit for Delay in Shipment, Evidence Held not to Sustain a 

Judgment for Plaintiff. 

In an action against connecting carriers by a consignee for 
damages resulting from delay in shipment of cottonseed hulls 
needed for immediate feed for cattle, evidence held insufficient 
to sustain a judgment for plaintiff.—Ibid. 


CARRIAGE OF LIVE STOCK 


Burden Is on Interstate Shippers to Prove Negligent Delay; 
Where Causes and Facts Are Wholly in Carrier’s Knowledge, 
Proof Need Only Raise Slight Inference of Negligent Delay: 
(Kansas City Court of Appeals. Missouri.) In an action for 

damages from delay in an interstate shipment of live stock, re- 

sulting in shrinkage and loss from a declining market, it is not 
sufficient for plaintiffs to make out a case of mere delay, but 
the burden is on them to prove negligent delay; and where the 
causes of the delay and facts surrounding them are wholly within 
the defendant’s knowledge, plaintiffs need to prove defendant’s 
negligence only by circumstances raising a slight inference of 
negligence.—Harrison vs. Chicago & A. R. Co., 239 S. W. Rep. 
871. 
Evidence of Several Unusual and Unexplained Train Delays Held 
Sufficient to Make Out a Prima Facie Case of Negligence: 

In an action for damages from delay in shipment of live 
stock, evidence showing several unusual and unexplained train 
delays at different points held sufficient to make out a prima 
facie case of negligence; the causes of delay being peculiarly 
within the carrier’s knowledge.—Ibid. 

In Shipper’s Action for Damages, Held That the Jury Were Not 
Bound to Believe Opinions of Carrier’s Employes as to 
Causes of Delay: 

In an action for damages from delay in transporting live 
stock, where plaintiff was forced to use defendant’s employes to 
‘prove the causes of delays, and the witnesses were not giving 
first-hand information, but merely their opinion as to the cause of 
the delays being extreme cold weather, none of them claiming 
to have been present when the delays occurred, the jury were 
not bound to believe their testimony.—lIbid. 

Extreme Cold Weather as an Act of God Causing Delay Would 
Not Relieve From Liability for Delay Where Carrier’s Negli- 
gence Mingled with That Act: 

Even though extreme cold weather can be said to be an act 
of God for which the carrier is not liable, if the carrier’s negli- 
gence mingled with that act, the carrier would still be liable for 
loss in value of live stock resulting from delay in transporting.— 
Ibid. 

Liable for Shipper’s Loss Where Negligent Delays in Transport- 
ing Mingled with Delays Not Negligent: 

In action for damages from delay in transporting live stock 
to destination, if defendant’s negligent delays in getting its trains 
to destination contributed approximately with delays which were 
not negligent, then the carrier is liable.—Ibid. 

Shipment of Impoverished Cattle Held Not Contributory Negli- 
gence Precluding All Recovery: 

(Commission of Appeals of Texas. Section A.) The fact 
that the cattle were in a weak and impoverished condition be- 
fore shipment due to the lack of food and water which could 
only be obtained by shipping them elsewhere does not show 
that a person exercising ordinary care for the safety of the cat- 
tle would have failed to ship them under the circumstances, so 
that the act of shipping them was not contributory negligence 
which barred all recovery for damages received by them during 
the shipment.—Hartford Fire Ins. Co. vs. Galveston, H. & S. A. 
Ry. Co., 239 S. W. Rep. 920. 

Not Liable for Damages Resulting from Poor Condition of Cattle: 
The weak and impoverished condition of cattle tendered to 

a carrier for shipment constitutes an inherent vice or defect, so 

that a carrier is not liable for any injury or damages resulting 

from such defect during the shipment, though it is liable for dam- 
ages to such cattle directly and proximately resulting from its 
own negligence.—Ibid. 

Instructions Held Not to Authorize Damages to Which Shippers’ 
Negligence Contributed: 

In an action for injuries to cattle during shipment, where 
the evidence showed that the cattle were weak and impover- 
ished when shipped, instructions which limited recovery to in- 
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juries resulting from the negligence of the carriers were not 
erroneous as authorizing recovery for damages to which the Car- 
rier’s negligence may have in any wise contributed, though in 
submitting the defensive issues growing out of the weakness and 
poverty of the cattle the court stated the carriers were not liable 
for damages not caused or contributed to by their negligence.— 
Ibid. 


Instruction as to Liability for Damage to Impoverished Cattle 
Held Correct: : 


In an action for damages to cattle during shipmeni, where the 
evidence showed that the cattle were weak and impoverished 
when shipped, charges by the court limiting the liability of de- 
fendant to damages resulting from the negligence of the car- 
riers, and excluding all injuries or damages resuiting from the 
condition of the cattle when shipped, held to submit to the jury 
the correct basis upon which to estimate the damages for loss 
or injury to that class of cattle —Ibid. 

Instruction Held Correctly to Exclude Damage Caused by Negli- 
gence of Caretakers: 

Instructions permitting recovery only for damages to cattle 
during shipment, resulting from the negligence of the carrier, 
and requiring the jury to exclude all damages resulting from 
negligence by the shippers or caretakers, held correct and ap- 
plicable.—Ibid. 

Evidence Held Not to Show Negligence of Caretakers as a Mat- 
ter of Law: 

In an action for injuries to cattle during shipment, evidence 
as to the number of cattle and bulls loaded in the various cars 
held not to show as a matter of law negligence by the shippers 
or caretakers, or that such negligence, if it did exist, caused or 
contributed to the entire damage sued for.—Ibid. 

Negligence of Caretakers Does Not Preclude Recovery for Dam- 
ages not Proximately Contributed to: 

Though carriers of live stock are not liable for injuries 
caused by the negligence of shippers or caretakers, such negli- 
gence precludes recovery only for injuries or damage resulting 
therefrom in whole or in part, and does not preclude recovery 
for other damages caused by the negligence of the carriers to 
which the negligence of the shippers and caretakers did not 
proximately contribute.—Ibid. 

Evidence Held Not to Authorize Instruction as to Allowing for 

Depreciation of Cattle During Shipment: 


Where the cattle for the injury to which a suit was brought 
against a carrier were transported in eight separate shipments, 
and plaintiff introduced evidence by the caretakers in charge ol 
some, but not all, of the shipments as to the depreciation in value 
of the particular shipment in charge of the witnesses, some of 
whom, however, did not qualify as knowing the market value at 
the place of destination, a charge that, if any of the cattle de- 
livered alive at the point of destination were injured or damaged, 
and depreciated in value by the negligence of the carriers, to find 
for the plaintiff damages measured by the difference between 
the market value of such cattle in the condition in which they 
were delivered and in the condition they should and would have 
been delivered, was without sufficient basis in the evidence, and 
the giving thereof was reversible error.—Ibid. 


TELEGRAPHS AND TELEPHONES 


Power to Regulate Railroad and Telegraph Companies Doing In- 
terstate Business Is in the Interstate Commerce Commission: 
(Supreme Court of Nebraska). Power to regulate interstate 

rates, and the like, as affecting railroads and telegraph com- 

panies which are engaged in interstate commerce, has been con- 
ferred by Congress upon the Interstate Commerce Commission 
and such control cannot be interfered with by state laws.— 

Dunning vs. Western Union Telegraph Co., Inc., 187 N. W. Rep. 

890. 

Supreme Court’s Construction of Federal Statutes Binds State 
Courts: 

When the Supreme Court of the United States has construed 
an act of Congress, the meaning placed thereon by that court 
controls the action of the state courts.—Ibid. 


FLORIDA STATE RATES 


Solicitor Benton, of the N. A. R. U. C., has advised members 
that “on June 10 the Florida Railroad Commission made a gen- 
eral order requiring intrastate freight rates to be reduced by 
percentages corresponding to the interstate reduction ordered 
by the federal Commission in the general rate investigation, No. 
13293. This action was made necessary by failure of certain 
carriers in Florida to make such corresponding reductions vol- 
untarily, as I understand the carriers in most states have done.” 


McKEESPORT TERMINAL ABANDONMENT 


The McKeesport Terminal Railroad Company of McKees- 
port, Pa., has applied to the Commission for authority to aban- 
don the operation of its railroad. The company proposes to sell 
to the American Sheet & Tin Plate Company all of its tracks 
and other equipment, abandon the operation of its railroad, and 
dissolve and surrender its charter. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member Of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 

oblems. We do not desire to take the place of the traffic man but to 

. Beip him in his work. Persons desiring immediate answer by mail or 

wire or a more elaborate treatment of any question—by the citation of 

authorities in a legal opinion, for instance—may obtain this kind of 

private service by the payment of a reasonable fee. The right is re- 

served to refuse to answer in this department any question, legal or 

traffic, that it may appear to us unwise to answer or that involves a 

situation too complex for the kind of investigation herein contemplated, 
Address Questions and Answers Department, 

Traffic Gervice Corporation. Colorado Building, Washington, D. C. 
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Rates Dependent Upon Actual Value Declared by Shipper 


Connecticut.—Question: A supplier in Western Classifica- 
tion territory shipped for our account six crates containing four 
cases each of framed pictures, invoice value $120, gross weight 
325 pounds; based on gross weight, value was 36.9 cents per 
pound. The shipper failed to show a released value on his bill 
of lading; the transportation company collected charges at double 
first class, claiming the net weight of the pictures was 213 
pounds; using this weight as a basis, the value was 56 cents 
per pound. Classification reads, “Paintings and pictures, N. O. 
I. B. N. if value does not exceed 50 cents per pound, in boxes.” 
Do you interpret this to mean at gross or net weight? 

Answer: Whenever a shipment is tendered a carrier upon 
which its tariffs provide for the application of alternative rates 
dependent upon the value thereof, the duty rests upon the agent 
of the carrier to call the attention of the shipper to the different 
rates and secure his signature to a proper bill of lading. F. S. 
Harmon & Co. vs. N. P. Ry. Co., 33 I. C. C. 370; In the Matter 
of Suspension of Western Classification No. 51, 25 I. C. C. 442; 
Southern Cotton Oil Co. vs. Southern Ry., 19 I. C. C. 79. In these 
cases the shipper was permitted to show the actual value of 
his shipments and to have them rated accordingly. We locate 
no case where the question of how the actual value of the ship- 
ment is determined—per pound, is considered, nor whether in 
arriving at such value the gross or the net weight of the ship- 
ment is to be taken into account. According to our interpreta- 
tion of the application of item 28, page 308, Consolidated Classi- 
fication No. 2, the words designating the valuation are coupled 
with and directly modify “Paintings or pictures,’ without re- 
spect to the specifications as to packing. In other words, we 
believe that the valuation clause modifies and restricts only 
the articles themselves and not “pictures—boxed,” for example. 
Nothing is said about the valuation of pictures—boxed. Owing 
to the extraordinary value which pictures may have, these rat- 
ings are graded according to value and with some idea of their 
relationship to the degree of risk which the carrier must as- 
sume in transporting pictures. Obviously, if the carrier had 
lost these pictures in transit, in settling for them, it would be 
compelled to pay neither 36.9 cents nor 56 cents per pound for 
the ordinary crate material containing the pictures. Then why 
compute valuation of pictures only after combining their weight 
with that of their container? It is true the carrier must collect 
freight charges on every pound of the shipment, but, so far as 
the box is concerned, no element of value from the standpoint 
of risk is involved, for the same box might have been used for 
shipping pictures of a much cheaper value. The box will not 
enhance or diminish the carrier’s liability in the same manner 
as does the value of the pictures. 


Mixed Shipments—Carload Lots Mixed with L. C. L. 


New York.—Question: In forwarding mixed carloads under 
rates covered by Transcontinental Tariff 4-Q, according to rule 
7 of the general rules on page 124, can shipments described in 
one item be forwarded carload, together with shipments described 
in another item, and the latter item taking the less-carload rate? 

That is to say, articles A, B and C are given a less-carload 
rating, but no carload rating when all three are loaded in the 
Same car, but A and B, when loaded together carry a carload 
rating and carload minimum. What we wish to kiow is whether 
C can be included in the car at the less-carload rate. 

Answer: Rule 7 of Countiss’ Tariff 4-Q, I. C. C. 1089, is a 
provision for mixing articles appearing in the same item, or for 
mixing the same articles under varying descriptions, appearing 
in different items. Paragraph (a) prohibits a mixture of any 
two or more articles at the carload rate (unless elsewhere pro- 
vided in the tariff), except where the articles are shown in the 
same item, in which event they may be forwarded as mixed 
carloads. 

Paragraph (b) merely provides an alternative basis for as- 
Sessing charges on commodities which under paragraph 7 (a) 
can be shipped in mixed carloads. 

Paragraph (c) provides for mixing the same articles when 
appearing in different items. . 

Rule 7 is silent, therefore, as to the rating on a foreign lot 
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a part of the carload mixture at the carload rate), loaded into 
a car containing a mixed consignment under rule 7. Obviously, 
if the foreign less-carload lot of goods is loaded in with the 
authorized mixture, it is not subject to the carload rate. If 
the carriers accept and transport the entire amount, what rate 
is applicable but the L. C. L. rate? Attention is directed to rule 
1, page 121, of the tariff providing that “The rules published 
in the current Western Classification will: also govern the ap- 
plication of rates named in this tariff, except as otherwise pro- 
vided below or in individual rate items of this tariff.” The rules 
of tariff 4-Q do not provide for the mixing of the foreign L. C. L. 
goods with your mixed articles, A and B. Therefore, we may 
revert to Consolidated Classification No. 2, section 4, which 
provides that when the aggregate charge upon the' “entire ship- 
ment” is less on basis of the carload rate and minimum weight 
for one or more of the articles (in this case more, A and B), 
and on basis of actual weight at H. C. L. rate for the other 
article (C), the shipment will be charged for accordingly. 


Damages—Measure of for Failure to Furnish Cars 

Minnesota.—Question: What, in your opinion, is carriers’ 
liability in the following instance: 

On March 1, a shipper placed a written order with his rail- 
road agent for 30 cars for loading potatoes, two cars to be placed 
daily until the order was filled. Carrier failed to furnish equip- 
ment, only 2 cars being placed between March 1 and March 15, 
the balance of cars being furnished in intervals of three to five 
days and the order completed April 14, 45 days after order was 
filed, and 30 days after order should have been completely filled. 
During all this time—March 1 to April 14—the market steadily 
declined. Had shipper received his equipment as ordered, he 
would have realized approximately $2,000 more for his potatoes 
than he actually received. Is carrier liable for the loss sus- 
tained by the shipper, based on delay resulting in market de- 
cline? Can you cite any legal decisions covering similar cases? 

Answer: On timely demand made by shippers, railroad com- 
panies are bound to furnish cars promptly to move goods for 
such shippers, whenever they can do so with reasonable dili- 
gence without jeopardizing their other business. This duty 
exists at common law and is also imposed by the interstate com- 
merce act and by the statutes of a number of the states, some 
of which provide penalties for violation thereof. For failure ‘to 
perform this duty without lawful excuse, the carrier is liable 
in damages to the shipper who has suffered injury in conse- 
quence thereof. A decline in the market value of the goods 
during the time of the delay in furnishing cars is a proper 
element of damage. See Hines vs. Mason, 221 S. W. 861; 
Ritchey, etc., Co. vs. N. P., 110 Minn. 347, 125 N. W. 897; Cronan 
vs. St. Louis, ete., R. Co., 130 S. W. 487. 

Routing—Consignee Bound by Shipper’s Routing 

Colorado—Question: We routed a carload by a proper route, 
the shipper entirely disregarded our instructions and placed an 
erroneous routing on the bill of lading, causing a much higher 
rate. 

Is the railroad under any legal or moral obligation to en- 
deavor to make collection from the shippers on this additional 
freight charge? 

Answer: It is the duty of a carrier to observe the routing 
instructions of the shipper and where the shipment moves in 
accordance with the shipper’s routing instructions the lawful 
charge, and the only rate which may be applied on the ship- 
ment, is the tariff rate via the route over which the shipment 
moves. No carrier can lawfully refund any part of the lawful 
charge except under authority so to do from the Commission 
or from a court of competent jurisdiction. There is no obliga- 
tion, however, at law, which would support a finding that a car- 
rier must refund the difference between the rate via the routs 
furnished the shipper by the consignee and the rate via the 
route directed by the shipper. Your remedy, if you have one, 
lies in an action against the shipper. 

Limitation of Liability by Steamship Company 

California.—Question: We are experiencing considerable 
difficulty in getting claims paid of a concealed loss and damage 
nature and of the entire loss covering movement of affreight- 
ment which were handled by ships operated by the United States 
Shipping Board. 

Do you know of any decisions being rendered involving the 
$100 valuation clause in bill of lading or where clear receipt 
has been given to ship owners? 

At the present time the United States Shipping Board re- 
fuses to acknowledge liability in excess of $100 or to have-any; 
thing to do with loss and damage claims where a drayman gave 
clear receipt. Any advice or legal decisions covering these points 
will be appreciated. 

Answer: In the case of Frederick Leyland & Co., Ltd., vs. 
Hornblower, 256 Fed. 289, it is held that it is competent for a 
steamship company, as a carrier of goods, to limit its liability 

to a certain amount in case of loss or damage, even as against 
its own negligence, where the valuation is the basis on which 
freight is charged, and this fact was fully known to the shipper; 
and that the provision in a bill of lading limiting liability of the 
carrier to a certain amount raises the presumption that the 
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shipment was made upon a declared valuation and that oppor- 
tunity was afforded of shipping at a higher valuation by payment 
of a higher rate. See also Hohl vs. Norddeutscher Lloyd, 175 
Fed. 544, and Calderon vs. Atlas Steamship Co., 170 U. S. 272. 


Recovery of damages of a concealed loss and damage nature 
may be had if proper proof of the negligence of the carrier is 
made. The fact that the drayman gave the steamship company 
a clear receipt is not- conclusive proof that the damage did not 
result from the negligence of the steamship company. It may 
be shown by proper evidence that notwithstanding the clear 
receipt the damage occurred prior to the delivery of the ship- 
ment to the drayman. See Hirsch vs. Hudson R. Line, 57 N. Y. 
S. 272; Oppenheim et al. vs. Maine Steamship Co., 127 N. Y. S. 
463. 

Refund of Tax on Freight Charges 


Canada.—Question: In our claim against carriers covering 
shortage of 68,100 pounds of coal from a point in Illinois, we 
included an item representing internal revenue tax on the 
amount of freight charges paid on the 68,100 pounds. Claim was 
paid in full, with the exception of said tax, and carriers referred 
us to section 1316, of the revenue act of 1921, which reads as 
follows: 


All claims for the refunding or crediting of any internal 
revenue tax alleged to have been erroneously or illegally assessed 
or collected or of any penalty alleged to have been collected with- 
out authority, of any sum alleged to have been excessive or in 
any manner wrongfully collected, must be presented to the Com- 
missioner of Internal Revenue within four years next after pay- 
ment of such tax, penalty or sum. 


This matter was referred to the Treasury Department, Wash- 
ington, which replied as follows: 


In case of settlement of loss or damage claims by carriers, it 
is considered that any amounts paid the claimants in adjustment 
of such claims are in settlement of damages and not a refund of 
transportation charges, as such, and the tax collected on any 
such charge is not considered properly refundable as tax. In 
other words, neither the carrier nor this office is authorized to 
refund taxes collected on amounts paid for transportation in 
eases of this nature. A claim against a carrier for non-delivery 
of property in whole or in part is an amount due for breach 
of contract, which does not affect the application of the tax 
imposed under section 500 of the Revenus Act of 1918. 


It is our understanding that carriers can collect freight 
charges only on the actual weight delivered at destination, and 
if there is a discrepancy between shipping point weights and 
destination weights, an adjustment must be made. Freight 
charges shown on our invoice, therefore, actually represent an 
overcharge and as such we believe we are entitled to refund of 
the aforementioned tax. 


Answer: If, as we understand, the amount of the claim 
represents the liability of the carrier for loss in transit as dis- 
tinguished from an error in the billed weight of the shipment 
or shipments, under the general rule that the value at destina- 
tion less the unpaid freight charges, or without reference to 
freight charges, if paid, is the basis of recovery, there should 
be no refund of the tax. If, on the other hand, it is an error 
in weight on which freight charges are assessed, the tax applies 
only on the corrected weight and refund of the difference be- 
tween the billed weight and the correct weight should be made. 

Application of Rule 34 of Consolidated Classification 


New York.—Question: A class and commodity tariff, which 
carries the following clause on its title page: 


Governed, except as otherwise provided herein, by Official 
Classification No. 46 **** supplements thereto and reissues thereof. 


contains a specific commodity rate subject to a minimum weight 
of 20,000 pounds on an article which is subject to rule 34 in the 
classification. Is the minimum applicable to the specific com- 
modity rate subject to rule 34 in view of the fact that the entire 
tariff is governed by the Official Classification (except as noted 
in tariff), or will the minimum be 20,000 pounds regardless of 
the size of car used? 


The rate which I have in mind is issued in an agency tariff 
account two initial lines, and both of the initial lines have ad- 
vised me that the specific commodity item is not subject to 
rule 34 of the classification, and that a minimum weight of 20,000 
pounds will govern irrespective of the size of car used. I am 
not, however, entirely satisfied with the ruling of the carriers 
and I would like to have your opinion. This does not necessarily 
mean ,that I believe rule 34 applies, but if the tariff and classifi- 
cation are to be literally interpreted it appears that this will be 
the case. 


Answer: Rule 34 of Consolidated Freight Classification No. 
2 is, in our opinion, limited in its application to articles rated 
in the classification which make specific reference to the rule. 
The opening sentence in section 1 of the rule leads in part as 
follows: ‘When articles subject to the provisions of this rule 
are loaded in or on cars 36 feet 6 inches or less in length,” etc., 
while throughout the classification reference to this rule is made 
in the following manner, “Subject to rule 34.” See Riverside 
Mills vs. Ga. R. R., 26 I. C. C. 307, and Lalance & Grosjean Mfg. 
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Co. vs. Long Island R. R., 39 I. C. C. 687, which decisions seem 
to confirm our understanding. 


Refund of Express Charges 


Maine.—Question: Kindly advise if the consignor of a ship- 
ment of fish by express, which was refused by consignee on 
account of condition upon arrival at destination, is liable for the 
express charges, the fish being worthless. 

Answer: The consignor, as the party who made the con- 
tract of shipment with the carrier, is primarily liable for the 
express charges. 

If there was no negligence on the part of the carrier in 
transporting the fish, the consignor can be required to pay the 
charges. If, however, the negligence of the carrier caused the 
loss thereof, under what we understand to be the practice of 
the express company, the express charges, in addition to the 
declared value, should be refunded. 


Revealing Information by Carrier Covering Transactions of 
Shippers 

Virginia—Question: Please advise whether or not there is 
an Interstate Commerce Commission ruling and the penalty in 
a case where John Doe ships a car of lumber to Richard Doe 
from A to B, and requests the agent at B, in preparing the 
freight notice, to leave off the shipper’s name, which is John 
Doe. Should these instructions be complied with or not, and 
what is the penalty for failure to comply with the shipper’s 
instructions? 

Answer: In the case “In the Matter of Freight Bills,” 29 
I. C. C. 498, the Interstate Commerce Commission put its ap- 
proval on the form of the freight bill now in use, which form 
provides for showing the full name of the shipper. While there 
seems to be no obvious duty on the part of the carrier to give 
this information to the consignee and the carrier’s notification 
rules do not provide that the shipper’s name will be shown, 
there is no privacy of relations between the consignor and con- 
signee, of which we are aware, with which the carrier could 
interfere by revealing the name of the consignor, which is 
within the prohibition of section 15 of the act, except in the case 
of reconsigned shipments. There is no legal duty on the carrier 
to respect the wishes of the consignor or to protect his relations 
with some third party by withholding this information from 
the consignee, even if it agreed to do so, such agreements not 
being supported by a valid consideration and consequently not 
binding. 

On the other hand, if the consignee should demand and the 
carrier refuse to disclose the name of the consignor, the carrier 
might be subject to the charge of unjust discrimination in view 
of its general practice of showing this information in either 
notice or freight bill, or both, and, furthermore, the consignee 
might properly refuse to accept the shipment where the name 
of the consignor was necessary to its identification or for other 
purposes. 


Deduction for Shrinkage of Grain in Adjustment of Claims for 
Loss 


Louisiana.—Question: Referring to your answer to “Ohio” 
on page 1182 of The Traffic World for May 27: The one-eighth 
of one per cent for natural shrinkage applies on the shipping 
weight of wheat, rye, oats and other small grains. On corn, one- 
fourth of one per cent allowance should be made for natural 
shrinkage. For tariff reference refer to W. J. Kelly’s issue No. 
1-J, I. C. C. 1426, Southwestern Lines Classification Exception 
and Rules Circular. 

You no doubt have access to all other issues and I am quite 
sure the above will apply on the case in question, and, these 
being legal tariffs, the allowance must be observed by the claim- 
ants. 

Answer: In A. B. Crouchv Grain Co. vs. A. T. & S. F,, 41 
I. C. C. 717 the Commission refers to statutory provisions of 
two of the states which provide for an allowance for shrinkage, 
but concludes by saying: ‘While the carriers’ liability for losses 
must be determined, not by the Commission, but by the courts, 
yet to insure uniformity and to avoid unjust discrimination rules 
or practices of the kind here under discussion should be shown 
in the tariffs lawfully filed by carriers engaged in interstate 
transportation.” 

Therefore, the provisions for shrinkage allowance published 
in tariffs on file with the Interstate Commerce Commission ap- 
parently govern interstate shipments. 


Conversion—Burden on Carrier to Show Delivery to True Owner 


Massachusetts.—Question: A sells to B a second-hand ma- 
chine with no written contract. Later O orders from C certain 
parts to be shipped to B. C refuses to ship unless parts are 
paid for. A pays for and directs shipment to be forwarded to 
B on order-notify bill of lading, sight draft attached. C so for- 
wards, but, through error, the transportation company delivers 
shipment to B without taking up the original order-notify bill 
of lading. A enters claim against transportation company, who 
deny liability on the grounds that B claims A agreed, at the 
time of the sale of the original second-hand machine, to furnish 
the parts which A ordered from C. The transportation company 
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admit the facts, but because of the question of whether or not 
A was damaged has invited suit on A’s claim. 

If A files suit (there being no documentary evidence to prove 
A’s contention that these goods were to be paid for by B) can 
the transportation company require A to show whether or not 
he was damaged, notwithstanding the fact that the transporta- 
tion company converted the property? 

Answer: As we understand your question, the. refusal of 
the carrier to pay your claim is based on B’s contention that the 
parts shipped by C were included in the original order on the 
second-hand machine and included in the price thereof, and that 
therefore in delivering the goods to B without the surrender 
of the order-notify bill of lading the carrier was, in fact, de- 
livering the goods to the true owner thereof. 

While we do not locate a case exactly in point, the prin- 
ciples set forth in the decision of the court in Wolfe vs. Mo. 
Pac., 11 S. W. 49 (Mo.), in our opinion, should govern the ques- 
tion of whether or not you must show that the delivery to B 
resulted in injury to you. On page 51 of the above referred to 
decision, the court said: 


Defendant concedes its duty to carry and deliver the wire to 
Pope’s Switch; but claims that on the undisputed facts Fuchs 
was the true owner, and that its delivery to him was therefore 
lawful. Undoubtedly a carrier in some circumstances may deliver 
goods to the true owner, instead of to him who gave them into 
its charge for carriage. The contract (subject to certain excep- 
tions not in consideration here) is to carry and deliver, (according 
to shipper’s orders), or to account for the goods. It would be 
a lawful accounting to show that they had been delivered to 
the real owner upon his demand. This principle is now so well 
established in the law that the mere statement of it will suffice 
for the purpose of this case. The Idaho, 93 U. S. 579; Transp. Co. 
vs Barber, 56 N.Y. 544. But to justify a delivery to the true 
owner contrary to or without orders of the shipper the carrier 
assumes the burden of proving the ownership at the time of such 
delivery. Among other things it must establish the immediate 
right of possession in the person to whom such delivery is made. 
(See also Abasi Bros. vs L. & N. R. Co., 76 S. 665). 


Damage—Measure of Where Shipper Unable to Obtain for Un- 
reasonable Time, Information as to Movement of Shipment 

Minnesota.—Question: A carload shipment from Minnesota 
to New York moving when service was exceedingly irregular 
and being unable to obtain any definite record of movement 
until sixty days after shipment, when we were advised by an 
intermediate line that same was totally destroyed, compelling 
us to go into the market on that date and buy grain to satisfy 
our original contract with the buyer, which was sold on a de- 
livered basis. 


Reasonable time constitutes two weeks and not more than 
thirty days to destination. What is the measure of the carrier’s 
liability? The common law liability of destination value at the 
time it should have arrived, allowing thirty days as reasonable 
service, is consideraby less than the market value at the time 
we were advised of carrier’s inability to deliver. Could we 
set up a case of conversion and recover the market value at 
the time we were advised of the conversion by the carrier, or, 
in your opinion, just what is the method of arriving at the loss 
in this particular case? 

We have a bill of lading law which requires the carrier to 
issue a bill of lading and makes the carrier liable for “full 
actual loss” and the common law liability running where there 
is no specific statute to the contrary, it seems to me that there 
is a serious question but what the carrier is liable for the full 
actual loss. Of course, the method of arriving at this loss is 
controlling, but in case of non-delivery by the carrier or con- 
version where the shipper, by reason of his contract, is required 
to replace, the full actual loss is beyond question of doubt the 
difference between the original cost and that which he must 
pay to fulfill the obligations of that contract. 


Answer: It is held in a number of cases that the loss of 
goods intrusted to a carrier for transportation, even though 
the loss is the result of its negligence, does not amount to a 
conversion of the goods, and the remedy for non-delivery in 
these circumstances is not by action for conversion but for 
breach of the duty to transport and deliver. : 


We are unable to locate a decision which passes upon facts 
Similar to those set forth in your question, but the general rule 
is that the carrier is liable for all damages proximately result- 
Ing from the carrier’s breach of duty or due to its negligence. 
It would therefore seem reasonable and just that a shipper who 
has used due diligence is not able to secure information as to 
the movement of his shipment within a reasonable time, should 
be permitted to recover what he has lost by the owner’s negli- 
sence, particularly when taking into account the rule of law 
that the owner of goods which are delayed in transit must ac- 
cept such goods regardless of the length of the delay. 
Weighing-and-Reweighing—Estimated Weights Under 

Agreement vs. Destination Scale Weights 

Oklahoma.—Question: Shipment of soap, carload, originated 
at “A,” Ohio, destined to “B,” Oklahoma. The shipper at “A,” 
Ohio, was in a weight agreement with the Central Inspection 
and Weighing Bureau, and inserted a weight of 53,025 pounds 
i the bill of lading. Upon arrival of the car at “B,” Oklahoma, 
lt was weighed over track scales and found to weigh 52,200 


Weight 
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pounds, or 825 pounds less than the weight inserted in the bill 
of lading by the shipper. Charges were assessed at the weight 
inserted by the shipper, namely, 53,025 pounds, and upon pres- 
entation of the claim to the deliverying carrier, they decline 
payment based upon the weight of 52,200 obtained at “B,”’ Okla- 
homa. Can the carrier be made to assess charges upon the 
weight obtained at “B,”’ Oklahoma, and, if not, why? 

Answer: In the case, “In Reweighing of Freight by Car- 
rier,” 28 I. C. C. 7, the Commission ‘holds: 


_ The shipper should be required to pay upon the actual 
weight. To assess freight charges upon any other than the actual 
weight is to impose a rate either too high or too low, and to 
discriminate between different shippers. A carrier may not pro- 
vide that the weight of a particular scale shall govern, whether 
that scale be accurate or inaccurate, for the question is always, 
“What is the actual weight of shipment within reasonable limits? 
* * * .” Neither is it proper to provide that weights at either 
the point of origin or the point of destination shall govern, un- 
less those weights are correctly taken; that is, such a tariff 
Would be unreasonable unless the shipper was permitted to show 
by reweighing or by other means that the weights at the point 
or origin were inaccurate. 


While the carriers operate weight agreements with shippers 
on commodities packed in standard containers so that it is very 
practical and reasonably accurate to use the average weight of 
the packages in arriving at a basis of weights which will be 
used for billing and assessing freight charges, and which basis, 
if uncontroverted by errors or fraud revealed when the inspector 
checks the billed weights against shippers’ invoices, will , ordi- 
narily not be changed by the carrier, the consignee has the right 
under the National Code of Weighing and Reweighing Rules 
to require the carrier to reweigh the car. In your case, this 
was done. 

Section B of the Weighing Code entitled “When Cars May 
Be Reweighed” provides that carload freight may be reweighed 
for the purpose of testing the accuracy of previous weighings. 

Section A thereof, under “Weights to Govern,” provides 
that where carload freight, the weight of which is not subject 
to change from its inherent nature, is check-weighed or re- 
weighed en route, or at destination, no change will be made in 
the billed weight except as provided in section B, which reads: 


_ If the difference between the original net weight, and the 
weight obtained by reweighing does not exceed the tolerance pro- 
vided in this rule, the first weight will not be changed. If such 
difference exceeds the tolerance, the car should be weighed a 
third time if practicable.. If the third weighing confirms the 
original weight within the tolerance, no change shall be made. 
Where the original weight can not be applied as above, the lower 
of the second or third weights shall be used where the difference 
between the second and third weight does not exceed the tolerance. 

It will be noted in your case there was no third weight 
obtained on the car for comparison with the first and second 
weights. Consequently, you are without proof as to which is 
the correct weight. Both the agreement and the scale weights 
are authoritative. Either may be correct, but neither can prove 
the other erroneous. The shipper, however, always has the right 
to a sufficient number of reweighings to establish beyond a 
reasonable doubt the proper weight on which to assess charges 
and should avail himself of that right before unloading and 
thereby jeopardizing his chances for correction. 


NEW YORK POTATO EMBARGO 


The Trafic World Washington Bureau 


The question of whether an embargo on potatoes at New 
York piers of the Pennsylvania, early in June, would have been 
justified, has been disposed of by Division 5, in a letter written by 
Commissioner Aitchison to J. L. Eysmans, traffic manager of the 
Pennsylvania at Philadelphia, and Clark & LaRoe, attorneys for 
the Port Authority of New York, as follows: 


With reference to the subject of the informal conference 
held in my office with members of Division 5 of this Commission, 
Monday, June 5, 1922, I am authorized by the Division to say 
that it deems it appropriate to call to the attention of the inter- 
ested parties so much of the report of the Director of the Bureau 
of Service of the Commission, Mr. John C. Roth, as follows: 


Pursuant to your instructions I investigated the matter of the 
embargo upon potatoes for delivery to piers, New York City, placed 
by the Pennsylvania Railroad. I find that the congestion of per- 
ishable freight has not been of sufficient extent or duration to 
warrant an embargo; that there is no congestion what- 
ever at present; that the Pennsylvania Railroad pier fa- 
cilities at New York where perishable freight is handled are in- 
adequate to handle the arrivals during a 48-hour period in one 
day, but are adequate to care for each day’s arrivals currently, 
and that the receivers of perishable freight in New York can 
overcome much of the congestion and delay by removing all of their 
freight from the piers during the first 24 hours after arrival. I 
recommend that the Pennsylvania company be notified that there 
is no evidence of an accumulation of potatoes in New York City 
which warrants the levy of an embargo. 


NORFOLK SOUTHERN EQUIPMENT NOTES 


The Norfolk Southern has applied to the Commission for 
authority to issue $375,000 of 6 per cent equipment trust or con- 
ditional sales agreement notes, to be issued under a contract 
for the purchase of 397 reconstructed and rebuilt freight cars. 
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NEW SUBSIDY BILL REPORTED 


The Trafic World Washington Bureau 


The House committee on merchant marine, the afternoon 
of June 16, favorably reported to the House the ship subsidy 
bill, as drafted by the subcommittee, with the exception that 
the provision relating to the percentage of ship crews required 
to be American citizens was modified so that at the end of 
three years the percentage must be 66% instead of 50. The 
plan is to bring the bill up the latter part of next week or the 
first part of the following week. 

The committee voted down an amendment offered by Rep- 
resentative Bankhead providing that no part of the subsidy fund 
should be available for ships on which liquor is sold. If the 
bill is endangered by the liquor question, the Republican lead- 
ers propose to introduce a separate measure designed to pro- 
hibit liquor sales on both American and foreign ships entering 
American ports. 


LIQUOR SALE MAY DELAY SUBSIDY 


The Trafic World Washington Bureau 





A new snag, which may mean the postponement of consid- 
eration of the ship subsidy bill until the next session of Con- 
gress, has loomed in the heated controversy over the sale of 
liquor on American ships, precipitated by a letter sent by 
Adolphus Busch III to President Harding, this week, and widely 
circulated through the press. 

Proponents of the subsidy legislation fear that to press the 
matter at the present time, without first clearing up the ques- 
tion of liquor sales on Shipping Board vessels, will result in 
its defeat. Rather than risk the loss of prestige that would 
mean to the administration, it has been suggested, it would 
be wiser to hold the measure over until fall, in the hope that 
developments in the interim will dispose of the troublesome 
question. Representative Bankhead of Alabama offered an 
amendment to the bill forbidding the carriage and sale of liquor 
on American vessels, but the frequently expressed belief of 
Chairman Lasker of the Shipping Board that to ban the sale 
of liquor would be tantamount to tying the vessels up at the 
docks, makes the rejection of such an amendment probable. 

Mr. Busch’s letter was inspired by a letter from August A. 
Busch to his asociates, written while a passenger on the “George 
Washington.” Adolphus Busch complained of the practice 
which he said made the United States the “biggest bootlegger 
in the world.” The two letters, together with a newspaper 
editorial favoring the sale of liquor on American vessels, in- 
spired, Busch charged, by a visit of Chairman Lasker to the 
office of the editor of the paper in which it appeared, were 
published in pamphlet form. 

Chairman Lasker, in reply, said the sale of liquor had been 
declared lawful by the board’s counsel, and that it was neces- 
sary to the life of the American merchant marine. 

“I do not believe I speak inadvisedly when I state that, so 
long as foreign ships can enter America serving liquor, the 
lack of that privilege might be the very determining factor in 
the life or death of the American merchant marine,” he said. 
“So long as foreign ships are allowed the privilege of entering 
and departing from American ports serving liquor, that same 
privilege must be allowed our merchant ships.” 

Mr. Schlesinger, the board’s general counsel, in his legal 
opinion, cited numerous court decisions to sustain his inter- 
pretation that neither the eighteenth amendment nor the Vol- 
stead act apply to American ships outside the three-mile limit. 
He said in Scharrenberg vs. Dollar Steamship Co., 245 U. S. 122, 
the United States Supreme Court held that an American ship 
engaged in foreign commerce was not a part of the territory 
of the United States in ithe sense that seamen employed on it, 
while in American ports or on voyages, can be said to be per- 
forming labor in the United States. 

A letter sent by President Harding to Chairman Campbell 
of the House rules committee under date of May 26, saying 
that if the ship subsidy bill was not passed at the present ses- 
sion the President would feel obligated to call a special session 
for consideration of the measure, was made public June 13. 
It follows: 


I understand that in a very short time the merchant marine bill 

is to be favorably reported to the House. I am writing to express the 
hope that your committee on rules will report whatever provision is 
necessary for its early and final consideration. I cannot convey to 
you how very earnestly I feel the necessity of passing this act. So 
much is involved and such a difficult and discouraging situation will 
follow if Congress fails to sanction the merchant marine bill that I 
should feel myself obligated to call Congress immediately in extraor- 
dinary session to especially consider it if it went over through any 
neglect or delay beyond the present term. 
7 I should be more than glad to codperate in any way that I can in 
impressing the House with the urgent necessity of the favorable 
consideration of this bill. I am writing an expression of my earnest- 
ness to you at this time because I understand it is within the province 
of the rules committee to report a provision under which there may 
be secured early, and I hope, favorable consideration. 


It was said at the White House June 13 that the President 
felt that no greater disappointment could come to him than 
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failure of Congress to pass the subsidy bill at the present ses- 
sion. It was said that if the bill were put over until the short 
session, it could not be handled then. Therefore, it was said, 
the President had sent the message to Chairman Campbell to 
emphasize the necessity for action at this session. The Presi- 
dent, it was said, desired it known that he meant what he said 
with reference to Congress acting on the bill at this session. 
Some members of Congress, it was said, seemed to have an 
idea that the President did not mean what he said. 

Representative Mondell, Republican House leader, in dis- 
cussion in the House this week on the Administration program 
for a ship subsidy law, declared that the Democrats should as- 
sist the Republicans in solving the problem resulting from the 
building of $3,500,000,000 of ships in the war period instead of 
charging the Republicans proposed to “give great privileges to 
private individuals.” 

“Do I understand the gentleman, then, to take the position 
that the shipping bill proposed by the President is only neces- 
sary because of the fact that during the war we built ships?” 
asked Representative Garrett of Tennessee. 

“That is what makes it necessary at this time,” replied Mr. 
Mondell. “We have a great fleet which cost a vast sum of money, 
and something must be done with it. That is the real problem 
before us. What are we going to do about it? Are we to allow 
the fleet to rot, to have American shipping driven from the seas? 
Shall the entire $3,500,000,000 be a total loss and receive no per- 
manent benefit from it?” 

“Then if we did not have the ships the gentleman’s position 
would be different?” asked Mr. Garrett. 

“At least a very different situation would be presented to 
us,” said Mr. Mondell. ‘We have the ships. It is a condition, 
not a theory that confronts us. What are we going to do with 
them ?” 


Senator Pomerene, of Ohio, and Senator Underwood, of Ala- 
bama, in statements made to Malcolm Stewart, of Cincinnati, 
chairman of the Middle West Merchant Marine Committee, have 
declared themselves in favor of government assistance for the 
American merchant marine, according to a statement issued by 
the National Merchant Marine Association. The association says 
the ship subsidy bill is expected to reach the House for consid- 
eration about June 20. Continuing, it says: 


In the face of the steadily growing sentiment through the country 
in favor of legislative aid for American shipping, reports continue of 
efforts being made in Congress to organize opposition to the bill. 
Those elements in the House which have sought to line up Republicans 
against the measure, on the ground that the Middle West is opposed 
to establishing an American merchant marine, are now reported to be 
taking a poll of members, with a view to securing enough support ta 
enable them to block consideration of the bill. One result of this, 
however, has been that several members from the Middle West have 
voluntarily gone to members of the merchant marine committee with 
the assurance that they will support the bill. The results of the poll 
are proving disconcerting in other ways to its takers. A canvass of 
the Illinois delegation, for instance, has shown that at least eighteen 
of the twenty-three Republican members from that state are for the 
bill, and it is believed that when the bill is reported out in its revised 
form, its supporters will be increased. 

There is every indication that President Harding’s determination 
that an American merchant marine must be established has been in- 
tensified by the developments in Congress, and it is now said that if 
Congress adjourns without acting on the bill, the President will call 
an extra session. It may be said that he regards legislation to aid 
shipping as a pre-election pledge to the country, which the Republi- 
can party must keep, and that he is determined to use every effort 
in his power to have this accomplished. 


SECTION 23 OF JONES ACT 


The Trafic World Washington Bureau 


Announcement was made this week by the Shipping Board 
that an agreement had been reached between the board and 
the Treasury Department relative to the application of section 
23 ef the Jones merchant marine act which gives certain tax 
exemptions to encourage the building of ships in American 
shipyards. 

Section 23 provides that the owner of any American vessel 
operated in foreign trade, in accounting to the Treasury De- 
partment for the war-profits and excess-profits taxes imposed 
by the revenue act of 1918, shall be entitled to an exemption 
from such taxes, provided he puts the amount thus waived by 
the government into the construction of a new vessel in an 
American shipyard, the cost of which must be three times the 
amount of the taxes, the remaining two-thirds being furnished 
by him from his own capital. The owner must have in fact 
invested the amount in the actual construction of a vessel during 
the taxable year; or, if it is his definite intention to construct 
a new vessel, but it has not been feasible to do so, he is per- 
mitted to set aside the amount in a trust fund to be applied 
to such new construction, within a reasonable time. 

A second provision of the act, however, applies not to net 
earnings, but to proceeds of sale. Under this clause, it is pro- 
vided that any citizen who sells an American vessel which was 
built prior to January 1, 1914, shall be exempt from all income 
taxes that would be payable upon any of the proceeds of such 
sale under the revenue act of 1918, provided such proceeds are 
invested in new ship construction or set aside in a trust fund 
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for that purpose in a manner similar to the provisions applicable 
to the tax on net earnings, as set forth above. 

The board said the provision that net earnings in relation 
to which the tax is waived must be net earnings from a vessel 
“operated in foreign trade” did not mean that the vessel must 
have been exclusively operated in that trade, but that the pro- 
visions of the act applied only to that part of the earnings 
which accrue from the transportation of goods in foreign com- 
merce. The provisions of the act are to be applied for ten 
taxable years from June 5, 1920. The board said this brought 
within the operation of the act the period between June, 1919, 
and June, 1920, “which was a very lucrative period for shipping, 
with the result that some owners have funds with reference 


to which they are claiming exemptions aggregating as much as 
$3,000,000.” 


In conclusion, the board said: 


Thus far the Shipping Board has had inquiries from twenty- 
five to thirty owners indicating that they will claim these benefits. 
This does not accurately indicate the number wiio may yet claim 
exemptions under the act, because the Treasury and the Shipping 
Roard, inasmuch as rules and regulations have not heretofore 
existed for the guidance of ship owners in making claims, have 
agreed that any owner who may make application for exemp- 
tion, although the application may relate to taxes which accrued 
against them in previous taxable years, may be entitled to have 
their applications considered. 

Although Congress intended the policy to continue for ten 
taxable years “beginning with the first taxable yvear ending 
after the enactment of this Act,” the policy cannot be applied 
continuously through the period mentioned unless new legisla- 
tion makes it applicable to taxes imposed by the revenue acts 
subsequent to the Act of 1918, for the terms of the section ex- 
pressly limit it to taxes imposed by the Revenue Act of 1918. 
Although these taxes in substance are re-enacted and re-imposed by 
the Revenue Act of 1920, the Treasury applies the technical con- 
struction that the act of ‘1920” is not the act of ‘1918 and 
does not come within the terms of the section, and therefore the 
taxes imposed by that act are not waived. The Shipping Board 
has secured the introduction of a bill in Congress which, if it 
becomes law, will correct this defect, and all income and profit 
taxes on such net earnings or proceds of sale will be subject 
to the provisions of the act. 

The public policy on which Section 23 of the merchant marine 
act, 1920, is based, has become more important since the adoption 
of a “naval holiday” by the United States, as a result of the 
Limitation of Armaments Conference. The new international 
policy which has been adopted means the loss to American ship- 
yards of many government contracts through the next ten years, 
for the construction of naval vessels which would otherwise 
have been built. It is imperative that everything possible be 
done to maintain American shipyards through that period, and 
pe Se and develop workmen skilled in tne construction 
of vessels. 


SUBSIDY AND BOARD CONDEMNED 


The report of the executive council of the American Fed- 
eration of Labor, submitted at the forty-second annual conven- 
tion at Cincinnati this week, branded the “Esch-Cummins law” 
as a failure, urged abolition of the Railroad Labor Board, and 
attacked the ship subsidy program of the Harding administra- 
tion. On the ship subsidy question, the council said: 


_. It has been the general opinion that the idea of a ship sub- 
sidy would never again be broached in Congress. But this belief 
was based on the contention that there never would he such a 
congress as is now in session. Furthermore, never before have 
the same tactics been applied. 

Thirteen years ago when the last effort was made to foist 
such a scheme upon the country a great majority of the news- 
papers were opposed to it. Those who favor a ship subsidy now 
have seen to it that no such condition shall interfere with the 
present bill. Therefore, they had the head of the biggest adver- 
tising agency in the United States placed at the head of the 
Shipping Board. Through this advertising agency the chairman 
of the Shipping Board has free entry into every newspaper of 
the country. 

It has proved a most remarkable combination and the ship 
subsidy bill is now for sale to the people of the United States. 
Its glories are set forth in most brilliant language. Mr. A. D. 
Lasker, chairman of the Shipping Board, who was selected to 
make the sale, is conducting a widespread campaign to secure 
the legislation. 

No sooner had the bill (S. 3217) been introduced into Con- 
gress on February 23, than the seamen discovered the menace 
to them in its provisions. It would repeal that section of the 
seaman’s act, which guaranteed the right of seaman to leave ship 
in safe harbor. It also provides for a merchant marine naval 
reserve, which the seamen denounced as a proposed strike-break- 
ing agency. As a bait for the seamen to become members of this 
merchant marine naval reserve they are to be given a retainer 
of a month’s wages. So many protests about these two clauses 
were made that Chairman Lasker promised to eliminate them. He 
contended, however, that if this were done the seamen should 
Support the bill. This, however, they refused to do. 

Two conferences were held between representatives of the 
A. F. of L. and Chairman Lasker, during which the latter sub- 
mitted the same plan to secure the cooperation of labor in support 
of the bill. 

Chairman Lasker also used another argument to secure the 
Support of labor. This was that as soon as the ship subsidy 
bill should have been passed, thousands of men now idle in the 
ship yards would be given employment. At the same time, he 
Said that the ships owned by the Shipping Board were “junk” 
and ought to be sunk in the sea. 

_ There are a nuniber of other dangerous provisions in the bill 
which affect every taxpayer in the United States. It is proposed 
to sell to private shipowners ships that cost from $200 to $250 
a ton to build for anything that can be obtained. These vessels 


May be sold for $20 a ton or less. The purchasers can then bor- 
row from the Shipping Board two-thirds of the purchase prices 
and sufficient to ammortize them at 2 per cent interest, all to be 
During this period the purchasers 
They will depreciate as much as 75 per 


Payable within fifteen years. 
can operate the vessel. 
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cent. At the end of fifteen years purchasers can tie them up at 
some dock and say to the Shipping Board: “You can keep them 
for what we owe you.” 

The executive council desires to call attention of the conven- 
tion to the proceedings of the 1899 convention of the A. F. of L., 
which by a practically unanimous vote condemned ship subsidies. 
Only one vote was cast in favor of the ship subsidy. This result 
came after a most persistent agitation by a lobby well-condi- 
tioned with arguments and funds which were used in an endeavor 
to secure the approval of the measure. 


“Despite all predictions to the contrary,” the council said, 
discussing the transportation act, “this law has proven a failure 
and has been the cause of more unrest, disturbance and dissat- 
isfaction than have ever been experienced by either railroad 
workers or the users of our transportation system. 

“This fact is recognized alike by the railroad owners, man- 
agers, and security holders who constantly find cause for com- 
plaint. Of course, the grievances of the railroads are centered 
solely on the effort to maintain high transportation charges, to 
reduce the wages of the railroad workers and to use our rail- 
road system as a means of exploitation of dividends and profits.” 

The charges of Mr. Lauck that the railroads are dominated 
by a group of New York banks are reproduced in the report, 
and reference also was made to the railroad contracts for work 
in outside shops. 


As to the Railroad Labor Board, the council said: 


A review of the decisions of the Railroad Labor Board for the 
past year confirms the conviction expressed a year ago that its 
operation shows nothing of a constructive statesmanship and that 
its decisions are not in the direction of justice, uniformity and 
economy. However we may characterize the decisions, the im- 
portant fact emphasized is that the decisions of the Railroad 
Labor Board have given satisfaction neither to the workers nor 
to management and have tended toward a more general demorali- 
zation of the morale of the mechanical forces upon whom the 
successful operation of the railroads depend. Indeed, it is in- 
conceivable that there could be designed a court or tribunal 
which would bring to all concerned that same degree of satis- 
faction that arises out of collective agreements, mutually en- 
tered into. The Esch-Cummins law, through the Railroad Labor 
Board, has practically destroyed the conception of voluntary 
agreements between employers and workers and the subject of 
compensation for services rendered has become a constant source 
of litigation and irritation. 

How to meet this vicious circle of control and how to estab- 
lish the principles of democracy in the labor relationship on our 
transportation systems is the direct problem of the railrodd 
workers. Indirectly the solution of this problem affects every 
other group of workers. The mine workers are now engaged in 
a death struggle against this same powerful combine and the 
weapon used by those workers is the economic power with which 
they are endowed, their freedom to cease mining coal and thereby 
to compel these financial interests to deal fairly with them. 
Under the Esch-Cummins law it is intended to deny the railroad 
workers this natural and economic power with which nature 
has endowed them and by arbitrary legislation to enslave them 
to the properties of the railroads as effectively as were the 
workers enslaved to the land under the old feudal system. 

It is of immediate importance that the rights of the railroad 
workers to cease work whenever the pressure becomes too great 
and whenever they deem themselves justified in so doing, must be 
fully protected. It is well enough to urge the need of continued 
transportation facilities in the interests of the general public but it 
can not be in the interest of the general public to continue fur- 
ther and further the enslavement of free workers under the 
devious methods employed by the railroads, to earn dividends 
and profits for a few at the sacrifice of the very existence of the 
railroad workers. 


REVISED SHIP SUBSIDY BILL 


The Trafic World Washington Bureau 


A statement, outlining the changes made in the subsidy bill 
by the subcommittee which redrafted it, was issued, late June 
13, by Representative Edmonds, of Pennsylvania, member of the 
House committee on merchant marine and fisheries. The re- 
vised bill was introduced in the House, June 14, and the House 
committee took it up June 15. The program of the Republican 
leaders called for the bill being reported to the House late in 
the week or early in the week of June 19. 


An eleventh-hour change resulted in the bill containing a 
revised draft of the immigration section giving American ves- 
sels a share of the immigrant traffic. It had been decided earlier 
to draft a separate measure to cover that phase of indirect aid. 


Section 28 of the Jones’ act would be mecdified by the revised 
bill to permit the I. C. C. and the Shipping Board to suspend 
the section as to any port if it should be held to be injurious 
if applied thereto. 


Representative Davis, of Tennessee, made an attack on the 
bill in the House. He said: 


If the pending bill becomes a law and the different provisions are 
put into effect, it is a conservative estimate to state that it will cost 
the American people $75,000,000 per year, not taking into consideration 
the indirect aids to the shipping interests which are not susceptible 
of calculation. And yet the shipping interests are not satisfied and say 
that these subsidies are not large enough and will have to be either 
increased now or later in order for them to be able to successfully 
compete with foreign ships. Some of them say the subsidies should 
be doubled, and one leading ship operator stated that they should be 
at least trebled. Some of them stated that the contract periods should 
be increased to fifteen years and some to twenty years. One ship 
operator stated that it would probably take fifty years to establish an 
American merchant marine. Another proponent of the bill testified 
that ag thinks the chances are that ‘this bill be a subsidy in per- 
petuity.” 

Consequently no member should support this bill under the 
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delusion that we are entering upon a temporary program or one of 
decreasing cost. The very opposite is true. . 

Judging from the history of such legislation in other countries 
where it has been enacted, if this vicious policy is once grafted into 
our institutions, it will not only be perpetual but the drain on the 
public treasury will increase from time to time, because the powerful 
and influential shipping interests will be continually returning to Con- 
gress with the claim that the bounties paid them are insufficient and 
must be increased. 

Our government-owned merchant tonnage cost the people about 
$3,000,000,000. It is estimated that we will probably sell the ships for 
$200,000,000. Consequently the people will stand a loss by deflation of 
$2,800,000,000. Furthermore, it is contemplated that either existing 
shipping companies or companies to be organized, who buy the ships, 
will capitalize the ships largely in excess of their cost to them and 
sell the stock and bonds to the American people—so that the people 
will be standing the war inflation, the post-war deflation, and then 
the promotion inflation. 

The people, through their government, will sell the ships for 
approximately $200,000,000, lend $125,000,000 to recondition those ships 
or build others, and then pay the owners approximately $750,000,000 in 
subsidies and aids within the next ten years. In other words, we will 
be giving the ships away and paying the recipients over half a billion 
dollars to operate them for the next ten years, not to speak of the fact 
that they will probably be coming back at each succeeding Congress 
asking for more. 

As the American people revolted to such an extent as to prevent 
the passage of the Hanna ship subsidy bill, which carried an esti- 
mated annual expenditure of only $3,222,268, and later the Gallinger 
bill, which carried an estimated annual expenditure of $5,109,355, 
which the report on the bill stated would be covered by ocean postage 
collected and the increased tonnage taxes provided in the bill, it is 
hardly conceivable that they will tolerate this proposed monstrous 
raid on the treasury. 


The statement by Representative Edmonds follows: 


I am naturally proud of the work of my sub-committee. This bill, 
together with the shipping bill, 1916, and the merchant marine act, 
1920, will make a record of constructive legislation upon a compara- 
eit nd new subject to the present generation of Americans, which any 
legislative body could well point to with pride. This bill has required 
the best that can be collected from the brains of men in many callings, 
and collectively, if passed by Congress, will mean that 50 or 60 per 
cent of our foreign commerce will be again traveling the seas under 
the American flag. I say collectively, because each section of the 
proposed bill is interwoven with the other, each having its own par- 
ticular aid to give, and particular performance to bring into action. 

As a whole it is like a house of stone, and while made up of many 
blocks, joined together by proper cement, the completed structure will 
give the required result. The bill as compared with the bill introduced 
February 28, contains the following important changes: 

The section in regard to the sale of the vessels has been amended 
so as to read: 

“Public or private competitive sale;’’ also interest on unpaid pur- 
chase price has been increased to 4 per cent from 2 per cent. 

Also the following has been added: 

“The payments of principal shall be so arranged that the amounts 
due or paid under the contract of sale as principal up to any moment 
of time shall be sufficient to cover depreciation of the vessel up to 
such moment.” 

New section 2 provides that in selling the vessels the board should 
be careful to encourage present lines, particularly those operated by 
residents of particular communities, so that they may arrange to pur- 
chase the ships. It further prohibits the board from selling such 
vessels to persons outside of the domestic communities for a period of 
two years, so as to give them every opportunity to consummate their 
purchase. Monopoly of ships or ports is declared against the policy of 
the Congress. 

There has been virtually no change in the construction fund ex- 
cepting that it has been made explicit that this is a revolving fund, 
the amount remains at $125,000,000 and the interest not less than 2 
per cent. The taxation features in the new bill remain virtually the 
same, the construction tax deductions are the same as in the Mer- 
chant Marine Act, 1920. Only the administrative features have been 
made more explicit, so that there can be no question of doubt of their 
operating successfully. 

The depreciation feature of the taxation provision of the bill has 
been explicitly stated so that the depreciation arising out of war 
conditions can be spread over five years. This will assist in helping 
out the extraordinary losses in shipping property. 


_The section containing the 5 per cent deduction for shippers on 
freight paid in American vessels, and applicable to their income taxes, 
remains in the bill, the provisions being fully written out in the bill. 
The doubling of the tonnage taxes as provided in the bill are retained 
in the new bill, excepting that they are not doubled upon power 
vessels of under 1,500 tons, or sailing of under 1,000 tons, it being 
contended that these vessels being not subject to compensation should 
not have the extra tonnage tax to pay. 


Owing to treaty obligations there has been a new immigration 
section placed in the bill. It reads as follows: 


“Sec. 301. As nearly as practicable one-half of the total number 
of immigrants, admitted to the United States in any fiscal year, shall 
be transported in vessels registered or enrolled and licensed under the 
laws of the United States. 

‘Sec. 302. The Commissioner-General of Immigration, with the 
approval of the Secretary of Labor, shall make regulations necessary 
for the enforcement of Section 301. All such regulations, in so far as 
they relate to the administration of such section by diplomatic or 
consular officers of the United States, shall be subject to the approval 
of the Secretary of State, 

“Sec. 303. Section 301 shall not take effect as to immigrants 
transported in a vessel documented under the laws of any foreign 
country until a time fixed by proclamation of the President. The 
President is authorized and directed, whenever in his opinion the 
provisions of this title or of regulations made thereunder, are or may 
be in conflict with treaties or conventions with a foreign country, to 
take such steps as may, in his opinion, be necessary to remove such 
conflict. Whenever, in his opinion, no such conflict exists in the case 
of any country he shall so proclaim, and the provisions of this title 
and regulations made thereunder shall take effect in the case of 
immigrants transported in vessels documented under the laws of such 
country at the time specified in his proclamation therefor. 

“Sec. 304. The term ‘United States’ as used in this title in a 
geopgraphical sense means the several states, the territories of Alaska 
— =——— the District of Columbia, Porto Rica and the Virgin 

slands.”’ 

Of course, as understood, the naval reserve section has been 
dropped in the new bill. 

There has been no change in the sources of the fund for compen- 
sation. 1. All tonnage taxes and light money. 2. Ten per cent of the 
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customs duties. 3. Compensation for 1st, 24 and 3d class mails. 4. 
Any amounts returned by the limitation of profits clause. , 

The provisions of the contracts to be made are fully set forth in 
the bill, and there has been no change in the basic compensation 
excepting the special compensation commences at 12 knots instead of 
13 knots as in the original bill. 

All definitions in this section have been carefully worked out so 
as to cover the contingencies that arise in a business of varied char- 
acter. The compensation limitation as to size of power driven vessels 
remains the same, 1,500 tons, but compensation is paid to sailing 
vessels of over 1,000 tons. Le 

Rating must be made by the American Bureau of Shipping, and a 
new paragraph has been added requiring one-half of the crew in both 
deck and engine departments to be citizens of the United States. 

Vessels built in a foreign country before the passage of this act 
and essential to the development of an American merchant marine can 
be transferred to our registry upon agreement by five members of 
the board, and receive compensation. This privilege is limited to three 
years from the passage of the act and is intended to admit only those 
vessels necessary to round out the merchant fleet, and in cases which 
require expeditious action. 

Contracts for compensation are limited to ten years, and foreign 
trade is particularly defined in the new bill. It is required that after 
three years 75 per cent of any owner’s tonnage must be American 
owned and registered under the laws of the United States. This 
covers affiliated concerns and such concerns are closely described. 

The board has the power, upon vote of five members, to increase 
or decrease the compensation when it is found advisable by the cir- 
cumstances of the case. Any vessel which has received compensation 
may be requisitioned in time of war or national emergency, the 
‘vessel so requisitioned or chartered shall receive a fair value for the 
purchase or service with no enhancement in value by the causes 
necessitating the taking, the owner shall under no circumstances 
receive consequential damages arising out of such taking or use. 

Repairs, unless necessary for the safety of the vessel, shall be 
made in the United States or its territories, including the Canal Zone; 
the exception in this section applies to feeder vessels, which do not 
travel between United States ports. 

The carriage of the 1st, 2d and 3d class mails is provided for, the 
Postoffice Department still making the contract directly with the 
vessels for the carriage of the parcels post. No change is made in 
the regulations, everything is carried on by the Postoffice Department 
as at present excepting that the compensation for its carriage is paid 
into the merchant marine fund when the carriage is done by vessels 
receiving compensation from that fund. 

When a vessel réceiving compensation is sold, its contract for the 
same is closed unless a new contract is made by the purchaser, with 
the exception that the purchaser must purchase the vessel subject 
to the right of the United States to take or use such vessel in 
emergency for the full term of the contract. 

The limitation of compensation is entered into fully in the new 
bill, and every endeavor has been made to protect the government 
from the many complications which arise from the many and various 
business situations that arise from the ramifications to be found in the 
shipping business. 

The use of the army and navy transports necessary to build up 
the overseas shipping is continued in this bill as in the original bill, 
as is also the requirement that government officials use American 
ships whenever possible. 

It is endeavored in the bill to bring about an understanding be- 
tween the Interstate Commerce Commission and the Shipping Board 
by arranging for a joint committee to clarify the situation in regard 
to through freight, so that something approaching the correlation 
between rail and water carriers in foreign coutnries can be covered 
in this country by our connecting rail and water lines. 

The bill also clarifies the Interstate Commerce Act by describing 
under what conditions a railroad can become interested in vessels. 

It also arranges to enlarge the powers given the board by the 
shipping act of 1916 in Sec. 15 so that a thorough record of agreements 
between shipping companies, or between shipping companies and other 
earriers shall be subject to the approval of the board; this covers all 
common carriers by water and includes the coastwise business. This 
section is subject to a heavy penalty for violation. 

In order to make Sec. 28 of the merchant marine act, 1920, opera- 
tive, the bill has clarified the section, and it is believed that all delay 
in placing this section in operation should now be eliminated. As this 
gives preferential railroad rates to American vessels it will go a 
long way in assisting in securing cargo both of imports and exports 
for our ships. 

It is provided in the amendment to Sec. 28 that the Shipping Board 
and the Interstate Commerce Commission have the power jointly to 
suspend the application of the provisions of this section when in their 
judgment it would operate to the prejudice of any particular port. 


Rail and Water Transportation 


The text of the sections of the ship subsidy bill as intro- 
duced in the House June 14 with relation to rail and water trans- 
portation follow: 


Title VI.—Provisions Relating to Railroad Water 
; Transportation. 
DEFINITIONS 


Sec. 601. As used in this title the term “commission” means 
the Interstate Commerce Commission. 


INTERRELATIONS OF RAIL AND WATER TRAFFIC. 


Sec. 602. It is hereby declared to be the polity of Congress 
to promote, encourage, and develop water transportation, service, 
and facilities in connection with the commerce of the United 
States, and.to foster and preserve in full vigor both rail and 
water transportation, and the board and the commission are 
hereby severally authorized, empowered, and directed to cooperate 
to that end. 

. a) The board and the commission are authorized and 
directed to create a joint board, selected from among their mem- 
bers, officers, and employees, to study the conditions and inter- 
relations of rail and water traffic, and the principles and methods 
essential to accomplishing the policy declared in subdivision (a). 

(c) The joint board shall appoint a secretary who shall 
keep minutes of its meetings, which minutes’ shall be furnished 
to the members of the board and of the commission. The joint 
board shall hold regular semimonthly and such additional meet- 
ings as may be necessary to transact properly its business. 

{d) The joint board shall formulate and make such rec- 
ommendations to the board and the commission, not inconsistent 
with law, pertaining to the interrelations of rail and water traffic, 
as it deems necessary to accomplish the policy declared in sub- 
division (a). The board shall make effective, by such means as 
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are granted it by law, any such recommendation upon any 
matter within its jurisdiction, if such recommendation is approved 
by the board. The commission shall have a like duty as _ to 
any such recommendation upon any matter within its jurisdiction. 
(c) None of the provisions of this section shall be con- 
strued to affect the power or jurisdiction of the commission, or 
to confer upon the board concurrent power or jurisdiction over 
any matter within the power or jurisdiction of the commission. 


EXPORT BILLS OF LADING. 


Sec. 603. Paragraph (4) of section 25 of the Interstate Com- 
merce Act, as amended, is amended by adding at the end therof 
a new sentence to read as follows: “In making rules and regu- 
lations prescribing the form of such through bills of lading, the 
commission shall adopt as the portion thereof governing the 
carriage of goods by water in foreign commerce such form as 
may be certified to the commission by the United States Shipping 
Board for such purpose.” 


RAIL-OWNED WATER LINES. 


Sec. 604. Paragraph (9) of section 5 of the Interstate Com- 
merce Act, as amended, is amended by striking out the period 
at the end thereof and inserting in lieu thereof a colon and the 
following: “Provided, that the foregoing provisions of this 
paragraph shall not apply in any case where such common carrier 
by water or such vessel is engaged exclusively (a) in trade 
(other than with foreign contiguous terirtory) not included in 
the coastwise trade, or (b) in trade between ports in the United 
States and ports in the Philippine Islands.” 


AGREEMENTS BETWEEN CARRIERS AFFECTING WATER 
TRANSPORTATION. 

Sec. 605. Section 15 of the Shipping Act, 1916, is amended 
to read as follows: 

“Sec. 15 (a) That every common carrier by water, or other 
person subject to this Act, shall file immediately with the board 
a true copy, or, if oral, a true and complete memorandum, of 
every agreement with another such carrier or other person sub- 
ject to the Act, or modification of cancellation thereof, to which 
it may be a party or conform in whole or in part, fixing or 
regulating transportation rates or fares; giving or receiving 
special rates, accommodations, or other special privileges or ad- 
vantages; controlling, regulating, preventing, or destroying com- 
petition; pooling or apportioning earnings, losses, or traffic, allot- 
ting ports or restricting or otherwise regulating the number and 
character of sailings between ports; limiting or regulating in 
any way the volume or character of freight or passenger traffic 
to be carried; providing warehousing, docking, or other terminal 
facilities; providing that the one carrier shall act in any manner 
as agent or representative of the other carrier; or in any manner 
providing for an exclusive, preferential, or cooperative working 
agreement. 

“(b) Every common carrier by water shall file immediately 
with the board a true copy, or, if oral, a true and complete 
memorandum, of every agreement with a common carrier by 
railroad subject to the provisions of the Interstate Commerce Act, 
as amended, or modification or cancellation thereof, to which 
it may be a party or conform in whole or in part, relating to 
the interchange of freight or passengers, or the making of joint 
or through rates, or providing warehousing, docking, or other 
terminal facilities, or providing that the one carrier shall act in 
any manner as agent or representative of the other carrier, or 
in any manner providing for a cooperative working arrangement 
between the two carriers. In all such cases the common carrier 
by railroad shall also have a like duty. The provisons of this 
subdivision shall apply only to agreements relating to passengers 
or property transported or to be transported to or from a foreign 
country or the Philippine Islands from or to a port or other 
place in the United States. 

“(c) The term ‘agreement’ as used in this section includes 
understandings, conferences, and other arrangements. 

“(d) The board may by order disapprove, cancel, or modify 
any agreement, or any modification for cancellation thereof, 
whether or not previously approved by it, that it finds to be 
unjustly, discriminatory or unfair as between carriers, shippers, 
exporters, or ports, or between exporters from the United States 
and their foreign competitors, or to operate to the detriment of 
the commerce of the United States, or to be in violation of law, 
or to be otherwise deterimental to the interest and welfare of 
the United States, and shall approve all other agreements, modifi- 
cations, or cancellations. 

“(e) Agreements existing at the time of the enactment of 
the Merchant Marine Act, 1922, shall be lawful until disapproved 
by the board. It shall be unlawful to carry out any agreement 
or any portion thereof, disapproved by the board. : 

“(f) All agreements, modifications, or cancellations, made 
after the enactment of the Merchant Marine Act, 1922, shall be 
lawful only when as long as approved by the board, and before 
approval or after disapproval it shall be unlawful to carry out 
in whole or in part, directly or indirectly, any such agreement, 
modification, or cancellation. . 

“(g) Every agreement, modification, or cancellation, lawful 
under this section, shall be excepted from the provisions of the 
Act entitled ‘An Act to protect trade and commerce against un- 
lawful restraints and monopolies,’ approved July 2, 1890, and 
amendments thereof and Acts. supplementary thereto and_ the 
provisions of sections 73 to 77, both inclusive, of the Act entitled 
‘An Act to reduce taxation, to provide revenue for the Govern- 
ment, and for other purposes,’ approved August 27, 1894, and 
amendments thereof and Acts supplementary thereto. 

...“(h) Whoever violates any provision of this section shall be 
liable to a penalty of $1,000 for each day such violation continues, 
to be recovered by the Unitgd States in a civil action.” | 

Sec. 606 Paragraph ( of paragraph (13) of section 6 of 
the Interstate Commerce Act, as amended, is amended to read 

as follows: 
‘ “(d) If any carrier by railroad subject to this Act enters 
into arrangements lawful under section 15 of the Shipping Act, 
1916, as amended, with any carrier by water operating from a 
port in the United States to a foreign country, for the handling 
of through business between interior points of the United States 
and such foreign country, the commission may require such 
carrier by railroad to enter into similar arrangements with any 
or all other carriers by water operating from such port to the 
same foreign country, but such arrangements shall be subject to 
the provisions of section 15 of the Shipping Act, 1916, as amended.” 


JOINT OR PROPORTIONAL RATES. 
Sec. 607. Section 28 of the Merchant Marine Act, 1920, is 
amended to read as_ follows: : 
“Sec. 28. (a) That no common carrier shall charge, collect, 
or receive, for transportation subject to the Interstate Commerce 
Act, as amended, of passengers or property, under any joint rate, 
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fare, or.charge, or under any export, import, or other proportional 
rate, fare, or charge, which is based in whole or in part on the 
fact that the passengers or property affected thereby are to be 
transported to, or have been transported from, any port in a 
possession of dependency of the United States, or in a foreign 
country, by a carrier by water in foreign commerce, any lower 
rate fare, or charge than that charged, collected, or received by 
it for the transportation of passengers, or of a like kind of 
property for the same distance, in the same direction, and over the 
same route, in connection with commerce wholly within the 
United States, unless the vessel so transporting such passengers 
or property is, or unless it was at the time of such transpor- 
tation by water, documented under the laws of the United States. 

“(b) Whenever the board is of the opinion, however, that 
adequate shipping facilities to or from any port in a possession 
or dependency of the United States or a foreign country are 
not afforded by vessels so documented, it shall certify this fact 
to the Interstate Commerce Commission, and the commission shall, 
by order, suspend temporarily the operation of the provisions of 
this section with respect to the rates, fares, and charges for the 
transportation by rail of passengers and property transported 
from, or to be transported to such ports. 

“(c) Such suspension of operation of the provisions of this 
section shall be terminated upon 30 days’ notice. given in accord- 
ance with the requirements of section 6 of the Interstate Com- 
merce Act, as amended, by order of the commission whenever the 
board is of the opinion that adequate shipping facilities by such 
vessels to or from such ports are afforded and so certifies to the 
commission. 

“(d) Whenever the board and the commission are both of 
opinion and certify, that putting into effect or keeping in effect 
the provisions of this section will result in materially changing 
the channels of transportation within the United States, or in 
unduly congesting one or more of the ports of the United States, 
the commission shall, by order, suspend the operation of said 
provisions until such time as it and the board reach a contrary 
conclusion in the premises, whereupon such suspension shall, by 
order, be terminated by the commission upon 30 days’ notice as 
hereinbefore provided for the termination of other suspension.” 


DAMAGES FOR DELAY OF CARGO 


The Trafic World Washington Bureau 


A verdict awarding damages of $3,915 to A. D. Sheldon & 
Co. of San Francisco and against the Emergency Fleet Corpora- 
tion because of delay of a cargo of barley shipped in a Shipping 
Board vessel in 1919 has been rendered by the Supreme Court 
of the District of Columbia. The main point at issue in the 
case was whether or not the shipper could recover damages 
because of a drop in the rate of exchange in the period the 
delay occurred. 

The cargo was to have been loaded and shipped to a United 
Kingdom port June 20, 1919, but, owing to the delay, it did not 
move until September 23 of that year. In the meantime there 
was a decline of 15 cents a pound sterling in the rate of ex- 
change. 

The Emergency Fleet Corporation will appeal the case to 
the District Court of Appeals of the District of Columbia, and 
if it loses there, it will appeal to the Supreme Court of the 
United States, according to counsel for the board. 

If the decision of the lower court is finally sustained, the 
Shipping Board will have to pay out considerable sums in dam- 
ages because a number of claims similar to that filed by the 
Sheldon company are pending. 


CONFERENCE RATE REDUCTIONS 


The Trafic World Washington Bureau 


Shipping Board traffic officials see no “rate war” in the 
North Atlantic trade routes to continental Europe and the 
United Kingdom as the result of the Reardon-Smith Lines 
(British) cutting the North Atlantic Continental Conference 
rates. They assert it is simply a case of the conference lines 
getting tired of the non-conference line getting business at the 
lower rates and that therefore the conference lines decided to 
establish open rates on about 25 commodities. 

Traffic manager Keene, of the Emergency Fleet Corporation, 
was asked for a list of the commodities affected but he said the 
board was not allowed to make the list public because it was 
under a conference obligation to keep the list secret. 

The following official statement on the situation was issued 
by the board: 


‘ 

No rate war is contemplated as the result of the competition of 
the Reardon-Smith Lines, independently operating British flag steam- 
ers, in the trade routes of the North Atlantic Continental Freight Con- 
—-. according to the views of United States Shipping Board 
officials. 

At the last meeting of the North Atlantic Continental Freight 
Conference it was decided to establish open rates on a number of com- 
modities. This was for the purpose of- meeting the competition of 
the Reardon-Smith Lines, operating British flag steamers (United 
States Navigation Company’s Agents) which line is not a member of 
the conference and has, therefore, not observed conference rates. 

This action on the part of the conference in no sense means the 
breaking up of the Continental Conference, but was simply the method 
determined upon by the members for meeting this competition and 
thereby protecting their interests in this trade. 

No rate war is contemplated—it simply being the case of compe- 
tition between conference lines and a non-conference line. About 25 
commodities were affected by the above action. 

The North Atiantic Continental Freight Conference includes the 
following: Black Diamond §S.S. Corporation, Cosmopolitan Shipping 
Co., Cunard Line, Ellerman’s Phoenix Line, French Line, Harriss, Ma- 
gill & Co., Holland-American Line, International Mercantile Marine 
Co., Kerr S.S. Co., Luckenbach S.S. Co., Furness, Withy & Co., North 
German Lloyd, Rogers & Webb. Royal Mail Steam Packet Co., United 
American Lines. United States Lines, Canada S.S. Lines and Canadian 
Pacific S8.S., Ltd. 
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Atchison, Topeka & | 3 Z “Xs Fez 
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Chesapeake & Ohio = | ame ii \ y 9 \ | 
Railway. 
Chicago & Eastern Illinois 
Railway. 
Chicago & Erie Railroad. 
Chicago, Burlington & Quincy Rail- 
road. 
Chicago, Indianapolis & Louisville Railway 
Grand Trunk Railway 
Illinois Central Railroad. (South) 
Illinois Central Railroad. (West) 
Minneapolis, St. Paul & Sault Ste. Marie Railway. 
Pittsburgh, Cincinnati, Chicago & St. Louis Railroad. 
Pittsburgh, Ft. Wayne & Chicago Railroad. 
Wabash Railway 


CRAGIN: 
Chicago & North Western Railway. 
LeMOYNE: : 
Chieago & Alton Railroad. 
PULLMAN JUNCTION: 
New York, Chicago & St. Louis Railroad. 
| Cleveland, Cincinnati, Chicago & St. Louis Railway 
SOUTH CHICAGO: 


Baltimore & Ohio Railroad. 

Chicago, Rock Island & Pacific Railway - 

} New York Central Railroad. ; . 

Pere Marquette Railway s 
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Note the number of Eastern and Western lines which interchange cars via Clearing, also 

. that with other roads interchange is at terminal yards where trains are made up. 

. To secure prompt movement through Chicago and the best of service show on your 
routing instructions ‘‘via B. R. C.” 
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thogly equipped and up-to-the-minute icing om mn 
Olicifur perishable shipments moving via B. R. C. 
sit, wassurance of satisfactory service. 





























ING $ION RAILWAYS ICE COMPANY Clearing 


Sonstucti#equipment is modern and complete. Manufacturing capacity 300 tons ice 
daily; storage capacity 2000 tons. 
> operati@@nt is in expert hands and directly under supervision of B.R.C. Quality and 
of ice, cs well as efficient and satisfactory service, guaranteed. 
























EASTBOUND DEPARTURE YARD Clearing 


Into this yard, located immediately east of icing station, the cars for Eastbound movement are 
switched directly from Icing Station and shipments for C&O, C&EI, Erie, CI&L, GT, IC (South), 
PCC&StL, PF W&C and Wabash are handled directly from this yard by crews of these roads. Ship- 
ments for other Eastern roads are handled by B. R. C. to junctions as shown on map opposite. 
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SAN FRANCISCO-MANILA SERVICE 


The Trafic World Washington Bureau 


Withdrawal of the S. S. President Hayes and the S. S. Presi- 
dent Harrison, operated by the Pacific Mail Steamship Com- 
pany in the San Francisco and Manila service, was announced 
by the United States Shipping Board. 

In a statement for the press, J. Barstow Smull, vice presi- 
dent of the Emergency Fleet Corporation, in charge of charters 
and allocations, said: 


Several days ago the Pacific Mail Steamship Company informed 
the United States Shipping Board Emergency Fleet Corporation that 
the route from San Francisco to Hawaii, Manila, Hongkong and 
return was far from a paying proposition; in fact, the returns were 
so peor and the immediate prospect showed no improvement, that 
they recommended the S.S. President Hayes and the S.S. President 
Harrison, both of the 502 type ships, plying on the above route, be 
withdrawn temporarily until conditions improved. : 

The board considered very carefully the recommendations of the 
operators of the boats, and directed that the ships be laid up for the 
time being in San Francisco harbor. 

When the board first considered the advisability of such a route 
for two ships of the above type, it had in contemplation the expected 
application of the coastwise laws to the Philippine trade, as well as 
better all around trade conditions. The coastwise laws have not yet 
heen extended to the Philippines, and that, combined with the de- 
creased demand for both freight and passenger accommodations, has 
made it necessary to lay these ships up for the time being in order 
to save losses on each round voyage. 

At the present time the Pacific Mail is operating the President 
Wilson, President Cleveland and the President Lincoln, all of the 535 
type of ship, in the Oriental trade, touching at Manila both ways. 
This fleet will be augmented very shortly by the President Pierce and 
the President Taft, also 535 type. The original plan of the board was 
for a fleet of five of these ships, but the last two were not to be 
turned over to the Pacific Mail Steamship Company until autumn, 
but by a rearrangement of plans in the Trans-Atlantic trade, it will 
be possible to turn the last two named ships over to them in August, 
consequently the withdrawal of the President Hayes and the Presi- 
dent Harrison will not affect the trade of the Pacific Mail, as the 
bookings of freight for these two ships are being transferred to the 
535 liners now in service. 

The laying up of these two vessels is but a temporary expedient, 
and it is the intention of the board to put them back in the route 
originally laid out for them as soon as trade conditions warrant this 
procedure. 


HAGUE RULES IN GREAT BRITAIN 


As the result of the opposition of the British Federation of 
Traders’ Associations to The Hague Rules, the shipowners have 
agreed to accept certain modifications of the rules. and to join 
the federation in presenting the compromise form to Parliament 
as a basis for legislation in the United Kingdom. 

In the May 26 issue of the London Times the situation was 
reviewed as follows: 


It will be remembered that last year the Imperial Shipping Com- 
mittee recommended legislation respecting bills of lading and that in 
the summer the Imperial Conference, attended by the Premiers of the 
British Dominions Overseas, supported this finding and proposed 
legislation which should be uniform among all the nations forming 
the British Commonwealth. Then at the end of the summer came 
the conference at The Hague, attended by representatives from many 
nations, which discussed conditions of shipment and ultimately agreed 
upon a code, to be known as The Hague Rules, 1921. In the discus- 
sion in this country which followed the return of the delegates to 
The Hague conference, strong opposition developed among traders 
interested in grain and other bulk cargoes to certain of the rules, and, 
while the rules are now being employed in a number of trades and 
they are approved by many merchants, the objection to some of the 
provisions still exist in certain quarters. 


The present situation in which the rules are warmly approved in 
many quarters and meet with only qualified approval in others might 
continue for some time, but for the intervention of another influence— 
the Board of Trade. To the Board of Trade devolved the duty of 
devising the legislation to give effect to the recommendations of the 
Imperial Conference. The Board of Trade took no official part in the 
conference at The Hague last year and it has merely been an inter- 
ested student of the proceedings there and of the subsequent discus- 
sions i shipowners and merchants on the subject. Its own 
interest in legislation, as indeed was that of the Imperial Confer- 
ence last year, lies in the benefit such legislation may confer upon 
commerce. If the Hague Rules had met with unqualified approval 
from merchants and shipowners, then the task of the Board of Trade 
would have been the comparatively simple one of finding the basis of 
a common agreement between The Hague Rules and the Canadian 
Water Carriage of Goods Act, which the Imperial Conference sug- 
gsested should form the foundation of the new legislation, where there 
was any discrepancy between the two codes. 

In the absence of complete unanimity on the provisions of The 
Hague Rules, it was natural that the Board should consider that the 
discussions which had already proceeded ought form the basis of a 
further consideration of the problem. The Board could not at this 
stage, at any rate, take the part of either of the interests, but it 
could say, and it appears to have said, that if the parties could agree 
among themselves as to the terms of a code then it would probably 
be prepared to adopt the code as the foundation of the proposed 
legislation. On the other hand, failing such agreement, it would have 
no other course but to proceed with the Bill which it had already 
drafted. There is reason to believe that the hint given was accepted, 
and that those who looked at the question from different angles have 
now heen able to arrive at an agreement. Such a result reflects very 
considerable credit on those who have been able to come together on 
the matter. On the one hand, those who have insisted that nothing 
but legislation would satisfy them will see their desire fulfilled. and 
those who believe that certain features of The Hague Rules ought to 
be preserved should likewise be content. 


The basis of the agreement reached between cargo and 
carrier interests has just been received in this country and it 
is apparent that many concessions have been made to the cargo 
interests for the purpose of clearing up alleged ambiguity of 
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expression. Among these may be mentioned the following 
changes: 


1. ‘‘Deck cargo’’ is exempted from the rules only when the con- 
tract indicated that the goods were to be carried on deck. 

2. The rules are made to apply until the goods are delivered from 
the ship instead of merely until unloaded from the ship’s tackle. 

3. ‘Receipt’? and ‘delivery’? as agreed upon are now embraced 
in the period covered by the rules. 

The carrier is required properly and carefully to load, etc., 
the goods instead of merely ‘‘providing’’ for this. 

5. Shipper will not be required to warrant the legibility of the 
marks until the end of the voyage. 

The bill of lading is made prima facie evidence of receipt of 
all goods. It was formerly intended to exclude bulk shipments and 
timber cargoes from this proviso. 

7. Notice of claim may be made any time before delivery of the 
goods into the custody of the consignee; suit may be brought within 
two years instead of one year as originally provided. 

Provision is made for use of “received for shipment” bills of 
lading and for their exchange for ‘‘shipped’’ bills of lading. 

_ 9 When damage has resulted from unseaworthiness, the carrier 
is required to prove he has used due diligence to make the vessel 
seaworthy. ‘ 


10. The matter of proving that neither the actual fault or privity 
= the carrier caused losses, such as pilferage, is definitely placed on 
e carrier. 


11. The shipper is exempted from liability for losses resulting 
from certain designated causes, such as fire, act of God, etc. 


_ Deviation is permitted only when it has regard to the service 
for which the ship is engaged. 


13. Shipper of inflammable goods will not be liable unless the 
nature of the goods is unknown to the carrier or the carrier has not 
consented to their shipment. 


14. Article V, which becomes No. VI, is held to be inapplicable 
to ordinary commercial shipments. 
_ 15. Reference to the “Convention relating to the limitation of 
liability’’ of vessel owners is changed to provide that “any statute 
for the time being in force’’ shall apply. 


In commenting on the agreement and its general effect, the 
Times, in its issue of May 29, said: 


It is certainly no small feat which has enabled a code to be 
presented to the Board of Trade from which difficulties which were 
apparent in the original Hague Rules have been eliminated, and the 
thanks of the commercial community appear to be due in particular 
to Sir Stephen Demetriadi and Sir Norman Hill for their labors in 
the concluding stages of the matter. Unless some quite unexpected 
hitch should occur, the Board of Trade should now see its way to put 
forward at an early date non-contentious proposals for legislation on 
this highly important matter of terms of shipment. 


ANOTHER FAST MEAT SHIPMENT 


A repetition of the feat performed by the New York Cen- 
tral and the White Star liner Majestic, in transporting meat 
from Chicago to London in seven days a month ago, took place 
June 12, when the Cunarder Mauretania arrived at Cherbourg 
with a large shipment of Morris & Company’s products that 
had left Chicago June 4. The idea of the packing company 
was to establish the fast service over two routes in the hope 
that the rivalry thus created would further decrease the time 
between Chicago and Europe. The Mauretania made the trans- 
Atlantic run in less than 5% days. More shipments of the 
same nature will be made this week on the Caronia, another 
Cunard liner, and the Majestic. 

The practical effect of the recent shipment was illustrated 
in the words of A. W. McLaren, traffic manager for the packing 
company, that “cattle grazing in Iowa, June 2, were beefsteak 
in Paris ten days later.” 


FLEET CORPORATION HEAD DIES. 


A. J. Frey, vice-president of the Emergency Fleet Corpora- 
tion, in charge of operations, died at Baltimore, June 13, after 
an illness of several months. The disease from which Mr. Frey 
suffered baffled the leading physicians of the country. Several 
weeks ago it was diagnosed as the San Joaquin Valley disease, 
which is of rare occurrence and which originated in China, 
where Mr. Frey spent some time a number of years ago. Chair- 
man Lasker said the work done by Mr. Frey in reorganizing 
the operating department was the most remarkable of any 
work done by the present organization. He said he was the 
best physical operations man in the United States. Mr. Frey 
formerly was with the Pacific Mail and the Los Angeles steam- 
ship companies. He came to the Shipping Board in June, 1921. 
During Mr. Frey’s illness J. F. Sheedy has been acting director 
of operations. He probably will be selected to take the place 
permanently. 


BENSON AND LISSNER REAPPOINTED 


The Senate this week confirmed the nominations of Com- 
missioners Benson and Lissner of the Shipping Board for six- 
year terms. They were appointed a year ago for one-year terms 
and are the first appointees to receive six-year terms with the 
exception of Chairman Lasker. The Jones merchant marine 
act, under which the new board was organized, provided for the 
appointment of two commissioners for a term of one year, and 
the remaining five for terms of two, three, four, five and six 
years. The law provided that on the expiration of the terms 
specified each commissioner should be appointed for a term 
of six years. The Senate acted on the nominations the day 
after they were sent in by President Harding, 
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THE IDLE AMERICAN FLEET 


Declaring that 70 per cent of the Shipping Board fleet is 
“eating its head off” in expensive idleness while nearly 80 per 
cent of England’s fleet is in operation and “doing the bulk of 
the foreign business of the United States,” Commissioner E. C. 
Plummer, member of the Shipping Board, in an address June 
14 before the New York Board of Trade and Transportation, 
said there was business in 1921, but “we didn’t get it.” 

“The government is under an annual expense of nearly 
fifty millions of dollars on account of these ships,” said he. “The 
mere operation of these ships would give constant, well-paid 
employment to seventy-five thousand men, and as many more 
men would be employed in making repairs and replacements. 

“Ships in our foreign trade always create enlarged markets 
for American products—our business with those South American 
countries, secured by Shipping Board lines, shows up more than 
twice as great for the first five months of this year just com- 
pleted as for the corresponding period last year. These ships 
protect the American from excessive freight charges and other 
handicaps, aS was so completely shown in the Egyptian cotton 
case.” 

Mr. Plummer referred to the handicaps confronted by Amer- 
ican ship operators under prevailing conditions. Continuing, he 
said: 


Our competitors have gradually established themselves in_ the 
business, have powerful financial as well as commercial connections, 
and through coaling stations scattered all over the world have an im- 
portant cargo, as well as commercial, advantage there. Our people 
as a whole are unacquainted with the business of international ship- 
ping; while shipping is to the people of our chief maritime competitor, 
England, the most important and best known industry in the empire. 

Now, the advantages which our competitors enjoy are not natural, 
but wholly artificial. As we are now in the world trade, England was; 
Germany and Japan likewise. In each case liberal aid by government 
made those nations successful on the sea, just as Americans were suc- 
cessful upon the sea so long as aiding laws given us by Washington 
and the first Congress remained. To regain our place upon the sea we 
must do as they did while they were establishing their merchant 
marines. 

It being recognized then that government aid must be had if our 
ships are not to be eaten up in idleness the question of amount of as- 
sistance arises. And here is a fact which is commonly overlooked but 
which business men will appreciate at once, namely: The American 
investor when entering upon a new enterprise where he must com- 
pete with well established and experienced firms will demand at least 
a seven or eight per cent income on his money before he will risk it; 
while his European competitor, knowing no other business and realiz- 
ing that if he is driven out of this shipping trade his whole life train- 
ing will be lost and he will not know where to turn for employment, 
will stick to the shipping business where he is, even if the dividends 
run as low as two per cent, so it will in no way suffice to give merely 
the aid that will put Americans on a possible dividend equality with 
his competitors. The American must be given a decided and assured 
advantage at the outset. This fact is too often overlooked. 

The aid needed is exactly of the kind the British government gave 
to its crippled coal industry one year ago—an aid that gave to our 
competitor coal markets which had been ours for years. It will en- 
able our ships to get the business; and since the only way in which 
this business, of which you handle so large a part, can be secured by 
American vessels is by the government enabling our vessels to carry 
and bring cargoes at a lower price than foreigners can make, the 
establishment of American ships in our foreign trade means that you 
can get your ocean business handled more cheaply than would other- 
wise be possible, with a consequent increase in the volume of busi- 
ness you will be thus enabled to do. ; 

In effect the ships will become but a part of the great productive 
industries of this country; and whatever apparent loss there may be 
in the actual ocean transportation will be more than made up in the 
increased employment which our people will thus secure. 

This does not mean that we aim to monopolize the world’s ocean 
business or a major portion of it. It means that we should be able to 
do as much of our foreign carrying trade as England does of hers, 
namely, about two-thirds of it. The greater part of this increase 
would be between our ports and the ports of those countries where 
new markets are being developed. 

The confessed use of “fighting ships’ by that English-German- 
French combination, which prevented the development of an Ameri- 
can merchant marine in the Atlantic prior to the world war, shows to 
what extremities our competitors were willing to go even then to 
keep the bulk of our ocean commerce in their hands; and the fact that 
by discriminatory taxes American exports to Australia now are being 
forced from American vessels into British vessels, shows the lengths 
to which the fierce competition of today has caused a friendly people to 
g0; so that no American should fail to realize that the only way the 
exports of his country can be assured an equal opportunity abroad is 
through an American merchant marine sufficiently supported by the 
government to enable such ships to handle the bulk of our exports and 
imports at lower rates than our competitors can make, and thus bene- 
fit all our people by increased markets both here and abroad. 

And the fifty million dollars per year now being spent by the 
government on account of its merchant marine undertaking would, 
if applied as direct aids to the ships themselves, give us the ocean 
service your business and the business of the country at large re- 
quires and create a market for the fleet now burdening us. 


SHIPPING BOARD MORTGAGES SOLD 


Negotiations have been concluded for the sale of the mort- 
gages on the housing project at Fairview, Camden, N. J., amount- 
ing to $2,439,231, according to a statement issued by the Ship- 
ping Board Emergency Fleet Corporation. The purchasers are 
the Realty Associates of Brooklyn, N. Y. 


BRITISH OFFICER VISITS SHIP OFFICES 
“To discuss conditions at the United Kingdom and conti- 
Nental ports which Shipping Board operators serve, Captain 
Warren F. Purdy, District Director of the British Isles, United 
States Shipping Board Emergency Fleet Corporation, who has 
just arrived in this country from England, will visit the various 
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offices, on the Gulf and Atlantic coasts, of operators of govern- 
ment ships,” the Shipping Board announces. “Captain Purdy 
will be in the United States for several weeks and, being fa- 
miliar with the United Kingdom and continental ports, he will 
be able to give the benefits of his knowledge of them to oper- 
ators and thereby contribute to improved services in American 
flag ships.” 


WILLIAMS LINE STEAMER MAKES RECORD RUN 


According to figures published in the Panama Canal Record, 
the steamship Willhilo, of the Williams Steamship Company, 
which passed through the canal, May 17, had a ratio of tons of 
cargo to net ton of 2.82. The 428 vessels that passed through 
the canal in 1921 had an average ratio of 1.12. The Willhilo 
carried a general cargo of 10,075 and left the east coast May 4, 
arriving at Los Angeles on May 25. It was said that the cargo 
was one of the largest in the history of the coast-to-coast 
steamship trade. 


SWISS MEAT IMPORTATION RESTRICTIONS 


Consul General George H. Murphy at Zurich, Switzerland, 
has reported to the Department of Commerce that by a recent 
decree, effective April 13, 1922, the Swiss restriction on the 
importation of salted pork, ham, and other pork products, dried 
and smoked meat, salted beef tongues, and sausages, imposed 
by decree of February 21, 1922, shall apply to these products 
even if imported in hermetically-closed cans, glasses, and simi- 
lar containers, which had hitherto been admitted freely. Here- 
after such meats, in any form, may be imported only under 
special license. 


PARCEL POST TO THE NETHERLANDS 


The Post Office Department has issued a statement that 
the Netherlands postal administration has advised that parcel 
post packages sent to the Netherlands must show on the customs 
declaration in value of the contents, either in Dutch currency 
or in United States currency, with a statement in the 
latter case of the rate of exchange on the Amsterdam or Rotter- 
dam Bourse on the date of sales of the goods. Addressees 
should furnish this information to the senders. 


NEW YORK DOCK RAILWAY DIVISIONS 


Exceptions have been filed to the proposed report of Exam- 
iner Leo J. Flynn, in No. 13010, New York Dock Railway Co. 
vs. Baltimore & Ohio et al., by the railway company and the 
Brooklyn Chamber of Commerce. Flynn, after holding with the 
complaining dock railway company on all points except one, rec- 
ommended a dismissal of the dock railway’s application for in- 
creased divisions out of the through rates on the ground that the 
dock railway was not a party to the joint tariffs of the principal 
or main defendants, the eastern trunk lines, which make de- 
liveries on the line of the dock railway, although they do not 
show it as concurring in the tariffs. It is shown, however, as a 
participant in joint rates with some of the western connectiors 
of the main defendants. 

The exceptions of each takes the position that Flynn pro- 
poses, in effect, that the defendants shall be allowed to benefit 
by their own wrong doing, their wrong doing consisting of their 
failure or refusal to show the dock railway as a participant in 
rates to points on its own rails, notwithstanding that it filed a 
concurrence in the tariffs with the. Commission, in accordance 
with its rules, after having sent concurrences to the main de- 
fendants, adopting their tariffs, and not one of them returned 
the concurrence or refused to honor it. 

It is the contention of the dock railway company that the 
failure of the principal defendants to obey the law in respect of 
filing joint tariffs with the Commission can not have the effect 
of obliterating or nullifying joint rates and divisions thereof 
which actually exist, and cannot deprive the complainant of its 
rights after it has done aS commanded by the law. A further 
contention is that it is not the specifying of the names of the 
carriers which makes them parties to the joint rates. The law 
assumes, the complainant contends, the existence of the parties 
to the joint, rates and merely requires that such existing facts 
be published. ‘Therefore, inasmuch as the trunk lines publish 
rates for deliveries to destinations on the dock railway, the rates 
are joint and the only defect is the failure of the trunk lines to 
publish the fact.’ Therefore, it is argued, the conclusion of 
Examiner Flynn that the Commission cannot deal with divisions 
in this case, because the dock railway is not named as a party 
in the joint rates, is erroneous, and a proposal to make the wrong 
of the defendants react upon the complainant for the benefit of 
the trunk lines. 

The dock railway company and the Brooklyn Chamber of 
Commerce, in their exceptions, say the facts of record as set 
forth by Flynn, with the exception of a few minor discrepancies 
of no significance, are accurate, and the conclusions drawn, ex- 
cept that the complaint should be dismissed, are satisfactory. 
With that conclusion they quarrel in every possible way and 
think the Commission would be guilty of a great injustice if it 
were approved by it. 
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NO LEGISLATION THIS SESSION 


The Trafic World Washington Bureau 


Chances for any important changes being made in the trans- 
portation act during the present session of Congress disappeared, 
it is believed, with a decision by the House committee on inter- 
state and foreign commerce, June 13, to postpone further hear- 
ings on the Hoch and Sweet bills until the December session 
of Congress. The Senate committee on interstate commerce is 
“inactive” with regard to the proposed changes, with the ex- 
ception of Senator LaFollette. The Senate, however, has its 
hands full with other legislation so that action on railroad legis- 
lation is not likely at this session. 


The action by the committee was said to have been prac- 
tically unanimous, although Representative Huddleston of Ala- 
bama fought against the postponement. The following state 
ment was issued by the committee: 


The committee of the House of Representatives on interstate 
and foreign commerce went into executive session, June 13, for 
the purpose of considering further proceedings on proposed amend- 
ments to the transportation act. 

At the close of the executive session Chairman Winslow an- 
nounced that the committee had determined to postpone further 
hearings until such date as the committee may fix after the 
opening of the next December session of Congress, The commit- 
tee began its hearings on the Hoch bill and the Sweet bill on 
February 23, and has with great diligence been proceeding with 
them, with but little intermission, ever since. The proponents of 
the measures have presented their views at great length and with 
much elaboration, and some of those in opposition have also been 
heard. Many witnesses for the trunk line railroads remain to be 
heard, and notice has been received that representatives of the 
short lines also desire to appear. Manifestly the committee will 
also wish to ascertain the views of the Interstate Commerce 
Commission. 

There has been a growing conviction in the committee that 
much of an important character has occurred since the hearings 
began, in the way of court decisions, and notably in respect of an 
agreement on a plan of co-operation for the future, which has 
been reached between the Interstate Commerce Commission and 
representatives of the state commissions. A copy of this agree- 
ment has been filed with our committee by the legal representative 
of the state commissions, and it indicates quite clearly that the 
Interstate Commerce Commission and the representatives of the 
state commissions look very hopefully to the plan adopted by 
them as furnishing a likely solution of some, at least, of the 
troublesome problems with which they have to deal, and to which 
— proposed amendments to the transportation act in large part 
relate. 

In view of this, the House interstate and foreign commerce 
committee has concluded it best to observe the operation of the 
plan agreed on by the two sets of commissions, federal and state, 
before taking action on the proposed amendments, as manifestly 
experience of the co-operation plan agreed on will furnish the 
committee with much valuable light in dealing with the question 
of amendments to the transportation act. 

The committee accordingly determined to take no further 
action until the December session, so that it may then have be- 
fore it information not now available, which may prove impor- 
tant, if not controlling, in respect of the action which it is best 
in the public interest for our committee to take. 


Commenting on the decision of the House committee on in- 
terstate and foreign commerce to postpone further hearings on 
the Hoch and Sweet bills, Solicitor Benton of the N. A. R. U. C., 
in a bulletin to members, said: 


While this is disappointing, it is not surprising. Ever since 
the date of my bulletin No. 48, 1922, I have foreseen that legisla- 
tion at this session was improbable. I do not take the action yes- 
terday as foreclosing ultimate favorable action. To some extent 
it may indicate weariness on the part of the committee, and recog- 
nition of the apparent impossibility of legislation at this session. 
The carriers’ presentation began May 16. Two witnesses only have 
been heard. The second began his statement on May 23, and con- 
cluded on the 9th instant. Judge Thom announced that he had 
fourteen witnesses yet to call. 


The statement by Chairman Winslow assigns the co-operative 
arrangement with the Interstate Commerce Commission as a rea- 
son for refraining from immediate legislation. That the attempt 
on the part of the state commissions to make the best of the evils 
of the situation produced by the existing law should be treated as 
a reason for leaving the situation unchanged, is unfortunate. In 
my statement to the House committee, hereofore distributed, pages 
517, 519 and 526-527, I did what I could to avert the conclusion, 
which the committee has now reached, pointing out that the evils 
complained of arise from the law, and that the law cannot be 
changed by agreement, however harmoniously disposed state and 
federal commissions may be. 


APRIL RAILWAY REVENUE 


The Commission this week issued its official statement on 
operating revenues and expenses of 201 class I steam roads, in- 
cluding 15 switching and terminal companies, for April, 1922, 
and 1921, and for the four months ended with April, 1922, and 
April, 1921. The detailed figures follow: 


MONTH OF APRIL. 


Item United States 

No. Item. 1922. 1921. 

1 Average number of miles operated......... 235,167.22 234,713.97 

Revenues: 

2 4: Sfi cil at dd es cc vib aie Wei alas Srna aw ara $288,848,724 $304,773,803 
3 TINE evitiaisin ce waivusonseaWerernsienesiaers 283,461,307  % 90,649,150 
4 DEON occ vccsccssccccesescecccccceveccece 7,512,568 7,762,455 
5 BNE Varetcenin va cdueseederewseudewors 13,053,662 8,217,858 
6 All other transportation................ 14,364,463 12,263,243 
7 a ative: sii ia & dd econ eee: 8,802,505 9,260,280 
8 WE Es oo rineiwcncegasweeises 989,326 655,932 
9 SON TNE, vc ccccveccccccccses 163,935 184,648 
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10 Railway operating revenues......... - 416,868,620 433,398,073 
Expenses: 
11 Maintenance of way and structures.... 59,122,465 59,998,686 
12 Maintenance of equipment............. 96,038,448 101,420,846 
13 NEMEC biemistvin siviaie' viclvicreaiein\aseiy 6 ciewo-aig: ois 6,988,010 7,121,916 
14 NONE, i gardens 44:60 s,015.0 oe Sw sme 157,672,060 188,828,167 
15 Miscellaneous operations .............. 3,734,699 4,078,972 
16 Se CE ea RE ee 13,060,140 14,889,968 
17 Transportation for investment—Cr..... 437,400 641,843 
18 Railway operating expenses.......... 336,178,422 375,696,712 
19 Net revenue from railway operations.. 80,690,198 57,701,361 
20 POUWaY CAX ACTUARIES ...05006cceccccens 24,604,143 21,946,290 
21 Uncollectible railway revenues......... 112,910 90,115 
22 Railway operating income ........... 55,973,145 35,664,956 
23 Equipment rents—Dr. balance ......... 4,344,331 4,283,592 
24 Joint facility rent—Dr. balance........ 1,356,949 1,524,724 
25 Net railway operating income........ 50,271,865 29,856,640 
26 Ratio of expenses to revenues (%).... 80.64 86.69 
FOUR MONTHS ENDING WITH APRIL. 
1 Average number of miles operated..... 235,154.67 234,720.98 
Revenues: 
2 EMM. 5 AiG. aretecersiera eiers. acces eiccareeisindieeewels $1,214,184,485 $1,235,067,976 
3 RC aia: 65i01 41ers: wiaitivi are) eisvoietuieinrouers * 321,307,625 ° 381,686,749 
4 a aaa a: cine) era hal ofan carta Uo 29,614,593 33,600,757 
5 I aie ie a cer vacanedaias wisheloiin ever ere rie 35,233,667 27,101,568 
6 All other transportation ............. 52,679,002 50,337,227 
7 RERCMONCSIOON 935: o0orgs diciecwivin.¥.0 01856 sive are: dieinreois 32,809,456 40,085,191 
8 Joint facility—Cr. 3,266,610 2,628,716 
9 Joint facility—Dr. 688,595 778,059 
10 Railway operating revenues ....... 1,688,406,843 1,769,730,125 
Expenses: 
11 Maintenance of way and structures.. 207,602,342 236,128,651 
12 Maintenance of equipment............ 387,726,060 441,068,964 
13 UMEMERID la\ vain eioiatsre 6's ¢ eres disio'ernie.9'e'eys.ore/aveisie\ 28,130,402 28,861,017 
14 pe re re 669,923,654 822,738,452 
15 Miscellaneous operations ............. 14,699,746 16,821,523 
16 RPOICURE eo sien Haiti e deere tnccilnve osisisivicsnne 52,767,920 59,155,619 
a7 Transportation for investment—Cr. .. 1,750,079 2,088,848 
18 Railway operating expenses........ 1,359,100,045 1,602,685,378 
19 Net revenue from railway operations. 329,306,798 167,044,747 
20 WGUWAY tAX ACCPUGIE o.o66005 cveccceses 94,290,482 87,446,915 
21 Uncollectible railway revenues....... 418,237 317,355 
22 Railway operating income.......... 234,598,079 79,280,477 
23 Equipment rents—Dr. balance........ 17,746,546 15,165,059 
24 Joint facility rent—Dr. balance...... 5,558,140 6,706,486 
25 Net railway operating income...... 211,293,393 57,408,932 
26 Rato of expenses to revenues (%).... 80.50 90.56 


2 Includes $2,533,597 sleeping and parlor car surcharge. 
5 Includes $2,748,698 sleeping and parlor car surcharge. 
‘Includes $9,483,200 sleeping and parlor car surcharge. 
® Includes $10,383,612 sleeping and parlor car surcharge. 


TRAVELERS WANT STATE CONTROL 


The Vice President has laid before the Senate resolutions 
adopted by the Travelers’ Protective Association of America at 
Atlantic City, favoring the enactment of legislation amending 
the transportation act “so as to reinvest the state commission 
with power to regulate intrastate transportation systems.” The 
resolutions were referred to the interstate commerce committee. 
The travelers said the Commission was “an oligarchy that is 
repugnant to a free people.” Another resolution was adopted 
by the association asking the Commission to set aside the 50 
per cent surcharge on travel in Pullman cars. 


CUMMINS INVESTIGATION 
L. F. Loree, president of the Delaware & Hudson, will ap- 


pear before the Senate interstate commerce committee in the 
Cummins investigation June 19. 


MILEAGE BOOK BILL 


Representative Winslow, chairman of the House committee 
on interstate and foreign commerce, this week submitted to 
the House the committee’s formal report on S. 848, as amended 
by the House committee, providing for the issuance of mileage 
books and scrip coupons by the railroads after notice and hear- 
ing by the Commission, which is empowered to require the 
coupons and books to be issued at just and reasonable rates, 
and to make exceptions of individual railroads where it is held 
that they would be injured by being required to issue the 
coupons or books. Mr. Winslow said the bill probably would 


be called up for consideration at the present session of Con- 
gress. 


AMENDMENT OF GUARANTY SECTION 


Representative Edmonds of Pennsylvania has introduced a 
bill (H. R. 11985) amending section 209 of the transportation 
act so that a carrier by water whose system of transportation 
was at any time under federal control may file a; claim for 
benefits of the section. Similar bills have been introduced 
heretofore. 
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HARDING AND LABOR BOARD 


The Trafic World Washington Bureau 


Official denial was made at the White House June 13 that 
President Harding had sought to influence the United States 
Railroad Labor Board. The statement was called forth by re- 
ports to the effect that the President was in touch with the 
board on the wage question. It was emphasized that at no 
time since the President took office had he suggested a course 
of action to the Labor Board. It was said that as it appeared 
that a different view was held in some quarters, the President 
would like to have it known that the only message he had 
ever sent the board or any member thereof was last fall, when 
he let the board know that the law contemplated that the board 
should handle the railroad wage question—that the board was 
expected to perform its duty and that the government would 
support it with all the power at its command. Spokesmen for 
the administration said there was nothing to say relative to 
the threatened strike of railway employes. 


PRESIDENT’S ATTITUDE ON STRIKE 


The Trafic World Washington Bureau 


What significance—in view of the strike vote being taken 
by railroad employes, whose wages have been ordered cut by 
the Railroad Labor Board, and the decision of the employes’ 
leaders to appeal to President Harding on the wage cuts— 
should be attached to remarks made by Dean Andrew F. West, 
of Princeton university, when he conferred the degree of doctor 
of laws on President Harding, June 9, and also to remarks on 
the wage question made by the President at Trenton on the 
same day, caused speculation in Washington. 

“His vote, as senator, for the anti-strike clause in the rail- 
road bill and his attitude, as President, on the bonus, reveal 
his quiet courage,’ Dean West said in presenting the President 
with the degree. 

One of the thoughts in Washington is that the Dean would 
not have said what he did unless he had consulted with the 
President or some one speaking for him, and found that what 
he contemplated saying would not be offensive. It is not re- 
garded as probable that the Dean would have referred to the 
President’s vote on the anti-strike clause had it not been for 
the fact that the leaders of the railroad employes affected by 
the wage cuts ordered a strike vote. If the statement by the 
Dean was “inspired” in a sense, the conclusion that might fol- 
low is that the purpose was to indicate to the labor leaders that 
the President would meet any situation developing from the 
wage cuts with a firm hand. 

At Trenton the President was quoted as saying: 


Everything has been thrown out of joint. Now we are trying to 
get back to normal. I believe that we are meeting a measurable 
degree of success in the effort. I am very glad to say to you that 
your government is interested in the good fortunes of business; inter- 
ested because if there is no business there is no good fortune. Now, 
business good fortune depends upon the maintenance of fundamental 
principles in business activities. It depends upon the people engaged 
in business, not the capitalists alone, but the man who gives his brawn 
for a daily wage. 

During the war capital got used to unusual profits and labor 
became acquainted with unusual wages, which both have been re- 
luctant to relinquish. There must be a readjustment, but it must be 
fair readjustment. We must say to capital that wages must not go 
back, and ought not to go back entirely to prewar level. 

The world war would indeed have been a failure and the sacrifices 
made in our behalf would have been in vain if we should go back. 
Yet you cannot have employment without reasonable profit for capital. 
The government is trying to keep its hands out and reduce taxes 
and burdens upon you. It is all up to you, for there is not a great 
deal the government can do. It’s up to each one of us to resolve that 
we are going back to work; we are going to resume production to hold 
the United States to a foremost place in the life of the world, 


The reductions in wages ordered by the Railroad Labor 
Board, of course, do not by any means bring the wages of the 
employes affected to the “pre-war level.” In view of the fact 
that the President said there must be “a readjustment, but it 
must be fair readjustment,” it is believed here, that, when the 
President receives the appeal of the labor leaders, whatever 
action is taken by him will not be in criticism of what the La- 
bor Board has done. If the President holds the views relative 
to the Railroad Labor Board it is understood he has held, it is 
not believed he will do anything other than indicate, if that, 
that he cannot interfere with the board. 


A. F. OF L. INDORSES RAIL STRIKE 


That the stand of the leaders of the shop crafts and the 
clerks and maintenance men in favor of a strike has the sup- 
port of many other labor organizations was indicated, this week, 
when the American Federation of Labor, in convention at Cin- 
cinnati, gave to the representatives of the railroad workers a 
rising vote of approval. B. M. Jewell, president of the railway 
employes’ department, was quoted in press dispatches as saying 
that the membership was “prepared to meet the test, and if 
they so decide their decision will be complied with.” 

Meanwhile, ballots of the shop crafts are arriving at the 
headquarters of the department in Chicago in increasing num- 
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bers. Indications are that the vote will be in favor of a strike. 
Members of the executive council of the department will meet 
in Chicago, June 24, to begin tabulating the result of the vote, 
which is returnable June 25. Should the council decide to 


ratify the strike vote, the walk-out will probably take place 
July 1. 


The Labor Board has, thus far, taken no official notice of 
the strike rumblings. It is believed, however, that if a strike 
is called, an immediate investigation will be instituted. 

The position of the clerks was not clear at the time this 
was written. It was said by E. H. Fitzgerald that a strike bal- 
lot would be sent out immediately if and when the board handed 
down a decision cutting clerks’ wages. Until that was done, 


however, no active preparations for a strike could be made by 
his organization, he said. 


BOARD SPLITS ON REDUCTIONS 


A decision of the Railroad Labor Board, promulgated late 
June 16, has a special significance, apart from the fact that it 
rules on the wages of seven miscellaneous classes of railroad 
employes. A glance at the last page of the long dissent shows 
that Walter McMenimen has abandoned the course followed by 
his two brothers as labor members of the board. A rejoinder 


to the dissent being prepared by Chairman Hooper was said to 
contain. highly interesting matter. 

A comprehensive attempt to set the board right before the 
public was made in a part of the decision, headed “General 
Observations.” In it the board took exception to statements 
made by the dissenters in the two previous wage-cut decisions 
and to published remarks of disgruntled labor leaders. 

Several classes, the wages of which the board thought were 
not too high, and the disputes regarding which covered only a 
few roads, were let down without a cut. These included train 
dispatchers, dining car stewards, marine culinary workers and 
signal department supervisors. The disputes of four roads with 
their floating equipment employes were remanded for further 
negotiations. With regard to clerks’ wages, the board said: 


The reductions made for clerical employes are lighter than for 
some other classes, because this class suffered considerable loss 
as a result of certain changes in their rules and because they 
have never been highly paid compared with other classes. It 
will be noted that a greater reduction has been fixed by the board 
for clerks with experience’of one year and less than two, than 
for clerks with experience of two years or more. The reason for 
this is that the majority of junior clerks are beginners and ap- 
prentices and have not as yet assumed family responsibilities, and 
many of them are still living with their parents. 

Common labor in and around stations, storehouses and ware- 
houses was reduced one cent less than similar labor in the main- 
tenance of way department because a much greater percentage 
of this class live in large towns and cities, and conseauently in- 
cur a higher cost of living. Moreover, many of the common labor- 
ers in the maintenance of way department are furnished living 
quarters by the carriers free of charge or at a low rate. 


A table, similar to the tables contained in the maintenance 
and shop craft workers’ decisions, showing that the wages of 
the men cut would still have greater purchasing powers than 
those in effect in July, 1920, the peak point, was appended to 
the decision. The board dismissed the subject of budgets by 
saying that “living conditions cannot be standardized any more 
than men can be standardized.” The specific reductions were 
as follows: 


Clerks with more than two years’ experience and storekeepers 
and clerical supervisory forces, 3 cents; clerks with less than two 
years’ experience, janitors and elevator men, oftice boys, and sta- 
tion and team track freight handlers, 4 cents; crew callers, 3 
cents; station and warehouse common labor, 4 cents; stationary 
engine and boiler room employes, 2 cents; signal department em- 
ployes, except supervisors and helpers, 5 cents; signal helpers, 6 
cents; miscellaneous employes to be cut amounts equal to those 
made in analogous work. 


The most interesting parts of the general observations re- 
ferred to were as follows: 


A Hard Case to Decide 


Surrounded by such abnormal conditions, the Labor Board 
has not been permitted to deal with the question of what con- 
stitutes just and reasonable wages and working conditions in 
the same undisturbed and uncomplicated manner as would have 
been possible in normal times. And, yet, the wisdom and justice 
of settling these questions by adjudication rather than by indus- 
trial war have been demonstrated, both from the standpoint of 
the parties and the public. While it can not be said that no mis- 
takes have been made in the awards handed down by the Labor 
Board, a substantial degree of social and economic justice has 
been attained and that without the enormous loss and suffering 
to the carriers, the employes, and the people at large, necessarily 
resultant from settlements by force. 

The extreme utterance of partisan bias to the effect that the 
board does not give full consideration to the evidence ‘submitted 
to it would be discouraging were it not for knowledge of the 
fact that such utterances evince merely a spasmodic relapse into 
the old system of bluff and bluster that entered so largely into 
the adjustment of railway labor disputes before adjudication 
supplanted force. ; 

That the carriers shall have a fair opportunity to profit by 
the revival of business in order that they may expand their 
facilities is absolutely indispensable to their efficient service to 
the American public. Their unpreparedness now to cope with 
any greatly increased traffic is notorious. Every facility of rail- 
way transportation has been skimped for the last several years, 
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and, as to mileage, there has been an actual decrease instead 
of an increase. : 

This statement, in the connection used, must not be mis- 
construed to mean that the employes should be called upon to 
bear the cost of railway rehabilitation, improved service and re- 
duced rates. It simply means that it is only patriotic common 
sense and justice that every citizen, including the railway em- 
ploye, should co-operate in a cordial spirit, should bear and 
forbear, until the carriers are back on their feet. 

When this accomplishment is safely under way, it will then 
be possible for the Railroad Labor Board to give increased con- 
sideration to all the intricate details incident to the scientific ad- 
justment o fthe livng and saving wage, with enlarged freedom 
from the complications of the “revelant circumstances” of the ab- 
normal period which is now approaching its end. 


Labor Not a Commodity 


In this connection it should be said that the Lakor Board 
has never adopted the theory that human labor is a commodity 
to be bought and sold upon the market, and, consequently, to be 
reduced to starvation wages during periods of depression and 
unemployment. On the other hand, it is idle to contend that labor 
can be completely freed from the economic laws which likewise 
affect the earnings of capital. 

In this connection, it can hardly be considered a digression 
or a gratuitous preachment to say that one of the principal 
troubles with the people of this country today is the abandon- 
ment of the old-fashioned ideas of thrift and economy and the 
indulgence in wastefulness and extravagance. 

These loose habits of living were acquired during the in- 
flated period engendered by the war and, like many other ills 
of similar origin, are slow to depart. Increased expenses do not 
always mean a higher standard of living nor do diminished ex- 
penses necessarily mean a lower standard of living. 

In the settlement of these questions, it is the profound desire 
of the Labor Board to do justice to the parties directly concerned, 
placing the human and social consideration above the purely 
economic, and, finally, to establish wages and conditions that will 
largely meet the hopes and aspirations of the employes, that will 
prove satisfactory to the carriers, and that will impose no un- 
necessary burdens on the public. This is not a Utopian concep- 
tion in America, 


Strongly Worded Dissent 


In their 33-page dissent, A. O. Wharton and Albert Phillips 
objected specifically to practically every phrase contained in 
the majority opinion. The majority was accused of trying to 
extend the “sphere of influence” of the board over outside indus- 
tries, because of the fact that wages in such industries were 
considered in arriving at the decision. By “brushing the cost 
of living aside,” the minority contended, the validity of one of 
the provisions of the transportation act was denied. The “social 


responsibility” of the board was discussed in the following 
language: 


In view of the social responsibility of the Railroad Labor 
3oard, the nature of the circumstances influencing this decision 
merits special consideration. To state that the present decision 
is based on the probable effect on other wages and industries, 
can mean nothing else but that reasons affecting less essential 
industries have altered the status of the railway workers. The 
other reasons offered relate primarily to the financial status of 
the roads. The workers are called upon to co-operate in a cor- 
dial spirit in the patriotic task of providing a surplus for rein- 
vestment in the railways. The recent decision of the Interstate 
Commerce Commission was based upon figures showing railway 
earnings; the Interstate Commerce Commission is charged with 
responsibility for regulating railway income. The single fact 
that substantial rate reductions were ordered indicates that they 
are discharging this function and that in their opinion at the 
present time, at least, the railways are not greatly embarrassed 
by financial considerations. 

The lack of any statement which might indicate that human 
beings are to live narrower lives by virtue of the decision handed 
down, is a clear indication that the majority has taken over the 
typical employer’s approach to the problems of the working 
man. Despite the magnanimous statement that human labor is 
not a commodity, there seems to be very little basis for saying 
that it has not been so considered. Lengthy statements dealing 
with transportation costs, economic laws, “the vastness of the 
problem,” and “fair opportunity to profit,” can mean but little to 
the worker faced with the necessity of providing food and cloth- 
ing for his family. If American workers are entitled to “dife, 
liberty and the pursuit of happiness,” it should surely be part 
of the responsibility of government to patriotically insure that 
the pursuit shall not be carried on at a hopelessly long distance. 
It is said that “every facility of railway transportation has been 
skimped for the last several years,” and it should not be thought 
facetious to remark here that if the railway workers had been 
given the generous consideration accorded those facilities, some- 
thing of the skimping going on under thousands of American 
roofs might have been eliminated. 

Finally, ‘“‘economic laws” have been offered as a reason for 
the decision of the Labor Board. In the natural evolution of 
industry, the operation of those economic laws has acted to bring 
into being organizations of workingmen, powerful enough to 
check the destructiveness of the “captains of industry.” That 
power was exercised through the right of the workers to stop work- 
ing whenever they desire. The Railroad Labor Board was designed to 
act as a substitute for the conflicts which arose under the un- 
regulated operations of economic laws. Its function is not to 
free the workers from economic laws, but to so limit the opera- 
tion of those laws as to render industrial conflict unnecessary in 
the securing of just wage settlements. In promulgating a modi- 
fied “laissez faire’ policy, the majority returns to the era when 
workers were unorganized and industry was in chaos. If or- 
ganized labor has been able to make substantial progress in the 
face of “economic laws,” then the Railroad Labor Board, planned 
as a substitute for the strike, should and must function in the 
direction clearly contemplated by the law, in establishing and 
maintaining decent standards of living. 


Savings Estimated at $26,000,000 


Authentic figures on which to base an estimate of the 
amount of the saving that will result to the carriers on ac- 
count of the reduction were not available. A rough approxima- 
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tion, however, places the figure at $26,000,000, which raises the 


-total annual saving accruing to the carriers on account of the 


three recent decisions to about $135,000,000. 


WAGE STATISTICS 


The March wage statistics of the Commission show that 
there were 1,570,158 employes of all classes on class I roads 
and 15 switching and terminal companies in that month and 
that their total compensation was $216,704,408. 

“The summary of wage statistics for the month of March, 
1922,” the Commission said, “shows an increase of 25,118, or 
1.6 per cent, in the number of employes as compared with 
the number reported for February, 1922. 

“Total compensation increased $22,180,981, or 11.4 per cent, 
owing principally to the fact that there were 27 working days 
in March and only 23 in February.” 

The number of employes in the maintenance of way and 
structures department increased 13,138 in March over February; 
7,933 in the maintenance of equipment and stores department, 
and 3,605 in the transportation (train and engine service) de- 
partment. 


The report excludes Henry Ford’s Detroit, Toledo & Ironton. 


N. Y. C. SHOP CONTRACTS 


Charges that employes of the New York Central were com- 
pelled to vote in favor of piece work, by threats that the shops 
would be shut down if they did not do so, were made at the 
hearing on the question of piece work in the shops of that road 
in Kankakee and Elkhart, Ind.; Toledo, Ohio; Englewood, N. J., 
and Albany, N. Y., before the Labor Board, at Chicago, June 9. 
J. F. McGrath, vice-president of the railway employes’ depart- 
ment of the A. F. of L., made the charges in answer to the con- 
tention of attorneys for the carrier that employes at these shops 
had voted overwhelmingly in favor of a return to the piece work 
basis of pay. McGrath said that while the majority of all the 
workers voted as stated, the majority of organized workers did 
not do so. He said the shop managers had passed the word 
that the shops would be closed or let out on contracts if the 
men turned down the piece work proposals. 


CLEVELAND TERMINAL STOCKS AND BONDS 


Issuance of securities, by the Cleveland Union Terminals 
Company, to provide funds for the beginning of the work on 
the new Cleveland terminal station, has been authorized by the 
Commission. The company has been authorized to issue $10,000 
of common capital stock, which has been sold to the proprietary 
companies at par for cash, and to issue $12,000,000 of 5% per 
cent first mortgage sinking fund gold bonds, to be sold at not 
less than 921% per cent of par and accrued interest. The New 
York Central, the C. C. C. & St. L. and the N. Y. C. & St. L, 
the proprietary companies, were authorized to guarantee the 
bonds, which are the first of a total authorized issue of $60,- 
000,000. The estimated cost of acquisition of lands and con- 
struction of the terminal and facilities was given as $55,366,432. 


CUT IN STORAGE CHARGES 


A fairly comfortable reduction in storage charges, from 
the point of view of the shipper, will go into effect July 1. The 
American Railway Association, through Kelly, has filed the 
necessary tariff, Kelly’s I. C. C. No. 1228, canceling Fairbanks’s 
I. C. C. No. 9. The Kelly publication cuts the rates on all 
freight, except automobiles and other self-propelled vehicles, 
from 2.5 and 3 cents per 100 pounds, to 1.5 cents, the new rate 
to apply in all groups. That rate applies for the first five days. 
The extra time rate is also being reduced from 4 to 8 cents. 
The rate on explosives is being made uniform at 13.5 cents. 
It ranges from 12.5 to 14 cents. 

Section B of the item prescribing the method for computing 
free time is to be changed so that only full legal holidays will 
be exempted in the calculation of free time, and not half-holidays. 


Cc. & N. W. BONDS 


The Chicago & North Western has been authorized by the 
Commission to sell $2,233,000 of 5 per cent general mortgage 
gold bonds of 1987 at an average price of not less than par. 
The company informed the Commission no negotiations looking 
to the sale of the bonds have been had. It also said that the 
immediate purpose of making the sale of the bonds was to pro- 
cure funds with which to pay 25 per cent of the cost of certain 
equipment recently purchased. 


GULF & NORTHERN BONDS 


The Commission has authorized the Gulf & Northern Rail- 
way Company to issue $326,000 of first mortgage 5 per cent 
bonds to be delivered to the Santa Fe at par in satisfaction of 
a like amount of indebtedness of the company to the Santa Fe. 
The latter company furnished most of the cash for the con- 
struction of the company’s line from Newton to Wiergate, Tex. 
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TEN PER CENT REDUCTION TARIFFS 


The Trafic World Washington Bureau 


A further revision of the rules whereby tariff publishing 
agents are to be governed in the framing and filing of the 
schedules needed for compliance with the Commission’s decision 
in Reduced Rates, 1922, was announced June 10. So far as 
shippers are concerned the revision was vital only in the sense 
that it was deemed necessary to assure them they would get 
all the Commission intended to give. 

The first part of the revision consisted of an order whereby 
the Commission waived or set aside such parts of its outstand- 
ing orders as stood in the way of the carriers in the making of 
tariffs that would accomplish the desired 10 per cent reduction. 

The second part consisted of an amendment of special per- 
mission No. 59060 (the one that permits the schedules to be 
filed in the form and on the notice heretofore mentioned) in- 
tended to make certain that the rule for disposing of fractions 
would work on rates stated on the per ton basis in the way in- 
tended. The amendment was also made broad enough to enable 
the publishing agents to reduce by 10 per cent the rates on iron 
ore from the upper lake region mines to the lake loading docks 
in accordance with the supplemental report, printed elsewhere, 
covering the ore rates in question. That supplemental report 
on iron ore was put out at the same time as the revised rules 
for the preparation and publication of the rules were given to 
the public, on the afternoon of June 10. 

Each of the schedules, tariffs, or supplements changing 
rates or charges authorized or prescribed in, or maintained or 
held by virtue of an outstanding order is to bear on its face a 
legend reading as follows: 


The rates and charges shown herein which are less than rates 
or charges prescribed by an outstanding order of the Interstate 
Commerce Commission are established under authority of order of 
the = Commerce Commission in Docket No. 13293, dated 
June 9, 22. 


BRICK RATE REVISION POSTPONED 


The Trafic World Washington Bureau 


The operative date of the Commission’s order in No. 10733, 
National Paving Brick Manufacturers’ Association et al. vs. 
Alabama & Vicksburg et al., has been indefinitely postponed, in 
so far as it relates to the southeastern lines’ territory. The 
territory involved is Texas, Louisiana west of the river, Arkan- 
sas, Oklahoma, southern Missouri and southern Kansas. 

No announcement as to why the order was postponed was 
made, but it is suspected it was put off because the Commission 
has under consideration two cases involving the same questions 
—namely, rates and descriptions. They are No. 9702, the Mem- 
phis-Southwestern Investigation, and No. 10284, Fort Worth 
Traffic Bureau vs. Abilene & Southern et al. By postponing its 
order in the nation-wide case the Commission can dispose of 
the whole southwestern situation in one report. 


RATES ON IRON ORE 


The Trafic World Washington Bureau 


Iron ore tariffs, the first of the flood to carry into effect the 
Commission’s opinion that all rates raised or held in effect as 
a result of its decision in Ex Parte 74, should be brought down 
10 per cent, reached the public files of the Commission June 12. 
The ore tariffs physically arrived at the Commission’s office 
the night of June 9 or the morning of the following day. They 
were, therefore, within the rule of the Commission’s special per- 
mission permitting reductions on iron ore to be made operative 
on five days’ notice. They were also within the rule set by the 
carriers for their own guidance, namely, that the tariffs should 
a filed in time to make the rates operative not later than June 

Ten per cent was taken off not only the line haul but the 
dock and handling charge rates applicable to ore. Thus, for 
instance, the new line haul rate from Lorain, O., to Allegheny, 
Pa., became $1.15. That is the line haul rate on cre whether it 
be “direct” or “dock.” The unloading charge from the vessel to 
the cars on direct ore comes down to 8 cents per ton, making 
the through charge on “direct” ore $1.23. Under the new tariffs 
the charge for unloading from vessel to dock is cut to 20 cents 
per ton and for handling from dock to car 138 cents, a total of 
$1.48 on ore held on the docks after discharge from the vessel. 

Whether the 10 per cent reduction advised by the Commis- 
sion in its supplemental report, as to ore from the mines to the 
upper lake docks, will be made to apply on the handling charges 
at the upper lake ports, could not be answered at the Commis- 
sion when the tariffs of the charges from the lower lake ports 
to furnace points came to hand. Under the Commission’s main 
decision the 10 per cent reduction is to apply only to rates in- 
creased or present rates held in effect by reason of Ex Parte 74. The 
rates from the mines to the upper lake ports were not increased by 
reason of Ex Parte 74. Whether the present rates result by 
reason of the decision in that case, is a question that could not 
be answered off hand. Officials who have had to do with the 
technical work of getting tariffs to the files that would bring 
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about rates in accordance with the views of the Commission 
were inclined to the belief the Commission would expect the 
accessorial rates to be brought down in sympathy with the line- 
haul charges and that its failure to mention them was an over- 
sight. 

Under the Commission’s supplemental report on the reduced 
rate case the line-haul rate from group 1 on the Mesabi and 
Vermillion ranges, from group 2 on the Cayune range and group 
3 from the Gogebic and Menominee ranges will become 90 cents 
to Two Harbors, Duluth, West Superior, Superior, Ashland and 
Escanaba; 77 cents from group 4 on the Marquette range, to 
Marquette and Presque Isle; and 66 cents from the Ishpeming 
and Negaunee districts to Marquette and Presque Isle. 

The Commission has denied the motion of the Central of 
New Jersey, Empire Steel & Iron Company and others (Traffic 
World, June 10, p. 1288) to vacate its order of suspension in 
I. and S. No. 1514. It assigned no reason for its action, which, 
however, was not unexpected. The applicants asked for the 
vacation of the order and discontinuance of the proceedings to 
the end that the carriers might make a 20 per cent reduction 
on ex-lake ore and a 28 per cent reduction in the station-to- 
station or local rates of the trunk lines, on ore from the mines 
in New York, New Jersey and Pennsylvania. 

Denial of the motion leaves the contention made by A. H.- 
Elder that in suspending reductions the Commission assumed 
to place upon the carriers a burden not sanctioned by law, to 
be answered, if at all, in the report on the suspension proceed- 
ings. His point has attracted considerable attention. It will 
be of significance if and when the Commission answers that it 
has the power to require a carrier, on protest and application 
for suspension, to show the reduced rates proposed by it, would 
not unduly prejudice the protestant. In this case the protestant 
is the lake furnace interest. The interior furnace interest con- 
tends the protesting section of the industry has no interest in 
the rates on ex-lake ore because it does not pay them, and 
that there never has been a relationship between rates on iron 
ore and the rates on fuel, either coal or coke. On the contrary, 
the Commission, years ago, condemned the efforts of the car- 
riers to show there was a relationship between the rates on 
raw materials to furnace points, by condemning the so-called 
assembly cost theory of making rates to furnace points. From 
that time, the interior furnace interest contends, until the Com- 
mission issued its press notice in connection with the order 
which created I. and S. No. 1514, no one thought of connecting 
ore and coal rates. The railroads thought they had been for- 
bidden to do so years before. Therefore they refrained and 
were surprised when the Commission, in the press notice, linked 
them together, without any explanation as to why it had done 
so, other than the general averment that failure by them to 


make reductions on fuel placed the lake front furnaces at a 
disadvantage. 


FELTON PREDICTS CAR SHORTAGE 


Serious inadequacy of railroad facilities in the United States 
will probably result from the Commission’s decision to reduce 
the “reasonable” return on the value of the railroads from 
6 to 5% per cent annually, according to S. M. Felton, president 
of the Chicago Great Western, and chairman of the western 
committee on public relations of the Association of Railway 
Executives. Mr. Felton said new capital was urgently needed 
by the roads to help put rolling stock and rights of way into 
shape for the coming business revival. 

He insisted that the fact that higher rates were not re- 
sponsible for the business depression was proved by the general 
revival which was well on its way a month or more before the 
Commission made its general rate reduction. In part, Mr. Fel- 
ton said: 


} 

How many persons realize that were it not for the coal strike the 
railroads would now be handling an amount of traffic almost unprec- 
edented at this time of year? How many know that for 30 to 60 days 
previous to the forthcoming rate reductions, business has been moving 
in a volume larger than for any year except 1920? Do you realize 
how deeply this should impress every man here, indeed, every man 
in America? Do you know that in the week ended May 27 the car 
loadings, exclusive of coal, amounted to 821,000 cars, compared with 
795,000, which included coal, in the same period of 1921, when more 
than twice as much coal was moving as is now? 

Why do I dwell on this point? Because for many months, in 
every imaginable way, the railroad managers have been trying to 
awaken the public to a realization that traffic would soon revive, and 
that the railways must have increased facilities to handle it. The 
railway managers have cried ‘‘wolf,’’ and now the wolf is almost here. 
For months railway managers have tried to impress the commercial 
and industrial interests of the country with the fact that if rates were 
reduced without a corresponding cut in wages, the largest item in 
operating expenses, the roads would be unable to provide the equip- 
ment needed to care for the traffic certain to be offered. 

But the demand continued for lower rates. Few, apparently, paid 
any attention to the stand taken by the managers, notwithstanding 
the fact that the managers never at any time have opposed lower 
rates, if only the expenses came down in like proportion. Heads of 
large enterprises, public bodies of every kind, politicians, candidates 
for public office, every one hammered the rates. Men who would 
have considered themselves and their stockholders meanly treated, 
indeed, if denied at least 10 per cent net, found it impossible to admit 
the justice of the position taken by the railroads in insisting upon at 
least 6 per cent. Business has largely ignored up to the present, the 
fact that not even this meagre reward has been realized except in 
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very few instances, and this only at the expense of neglected main- 
tenance of way and equipment. The record has been overlooked 
which shows that in 1921 this net return as reported by the Commis- 
sion amounted to only 3.3 per cent before interest. The railroads in 
the western district, according to the latest reports from Washington, 
had net operating income in April at an annual rate of only 2.76 per 
cent, and in March at an annual rate of 4.12 per cent. So, although 
the net operating income showed an increase over 1921, the expenses 
connected with running the roads were still so high that it was impos- 
sible to realize anywhere near the return contemplated in the trans- 
portation act. Since then rates have been ordered cut to the tune of 
250 million dollars a year—about 400 million, if we include the 
voluntary reductions on agricultural products made last January, as 
compared with the two recent reductions in wages made by the Labor 
Board of about 110 millions. : 

It seems incomprehensible that a country like this should so 
persistently refuse to face the real issue; that the great question 
before us today is not railroad rates, nor railroad wages, but one of 
adequate transportation facilities. 

How are these facilities to be secured? Certainly in no other way 
than with new capital. How are we to realize better service and 
increased efficiency? They can be had only by permitting the railway 
managements to function as those of other business concerns do—to 
earn enough to raise adequate amounts of capital and invest them in 
those ways that will do the most good. This means that we must 
protect railroad credit by assuring a fair return, uninterrupted by 
drastic, confusing regulations from multifarious sources; by stamping 
out politics in railroad affairs, and by frowning upon every attempt 
by radical elements to injure railroad properties. 

The situation with respect to freight cars is really alarming. The 
ordinary record for bad order cars previous to the period of govern- 
ment operation. was about 5 per cent. Today the railroads report 
nearly 15 per cent of their cars in bad order. The actual number of 
these bad order cars May 1, was 327,704, three times the pre-war 
record. The latest reports show 25.1 per cent of the locomotives are 
in bad order, as compared with about 10 per cent previous to govern- 
ment operation of the roads. 

It is very difficult to one familiar with the railway situation to 
comprehend the action of the Commission in its opinion in the recent 
rate case in setting 5% per cent as the so-called ‘‘fair return’”’ for the 
railways in the future. The railways have not succeeded under the 
existing rates in earning anywhere near the 6 per cent return which 
the Commission two years ago held would be. reasonable, and now 
their rates have been reduced $400,000,000 a year with wage reductions 
of only $110,000,000, and the railroads are told they may be permitted 
to earn only 5% per cent. Whether the railways can earn this return 
on the new rates is questionable. Even if they do, how can anybody 
believe it will be sufficient to enable them to raise the large amounts 
of new capital they need? 

I have never been disposed to be hypocritical, particularly with 
reference to our federal regulatory authorities, but I must insist upon 
the justification I feel for expressing myself as emphatically opposed 
to the situation created by this recent action of the Commission. The 
transportation act declares expressly that rates shall be made which 
will yield the railways an adequate net return, and that the Com- 
mission must fix the level of rates to produce this fair return on the 
valuation of the property devoted to transportation. This valuation 
is fixed by the Commission itself, not by the railroads; it was arrived 
at through painstaking work of the engineers and other persons em- 
ployed by the Commission. If it is a fair valuation then the return 
on it to which the Commission has said the roads should be restricted 
is unfairly low. 

It has been said that the Commission felt called upon to so reduce 
rates as to ‘‘avoid throttling industry.’’ But few persons seem to 
have observed that even under the prevailing rates which the man- 
agers have admitted are high, business activities did revive enormor- 
mously within the last sixty days, and not only in those industries 
which provide the necessaries of life. Motor cars, which in the last 
analysis must be classed as luxuries, are being produced in larger 
volume than has been known for years. One company reports that 
in May its sales of passenger cars have swept aside all previous 
records in its history. This company built and sold 23 per cent more 
passenger cars in May than in April. The May record was an increase 
of 211 per cent over the same month a year ago. 

Exports of grain in 1921 were 468 million bushels; in 1920 they 
were 324 million, and 1919, 285 million bushels. These exports in 
1921 were larger than at any time in our history, and they went for- 
ward with rates no lower than those now in effect. 

If these developments had occurred after railway rates were 
reduced, many persons would have said they were due to the 
stimulous given to business by the reductions of rates. On the con- 
trary, they have occurred long before the reduction of rates recently 
ordered by the Commission, which does not go into effect until July 
1. They show conclusively that railway rates have not been prevent- 
ing a revival of business. They also demonstrate that we are in the 
midst of a revival of business which, when the coal strike is over and 
coal begins to be shipped in large volume, will give the railways a 
volume of traffic to handle which will tax their facilities to the limit. 
In fact, it does not seem at all improbable that within a few months 
we shall find the railways struggling with a traffic larger than they 
can handle. I need nct tell you what the results of that would be. 
It would mean restriction of the production and commerce of the 
United States to the measure of the traffic which the railways could 
handle. Secretary Hoover, in his testimony before the Commission, 
estimated that every great congestion of traffic due to inadeauate 
railway facilities caused the country losses of probably one billion 
dollars. 

In these circumstances, business men should be thinking much 
more than they have been in the past about what must be done to 
enable the railways to get ready to handle the commerce of the 
country. I know this has been said many times before. but it must 
be said again and again until business men are awakened to the 
situation confronting them. In spite of the reductions in rates 
recently ordered by the Commission, there is still agitation for further 
early reductions regardless of the effects upon railway earnings. The 
railways recently have been making great efforts to get ready to 
handle a larger business. For example, because of recent increases 
of net earnings, and in anticipation of larger net earnings in future, 
they ordered in the first five months of this year 77,000 freight cars 
—more than have been ordered in any equal period for a long time. 
They cannot continue with their programs of improvements and 
expansion unless reasonably assured that they will be given an oppor- 
tunity to meet their outstanding capital obligations and to earn in 
addition a return upon the new capital which they should continue 
investing. It will be worse than useless for business men to comnlain 
later because they cannot get sufficient and satisfactory railway 
service if they now insist upon, or permit to be carried out, a policy 
of regulation which makes the rendering of such service impossible. 


You can get the day’s important traffic news every 


working day in the year through THE DAILY 
TRAFFIC WORLD. 
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REPAIR OF BAD-ORDER CARS 


The National Industrial Traffic League has sent the follow- 


ing letter to R. H. Aishton, president of the American Railway 
Association: 


‘ 
Business is gradually improving; all lines are showing an in- 
creased movement of tonnage, except coal. The coal reserve stocks 
are being used up. When the present strike is over there will 
of necessity be a very heavy coal movement. : 
Commodity prices have been largely deflated. The deflation of 
railroad labor has already begun. The Railway Labor Board has 
made orders reducing the wages of the maintenance of way em- 


ployes and shop men and affiliated crafts. Other similar orders are 
expected to follow. 


It is a matter of common knowledge that the car supply has 
not kept pace with the demands of commerce for approximately 
seven years. The present visible car surplus is being absorbed; 
everything indicates that the improvement, in all lines of business, 
already quite marked, will be accelerated. 

In view of all this we respectfully call your attention to the 
unusually large percentage of bad-order equipment, and we re- 
spectfully suggest the wisdom of the railroads putting on large 
forces immediately to repair bad-order cars and make them serv- 
iceable for the needs of commerce. - Our anxiety that business 
shall not be retarded for want of transportation facilities is our 
motive in bringing this matter to your attention and urging you 
to bring it to the attention of your member roads, with a recom- 
mendation that every possible effort be made to get their rolling 


stock in serviceable condition. 
The officers of the League, commenting on the situation, say: 


The car situation should be given immediate and preferred 
attention until every available car is made serviceable. With 
business conditions improving, and carloadings increasing, the 
present percentage of bad-order cars should be of as grave con- 
cern to railroad managements as it is to shippers. If business 
suffers during the next few months because of an insufficient car 
supply, with several hundred thousand cars out of service on ac- 
count of “bad order,” the public will not be disposed to accept 
explanations for the failure of the railroads to get ready to 
handle the largely increased tonnage, which everything seems to 
indicate is fast approaching. 


We respectfully recommend that our members bring this sub- 
ject to the attention of railroad managers in their respective com- 
munities, and urge upon them the gravity of the situation, and 
the importance of their dealing with it promptly and vigorously. 
They should be given to understand that shippers are watching 
this situation, and will not excuse failure on their part. 


REVENUE TRAFFIC STATISTICS 


Freight revenue totaled $352,140,672 in March as against 
$319,784.342 in March, 1921, and $920,388.787 in the three months 
ended with March as against $926,310,360 in the same period of 
1921, according to a statement by the Commission on revenue 
traffic statistics compiled from 166 reports representing 182 
steam roads, exclusive of switching and terminal companies. 

Passenger revenue totaled $80.495,133 in March as against 
$97,268,419 in March, 1921, and $237,806,737 in the three months 
ended with March as against $290,933,665 in the same period 
of 1921. 

Freight revenue per ton-mile averaged 11.98 mills in March 
as against 13.20 mills in March, 1921, and 11.73 in the three 
months as against 12.68 in the 1921 period. 

Revenue tons carried totaled 154,164,000 in March as against 
127,942,000 in March, 1921, and 403,425,000 in the three months 
as against 390,589,000 in the same period of 1921. 

Revenue passengers carried numbered 80,909,000 in March 
as against 91,799,000 in March, 1921, and 235,740,000 in the 
three months as against 270,810,000 in the same period of 1921. 

Revenue per passenger mile averaged 3.105 cents in March 
as against 3.169 in March, 1921, and 3.091 in the three months 
as against 3.121 in the same period of 1921. 


VIRGINIA TERMINAL AND VIRGINIA RAILWAY BONDS 


The Commission has authorized the Virginian Terminal 
Railway Company to issue $909,000 of 5 per cent first mortgage 
50-year gold bonds, which are to be delivered to the Virginian 
Railway Company in reimbursement of advances made by it 
to the terminal company for additions and betterments. The 
Virginian Railway Company, which owns all of the capital stock, 
except shares qualifying directors, and all the bonds of the 
terminal company, and which operates the terminal properties, 
was authorized to guarantee the bonds. It proposes to take 
the bonds and pledge them with the Farmers Loan & Trust 
Company of New York, to procure authentication and delivery 
of $909,000 of 5 per cent first mortgage 50-year gold bonds to 
be pledged with the Director-General of Railroads in connection 
with the funding of the company’s indebtedness to the United 
States for additions and betterments made during federal con- 


trol. The Commission authorized the company to issue those 
bonds. 


CRYSTAL RIVER R. R. SERVICE 


The Crystal River & San Juan Railroad Company has ap- 
plied to the Commission to lease and operate the railroad line 
of the Crystal River Railroad Company in Colorado and to re 
establish service on its own line. The company said its line 
was originally built to handle the products of the Colorado 
Yule Marble Company at Marble, Colo. The marble plant was 
shut down during the war, having been adjudged non-essential. 
The owners of the plant have prepared to reopen it and there- 
fore the railroad wishes to resume operations. 
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MEETING OF STATION AGENTS 


When Chairman Gilmore, of the Freight Station Section, 
Operating Division, of the American Railway Association, calls 
to order the second annual session of that organization, at the 
Bellevue-Stratford Hotel, Philadelphia, at 10 o’clock next Tues- 
day morning, he will face a hall full of delegates who have 





J. C. GILMORE 
Chairman 


been meeting thus 
for 35 years; for, 
although it is only 
the second time 
the section has 
met, the Amer- 
ican Association 
of Freight Agents 
had passed its 33d 
birthday when it 
became a part of 
the A. R. A. 
Several hundred 
agents are ex- 
pected to be pres- 
ent, a large num- 
ber of whom will 
arrive on a special 
train that leaves 
Chicago the day 
before the meet- 
ing. 
The Philadel- 
phia meeting 
promises to be 
fully as interest- 
ing as any here 
tofore held. ‘The 
organization of 
the section is 
unique, for, while 
its chief objects 
are the _ discus- 
sion and adjust- 
ment of problems 
pertaining espe 


cially to freight station operation, the scope of these discussions 
is broadened and their value enhanced by the policy of assign- 
ing certain subjects to sectional committees for investigation. 
Papers are then submitted to the meeting, full and free discus- 
sion had, and recommendations as to action or further investi- 


gation made. 


The subjects of some of these topics and a preliminary 


Cc. M. TESCHEMACHER 
First Vice-Chairman 





perusal of some 
of the papers te 
be submitted 
prove the asser- 
tion that the 
Philadelphia meet- 
ing will surpass 
in interest any 
yet held. Among 
the most interest- 
ing are the papers 
of the Omaha and 
St. Louis local 
organizations per- 
taining to the 
standardization of 
bills of lading, 
especially in re 
gard to the desig- 
nation of delivery 
on “order” bills; 
the New York 
and Chicago 
papers on the 
identification of 
drivers at freight 
stations; the New 
Orleans and Chi- 
cago papers dis- 
cussing the ship- 
ping of  perish- 
ables; and the 
Cleveland paper 
concerning the 
definition of the 
terms “diversion” 


and “reconsignment.” The following is a complete list of the 
topics in the order in which they will come before the meeting: 


_Detroit topic, Weighing Less Carload Freight. Kansas City 
topic No. 1, Inspection of Equipment Prior to Loading and Card- 


ing the Car Suitable for Certain Commodities. 


St. Louis topic No. 


“«, Transfer of Bad Order Cars. Omaha topic, All Bills of Lading 


and Waybills Covering Shipments Consigned 





“To Order,” Shall 
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Bear One of the Following Notations as Directed by 


“Inspection Not Permitted” or “Allow Inspection.” 
Payment of Claims by Carriers for Concealed Loss and Damage. 
Philadelphia topic, Freight Claim Prevention. 
1, Issuing and Accomplishing Bills of Lading. 
centrated Effort and Reciprocity as an Aid to Greater Efficiency. 
Cleveland topic, The Inclusion of Carload Freight Billed to “Or- 


der” in the Definition of Term “Diversion” or ‘‘Reconsignment” 


in the Tariff Governing Reconsignment of Freight. 


City topic, Should 
Not Some Uniform 
System Be Adopt- 
ed in the Larger 
Cities Throughout 
the United States 
to Prevent Ship- 
ments Being De- 
livered to  Dis- 
honest People by 
Means of Fraudu- 
lent Documents or 
Forged Orders? 
Chicago topic, The 
Identification of 
Drivers at Freight 
Stations. New Or- 
leans topic, No. 2, 
Handling Perish- 
able Freight, Ven- 
tilation, Refriger- 
ation. Chicago 
topic, Proper 
Handling of Per- 
ishable Freight 
Requiring Refrig- 
eration or Venti- 
lation in the Sum- 
mer and Protec- 
tion from Freez- 
ing in Winter. 
New Orleans topic 
No. 1, Checking 
Contents of Car- 
load Shipments of 
Package’ Freight 
Delivered from 
Team Track. Mil- 
waukee topic, 
Checking Cars 
Loaded or Unload- 
ed on Public Team 
Tracks. Indian- 
apolis topic, 
Standard by Which 
Proper Analysis of 
Freight Office and 
Freight House Op- 
eration Can Be 


Analyzed and Compared. 
City Over and Short Bureau and Its Operation. 
No. 1, “Hundred Series” Loading Scheme. 





H. W. MAYNARD, JR. 
Second Vice-Chairman 


Kansas City topic No. 2, Plan of Kansas 


2, Sealing Packages After Invoicing. 


1. Registration of 
Representatives. 

. Appointing 
Committee on 
Credentials. 

3. Minutes of 
Previous Meet- 


ing. 

4. Report of Chair- 

man. 

5. Reports of Com- 

mittees. 

(a) Arrange- 
ments. 

(b) Direction. 
(c) Operating. 
(d) Station 
Traffic. 

(e) Station 
Settlements. 
(f) Freight 
Station Rules. 
(g) Special 
Committees. 
(h) Topics. 

6. Unfinished Busi- 
ness. 

7. New Business. 
(a) Conven- 
tion Topics. 

8. Election of Of- 
ficers. 

(a) Chairman. 
(b) First Vice- 
Chairman. 

(c) Second 
Vice-Chairman. 
(d) Committee 
of Direction 
(seven mem- 
bers). 

(e) Committee 
on Nomina- 
tions. 

9. Place and Time 

of Next Meet- 


ing. 
10. Adjournment. 


bo 


The officers and the members of the committees of the sec- 
tion are as follows: 


J. C. Gilmore, chairman; C. M. Teschemacher, first vice-chair- 
man; H. W. Maynard, Jr., 


secretary. 


second vice-chairman; 


Program of Meeting 


The program of the meeting, which, it is expected, will last 
three days, is as follows: 





R. 0. WELLS 
Secretary 


R. 





Baltimore topic, 


St. Louis topic No. 
Mobile topic, Con- 


Fort Worth topic 
Fort Worth topic 
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Committee of Direction: J. C. Gilmore, chairman, agent, Penn- 
sylvania System, Philadelphia, Penn.; C. M. Teschemacher, gen- 
eral agent, Chicago & Alton, Chicago, Ill.; H. W. Maynard, Jr., 
agent, Central Railroad of New Jersey, New York City, N. Y.; 
C. E. Cochrane, agent, Pennsylvania System, Baltimore, Md.; J. 
L. Harrington, agent, Chicago, Burlington & Quincy, Omaha, Neb.; 
EK. L. Kemp, general agent, Stock Yards District Agency, Chicago, 
Ill.; C. E. Fish, agent, Baltimore & Ohio, Cincinnati, Ohio; C. Treat 
Spear, agent, Chicago, St. Paul, Minneapolis & Omaha, St. Paul, 
Minn.; Frank Laughlin, agent, Erie Railroad, Cleveland, Ohio; 
E. J. Coffey, agent, Southern Railway, East St. Louis, Ill.; J. R. 
Hitchcock, agent, Atchison, Topeka & Santa Fe, Kansas City, Mo.; 
ait 4 Brinkman, general agent, Michigan Central Railroad, Detroit, 
ich. 

Committee on Nominations: G. B. Ingersoll, chairman, agent, 
Wabash Railroad, Chicago, Ill.; George B. Ager, special agent, 
Boston & Albany, Boston, Mass.; R. P. Smallhorn, agent, Grand 
Trunk, Montreal, Que., Canada; W. H. Herbig, agent, Chicago, 
Rock Island & Pacific, Kansas City, Mo.; J. A. Byron, agent, Fort 
Worth & Denver City, Fort Worth, Tex. 

Committee on Operating: W. D. Browning, chairman, super- 
visor of stations, Cleveland, Cincinnati, Chicago & St. Louis, Indi- 
anapolis, Ind.; E. E. Lamberton, assistant general manager, South- 
ern Pacific Steamship Co., New Orleans, La.; C. G. Walker, agent, 
Southern Railway, Atlanta, Ga. 

Committee on Station Traffic: J. H. Rogers, chairman, agent, 
Long Island Railroad, Brooklyn, N. Y.; L. H. Caswell, agent, Chi- 
cago Great Western, Minneapolis, Minn.; J. H. Mahoney, agent, 
Chicago & North Western, Des Moines, Iowa. 

Committee on Station Settlements: E. J. McDonald, chair- 
man, agent, Wabash Railroad, St. Louis, Mo.; W. R. Pittman, 
agent, Atlantic Coast Line, Jacksonville, Fla.; Leslie Ellis, agent, 
Richmond, Fredericksburg & Potomac, Richmond, Va. 

Committee on Freight Station Rules: W. W. Alexander, 
chairman, agent, Louisville & Nashville, Cincinnati, Ohio; D. 
Mulrein, agent, Northern Pacific, Minneapolis, Minn.; C. T. Seiler, 
agent, Illinois Central, New Orleans, La.; W. E. Westington, agent, 
Southern Pacific, San Francisco, Cal.; B. R. Brenan, agent, Cleve- 
land, Cincinnati, Chicago & St. Louis, Cleveland, Ohio. 

Committee on Topics: C. W. Loomis, chairman, agent, Burling- 
ton & Quincy, Denver, Colo.; H. B. O’Halloran, agent, Union Pa- 
cific, ene. Neb.; O. M. Hullinger, agent, Michigan Central, Chi- 
cago, 5 

Committee on Annual Meeting Arrangements, C. L. Thomp- 
son, chairman, agent, Philadelphia & Reading, Philadelphia, Penn.; 
Cc. C. Kinney, agent, Pennsylvania System, Philade!phia, Penn. 

Special Committee on Identification of Drivers at Freight De- 
pots: R. O. Wells, chairman, agent, Illinois Central, Chicago, I1l.; 
EK. E. Lamberton, assistant general manager, Southern Pacific Steam- 
ship Co., New Orleans, La.; H. W. Maynard, Jr., agent, Central 
Railroad of New Jersey, New York City, N. Y.; C. Treat Spear, 
agent, Chicago, St. Paul, Minneapolis & Omaha, St. Paul, Minn.; 
L. J. Brinkman, general agent, Michigan Central, Detroit, Mich.; 
rE = Harrington, agent, Chicago, Burlington & Quincy, Omaha, 

eb. 

Special Committee on Uniform Freight Bill and Uniform Way- 
bill: J. L. Harrington, chairman, agent, Chicago, Burlington & 
Quincy, Omaha, Neb.; C. Treat Spear, agent, Chicago, St. Paul, 
Minneapolis & Omaha, St. Paul, Minn.; R. O. Wells, agent, Illinois 
Central, Chicago, Ill. 

General Committee: C. M. Teschemacher, general agent, Chi- 
cago & Alton, Chicago, Ill.; C. E, Cochrane, agent, Pennsylvania 
System, Baltimore, Md. 

Member of Advisory Council, American Railway Association: 
J. C. Gilmore, agent, Pennsylvania System, Philadelphia, Penn. 


Organization Is Thirty-five Years Old 


The birth of the national organization of freight agents 
dates back to June, 1888, when twenty freight agents from St. 
Louis journeyed to Chicago to talk things over with agents in 
that city. The idea was born at that time, and the National 
Association of Freight Agents was formed at a meeting in St. 
Louis, in October of the same year, with delegates from ten 
cities, “The Original Ten,’ present. Thirteen years later, at 
the annual meeting in Denver, the name of the organization 
was changed to the American Association of Freight Agents, 
and provisions made for the admission of Canadian and Mexican 
local associations. The proposal to become a part of the 
American Railway Association was broached at the Cleveland 
meeting, in 1919, and the association was taken over, under 
the name of Freight Station Section, Operating Division, in De- 
cember, 1920. 

So far as the original objects of the organization are con- 
cerned—namely, the promotion of good-fellowship among freight 
station agents, the standardization of freight station methods 
and the investigation of national questions affecting the handling 
of freight by the carriers and the shippers—these objects have 
been preserved and the organization remains the same in ideals 
today as it was 35 years ago, when twenty St. Louis agents 
sought the aid and advice of their Chicago brethren. The prin- 
cipal change has been in size, for the lusty youngster has grown 
into a still lustier youth, the membership now being about 1,300. 
At the Chicago meeting, last year, 79 railroads and 76 local 
organizations were represented. 

The aspirations of the association for the future are strik- 
ingly set forth, by the Mobile Association, in a paper prepared 
for the impending meeting. After making several recommenda- 
tions as to how the work of the section can be carried on more 
expeditiously and more effectively, the paper concludes: 


The railroads today need concentrated effort and reciprocity. 
It will substitute efficiency for inefficiency, interest for indiffer- 
ence, It will invade the farthest corners of the railway world with 
the rich and varied products of its genius and give to the owners 
of American railroads one hundred per cent dividends. 

Our future depends on ideals and hopes which lure us on more 
than anything else. We must attack with new vigor the prob- 
lems of transportation, we must strive to maintain equal oppor- 
tunities with others for betterment of the service. Any line of 
action which fails to develop our aims and ambitions, and to pro- 
vide dynamic force, cannot endure. 
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And now in the fullness of years of experience, realizing our 
long struggle for recognition of the American Railway Associa- 
tion and appreciating our present position as a part of that great 
body, and in the light of thorough study and knowledge of the 
great work before us, this message is extended to the workers in 
the Freight Station Section in the hope that that concentrated 
effort and reciprocity on our part will open the chambers of op- 
portunity and allow a flow of talent and ambition from the 
humblest to the mightiest; for that is the purifying current in 
a great cause. 


SETTLEMENTS WITH CARRIERS 


The Railroad Administration reports the following final set- 
tlements, and has paid out to the several roads the following 
amounts: Toledo, Peoria & Western Railway Company, $325.- 
000; Central Union Depot & Railway Company of Cincinnati, 
$25,000; York Harbor & Beach Railroad Company, $50,000. The 
Chicago, Rock Island & Pacific Railway Company paid Director- 
General, $2,500,000. 

The Commission has certified to the Secretary of the Treas- 
ury that the following amounts are payable to the railroads 
named under section 209 (guaranty) of the transportation act: 
Apalachicola Northern, $14,802.29; Flint River & Northeastern, 
$1,238.91; Waterville Railway Co., $938.59. 

Under section 204 (reimbursement of deficits) the Commis- 
sion certified the following amounts as payable to the railroads 
named: Arizona & Swansea, $15,296.34; Bullfrog Goldfield, 
$15,144.79; Apalachicola Northern, $3,763.97; Raquette Lake 
Railway, $9,717.82; United Verde & Pacific, $34,535.15, Leetonia 
Railway Co., $44,831.32, Silverton Northern, $20,845.16. 

The Commission has certified to the Secretary of the Treas- 
ury that $17,456.32 is due the Ventura County Railway Company 
of California in reimbursement of its deficit during federal 
control. 

The Commission has certified to the Secretary of the Treas- 
ury that $6,105.81 will make good the guaranty to the Paris & Mt. 
Pleasant Railroad Co. The total found due the carrier is $81, 
105.81, the difference having been advanced. The Commission 
also certified that $691,408.32 is due the El Paso & Southwestern 
Co. in final settlement. Under section 204 (reimbursement of 
deficits) to Commission has certified that $63,322.30 is payable to 
the Ocean Shore Railroad Co., $1,748.47 to the Paris & Mt. Pleas- 
ant, $2,730.98 to the Lawndale Railway & Industrial Co., and 
$727.46 to the Jefferson & Northwestern Railway Co. 


BIG FOUR TO SHORTEN LINE 


The application of the Cleveland, Cincinnati, Chicago & St. 
Louis Railway Company, for authority to construct a cut-off 
extending from a point on the Cincinnati division at or near 
mile post 111 in Brown township, Delaware County, Ohio, in 
a northerly direction to a connection with the main line track 
at or near mile post 117 in Berlin township, a distance of ap- 
proximately 31% miles, has been approved by the Commission. 
Explaining the reason for the new construction, the Commission 
said: 


The proposed line will shorten the distance for the movement of 
through traffic between Cincinnati and Cleveland and intermediate 
points by approximately three miles. It will also avoid falling and 
rising grades of 86 feet and a curvature of 137 degrees on the existing 
line in the valley of the Olentangy River. It is stated that the maxi- 
mum grade on the line between Columbus, Ohio, and Galion, Ohio, 
will be reduced from eight-tenths of 1 per cent to three-tenths of 1 
per cent for all trains using the new line, and that passenger trains 
will save from five to six minutes and freight trains from 20 to 30 
minutes as compared with the time required for traveling the pres- 
ent route. 

No stations will be established on the proposed line, and none on 
the present line will be discontinued. The industries in the surround- 
ing territory will continue to be served by the applicant through its 
existing facilities at Delaware. — 

The applicant estimates that the proposed line will cost $176,700 
and that its construction will effect a saving of $57,000 a year in oper- 
ating expenses, based upon the volume of business of October, 1920. 
It is proposed to finance the cost of construction from revenues. 


EX PARTE NO. 80 AWARDS 


John F. Finerty, assistant general counsel, division of law, 
U. S. Railroad Administration, in a letter to the editor of The 
Traffic World, says: 

“In order to avoid misunderstanding, the Director-General 
has authorized me to state that he will comply with such awards 
of the Commission involving the Ex Parte 80 question as had 
been made at the time that question was submitted to the 
Commission—that is, October 6, 1921. As to awards made sub- 
sequent to that date, the Director-General reserves the right to 
refuse compliance with particular awards, depending upon the 
record in the particular case.” 





ABANDONMENT OF E. & L. S. BRANCH LINE 


The Escanaba & Lake Superior Railroad Company has ob- 
tained from the Commission a certificate of public convenience 
and necessity permitting abandonment, as to interstate and for 
eign commerce, of 6.1 miles of the Northland branch in Mar 
quette and Dickinson counties, Michigan. The line was built 
to haul forest products, the supply of which has been exhausted. 
No protest was received against the proposed abandonment. 
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| Personal Notes 


D. E. Russell has been appointed district traffic manager for 
the Lehigh Portland Cement Company at New Castle, Pa. 

The Lake Erie & Western has announced the following ap- 
pointments: G. H. McHugh, division freight and passenger agent, 
Peoria, Ill.; C. R. Strickler, R. F. Waughop and H. W. Wittman, 
freight representatives, Peoria; W. A. Angrick, commercial 
agent, Kokomo, Ind.; H. C. Fisher, division freight and passenger 
agent, Sandusky, Ohio; E. C. Wolfe, freight representative, San- 
dusky; C. B. Craig, traffic representative, Fort Wayne, Ind.; 
E. G. Hayler, commercial agent, Muncie, Ind.; T. J. Faulconer, 
district freight agent, Pittsburgh; A. C. McKinley, district freight 
agent, Chicago; R. T. Abbott and C. J. Peterson, freight repre- 
sentatives, Chicago; J. K. Leigh, district freight agent, Min- 
neapolis, Minn.; W. B. Robbins, district freight agent, Detroit, 
Mich.; P. L. Holtz, district freight agent, St. Louis; A. F. Weaver, 
freight representative, St. Louis; W. A. McGowan, district freight 
agent, Kansas City, Mo. 

Leslie Lacroix, formerly with the Illinois Agricultural As- 
sociation, at Chicago, has been appointed traffic manager for the 
Evansville, Ind., Chamber of Commerce. 

C. B. Bachrodt has been appointed traveling freight agent 
and A. A. Andersen freight traffic representative for the Ala- 
bama & Vicksburg and the Vicksburg, Shreveport & Pacific, at 
Chicago. 

The Pittsburgh & West Virginia and the West Side Belt 
roads have appointed C. A. Howe purchasing agent, and D. W. 
Summerfield real estate and freight claim agent, at Pittsburgh. 

. D. A. Little has been appointed freight claim agent for the 
C. & N. W., succeeding H. C. Howe, who died. 

F. D. Hammer, assistant general passenger agent for the 
Wabash Railway, has been transferred from St. Louis to Detroit. 

L. A. Goodrich has been appointed traffic manager for the 
Grand Rapids, Grand Haven & Muskegon Railway, at Grand 
Rapids. S. L. Vaughan, vice-president of that line, has, in addi- 
tion, been appointed general manager. 

S. A. Campbell has been appointed division freight agent 
for the Norfolk & Western, at Roanoke, Va., succeeding F. W. 
Jones, who was promoted. 

Charles Van Overbeke, for 40 years an employe of the 
Standard Oil Company, of Kentucky, and for the last 25 years 
traffic manager for that company, at Louisville, will retire, volun- 
tarily, July 1. Mr. Overbeke is widely known as one of the best 
posted oil traffic men in the country and has built up an enviable 
reputation for fairness and courtesy. He will be’succeeded by 
A. M. Stephens, present assistant traffic manager. 

J. E. Westerfield has been appointed traveling passenger 
agent for the Great Northern, at Cincinnati. 

J. A. Sullivan has been appointed assistant general freight 
agent for the Wabash Railway, at Detroit. 

W. H. Quigg, traffic assistant of the Railroad Administra- 
tion, has been assigned to duty with the Federal Traffic Board, 
in a similar capacity, to handle traffic problems arising in con- 
nection with the work of the board. The board is seeking to 
co-ordinate the traffic affairs of the executive departments and 
establishments of the United States government in their rela- 
tions with the carriers. More plainly stated, the board is en- 
deavoring to make the government, as a shipper, show the good 
sense that successful business establishments must show in 
the handling of their transportation problems, through the em- 
ployment of traffic managers and competent assistants. 

Mr. Quigg has had long experience in rate, tariff and classi- 
fication work, and the solicitation of freight, as a traffic officer 
in the southeast and southwest. He also had solicitation ex- 
perience in eastern trunk line and central freight association 
territories and was a member of the Uniform Classification 
Committee, at Chicago, for several years. Just prior to his 
connection with the Railroad Administration, he was secretary 
of the traffic division of the American Railway Association. 
That division, during federal control, acted for Director Cham- 
bers, head of the traffic part of the Railroad Administration, 
Robert C. Wright, assistant traffic director, being chairman of 
the traffic division of the railway association. 


DOINGS OF THE TRAFFIC CLUBS 


The second annual outing of the Miami Valley Traffic Club 
will take place at the Community Country Club, Dayton, O., 
June 22. A golf tournament, a baseball game between shippers 
and carriers, and many other events are on the program. Sup- 
per will be served. 








Members of the Shippers’ Conference of Greater New York 
were guests of the Cunard Steamship Company at a luncheon 
on board the Aquitania, June 12. Following the luncheon, many 
of the traffic men made a tour of inspection of the ship. 





Members of the Pacific Traffic Association will take a cruise 
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outside San Francisco Bay, July 9, on the steamer Harvard. 
The boat will leave the dock early in the afternoon. Dinner 
will be served on board, a minstrel show presented, and provi- 
sions for dancing have been made. 





The Traffic Club of New York will give an outing at the 
Hackensack Golf Club, Hackensack, N. J., June 21. Golf and 
tennis are the principal sports on the program. Dinner will be 
served and there will be a dance in the evening. 





At the dinner and meeting of the Traffic Club of Pittsburgh, 
at the Fort Pitt Hotel, June 12, the following officers were 
elected: C. C. McCarthy, general agent of the Missouri & Pa- 
cific Railroad, president; A. R. Kennedy, traffic manager of the 
Pittsburgh Steel Company, first vice-president; W. J. Gemeiner, 
commercial agent of the Delaware, Lackawanna & Western, 
second vice-president; W. F. Morris, Jr., general traffic man- 
ager of the Wierton Steel Company, third vice-president; E. A. 
Hynes, general agent of the Chicago & Alton, secretary; J. F. 
Constans, general agent of the Chicago, Peoria & St. Louis, 
treasurer; board of governors for the railroad division: J. D. 
Carter, general agent of the Union Pacific; H. H. Gray, district 
freight agent of the Pennsylvania system; E. C. Morgan, district 
freight agent of the Southern Railway, and F. T. Sladden, assist- 
ant general freight agent of the Pittsburgh & Lake Erie; in- 
dustrial governor, R. E. Cook, traffic manager of the H. J. Heinz 
Company. 





W. Haywood, general freight agent for the Illinois Central, 
at Chicago, spoke on “Service as Applied to Modern Railroads” 
at the meeting of the Transportation Club of Decatur, Ill., held 
at the Y. M. C. A., June 8. Dr. C. R. Scoville preceded Mr. 
Haywood, with a travel talk. 





President Banham of the Associated Traffic Clubs of Amer- 
ica reports that the following traffic clubs have made formal 
application for membership in the national organization: Traffic 
Club of New York, Traffic Managers’ Club of Brooklyn Cham- 
ber of Commerce, Milwaukee Traffic Club, the Houston Traffic 
Club, Elmira Chamber of Commerce, Transportation Club of 
Tulsa, Traffic Club of Kansas City, Traffic Club of Wichita, 
the Traffic Club of Philadelphia, Traffic Club of St. Louis, Traffic 
Club of Baltimore, Traffic Club of Erie, Transportation Club 
of Decatur, the York Traffic Club, the Traffic Club of Newark. 
The work of enrolling member clubs is slow because of the 








The dual-valve engine and 
worm-gear drive have done 
more to establish confidence 
in the performance of trucks 
than any other features 
which the industry has de- 
veloped. 


Pierce-Arrow 
TRUCKS 


The Pierce-Arrow Motor Car Company 
Buffalo, New York 





2-ton $3200 3}-ton $4350 5-ton $4850 fully equipped 
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routine necessary to get approval of the members of individual 
clubs, but Mr. Banham reports that he is meeting with prac- 
tically no discouragement and that prospects are good for a 
complete working organization by next fall. 





The Michigan Railway Outing Club is to resume the prac- 
tice of giving outings, abandoned during the war. The first will 
be held at Ottawa Beach, Mich., June 29. Baseball, golf and 
other sports are on the program. 


A JOB FOR THE TRAFFIC CLUBS 


The dissemination, under the guise of information, of in- 
accurate ideas about the railroads, by magazine and newspaper 
writers of a certain class, and the tendency of the public to accept 
false accusations against the carriers, simply because ‘someone 
said so,” is one of the greatest evils the railroads and those 
who use them have to contend with, according to F. E. Scott, of 
the Southern Pacific, who spoke at a meeting of the Akron, O., 
Traffic Club, June 16. The newly organized Associated Traffic 
Clubs of America can do much to counteract this misguided 
propaganda, he said. 

Touching on the question of railroad regulation, Mr. Scott 
said he was not opposed to it as such, but that any business 
except one so necessary and so strongly financed and well man- 
aged would have succumbed, long since, under a weight of 
senseless and hampering regulation such as the carriers have 
been bearing for the last decade. The decision of the Commis- 
sion in the reduced rates case of 1922, he said, was tolerable 
only in so far as it might stabilize general business conditions. 
He said it was beyond his power to understand how the Com- 
mission could cut 10 per cent from the carriers’ freight revenue 
and still expect them to earn a greater net than they did last 
year. 

To make his point, about popular misinformation concern- 
ing the railroads clear, Mr. Scott told of the traveler in a rail- 
road coach who, after discoursing at some length about the 
unreasonable level of freight rates, said he had no definite in- 
formation about them. A _ well-disposed informant, on finding 
out that his business was clock-making, interjected: ‘Well, I 
know nothing about clocks, but I know you’d make more money 
if you sold them at a lower price.” Subsequently, Mr. Scott 
said, the traveler was converted to the proper point of view. 
Continuing, the speaker said: 


There has just been organized on association of traffic clubs 
consisting of a large number of important traffic and transporta- 
tion clubs in the United States. Heretofore, I have felt that 
traffic clubs have more or less restricted their activities to social 
functions, but I think the time has come when they must assume 
new and larger responsibilities, They must become moulders of 
public opinion. Organizations such as yours, composed of shippers 
and transportation men, know the truth and you should tell the 
truth and, as it says in the Good Book, “The truth shall make 


us free.”’ 
This new organization is the only national one that I know 
of which is in a position to present the joint views of the 





shippers and the carriers, and seeing transportation is their 
business—whether is be from the public standpoint or the rail- 
roads’ standpoint—they are qualified to make intelligent sug- 


gestions and recommendations. Is there an organization better 
fitted to give advice and counsel to our governmental authori- 
ties? There are organizations today which represent either the 
shipper or the railroads but both are more or less prejudiced. 

I feel sure you are in sympathy with what I have said and 
that you will do your part in spreading the gospel of fair and 
just dealing, making helpful and constructive suggestions to all 
interested who are charged with the responsibility of handling 
our immense transportation systems. : 

If the shipping public will always remember that the prin- 
ciples that apply in their business are applied in the railroads— 
provided that the privilege has not been taken away from them 
by some governmental body—it will help materially to bring 
about the desired condition. I want to again press home the 
possibilities and power of such organizations as yours possess, 
which, if utilized, can do much to bring about a settlement of the 
present disturbed conditions, and which will result in permanent 
reliable satisfactory transportation to all ‘concerned. 

Do not permit the railroads to be attacked unjustly. Make 
it your personal business to set misinformed people right. It is 
to your interest to see that the railroads are given fair treatment 
and permitted to earn sufficient to keep their properties in shape 
to render you the service you expect and demand, for you cannot 
afford to see the most important feature of your marketing ruined 
through foolish ideas, no matter from what source they emanate. 
Deterioration of transportation will hurt you more than others. 

am convinced that if the railroads are given an pppor- 
tunity to conduct their business in a businesslike way—as other 
industries are—that they will prove once and for all that the men 
who are the heads of the greatest transportation systems in 
the world are the equal of any yet produced; and in asking for 
this fair play and square treatment. I am only asking for what 
we, as Americans, believe all are entitled to. 


INTERLOCKING DIRECTORATES, ETC. 

James B. Sheean was authorized to hold the positions of 
vice-president and general counsel of the Chicago & North West- 
ern Railway and the Chicago, St. Paul, Minneapolis & Omaha 
Railway in addition to positions previously authorized. 

Edward W. Wheeler was authorized to hold the positions of 
director and general counsel of the Maine Central and general 
counsel of the Portland Terminal, Bridgeton & Saco River, and 
Sandy River & Rangeley Lakes. 

H. R. Preston was authorized to hold the positions of vice- 
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president of the Baltimore & Ohio Southwestern, Toledo & Ohio 
River and other roads in addition to positions previously author- 
ized. < 

L. B. Williams was permitted to hold the positions of gen. 
eral treasurer of the New York, Chicago & St. Louis, and Lake 
Erie & Western, and treasurer of the Ft. Wayne, Cincinnati & 
Louisville. 

Kenneth Mayo was prmitted to hold the position of assistant 
general land and tax agent of the Arlington Railroad, Erie Rail- 
road, and numerous other carriers. 

In addition to positions previously authorized, R. S. Parsons 
was permitted to hold the position of vice-president of the Erie, 

James A. Minor was authorized to hold the position of gen- 
eral land and tax agent of the Arlington Railroad, Erie Railroad, 
and numerous other carriers. 

C. P. Crawford was permitted to hold the position of di- 
rector of the Conesus Lake Railroad Company in addition to 
positions previously authorized. 

In addition to positions previously authorized, T. C. Powell 
was permitted to hold the position of vice-president of the 
Arlington Railroad, Caldwell Railway, Docks Connecting Rail. 
way, and Roseland Railway. 

Samuel W. Moore was authorized to hold the position of 
vice-president of the Chicago & Alton Railroad in addition to 
positions previously authorized. 





ICING STATION AT CLEARING 


The Belt Railway Company of Chicago has just opened a 
new re-icing plant at its Clearing Yard. This plant is capable 
of handling 300 cars a day on an average. 

Prior to 1918 the Belt Railway Company of Chicago oper- 
ated a small re-icing plant at its Rockwell Street Yard, Chicago, 
but the Railroad Administration, under federal control, closed 
it and diverted all of this business to the Indiana Harbor Belt 
Railroad Company, where the re-icing of cars in transfer has 
been performed since that time. 


In the new station an island platform has been provided, 
located between two re-icing tracks. This platform is double- 
decked and arranged to handle both cake and crushed ice. The 
ice is conveyed onto the platform and along it by modern con- 
veying machinery. 

The ice supply is furnished by an ice manufacturing plant 
which has recently been constructed adjacent to the re-icing 
dock. This plant has a daily capacity of 300 tons, and, in addi- 
tion, a storage room of 2,000 tons’ capacity has been provided. 

The water from which the ice is manufactured is the same as 
that used for domestic purposes by the city of Chicago and is 
treated in a water softening tank. 


NO JUST CLAIM FOR COMPENSATION 


A board of referees consisting of John J. Hickey, William 
P. Bartel and George M. Curtis, appointed by the Commission, 
has decided, with Mr. Curtis dissenting, that the St. Louis, Ken- 
nett & Southeastern Railroad Company has no claim for just 
compensation unadjusted for the use of its property during fed- 
eral control. The majority based its decision on the fact that 
the carrier had entered into a _ short-line contract with the 
Director-General and that therefore the board of referees was 
without authority to proceed further. Mr. Curtis said he could 
not concur in the decision that the contract was an adjustment 
of the company’s claim for compensation and that it was a bar 
to further proceedings before the board. 

A similar disposition was made of a claim of the Cairo, 
Truman & Southern, with Mr. Curtis dissenting. 


T. & S. AUTHORIZED TO ACQUIRE LINE 


The Commission has authorized the Tuckaseegee & South- 
eastern Railway Company to acquire and operate a line of rail- 
road extending from a connection with the Southern at Sylva 
to Blackwood, a distance of 12.26 miles, all in Jackson County, 
N. C. The applicant was incorporated under the laws of North 
Carolina on August 6, 1920, with an authorized capital stock of 
$300,000. The Commission was informed that the line was sub- 
stantially completed before the effective date of the Commis- 
sion’s jurisdiction over the building of new lines, and that the 
funds for the construction thereof were advanced by the Black- 
wood Lumber Company, with the intent that the actual con- 
struction costs would be assumed by the applicant. The primary 
purpose for constructing the line was to furnish transportation 
facilities for marketing forest products, there being about 100,000 
acres of timber tributary thereto. The company stated the cost 
of the line at $319,581.69. It proposes to issue and sell $300,000 
of stock, its application as to that having been filed with the 
Commission. 

The Commission in a later report authorized the Tucka- 
seegee & Southeastern to issue $300,000 of capital stock in con- 
nection with the authorized acquisition of the line of railroad 
from Sylva to Blackwood, N. C. 
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DALLAS, TEXAS 


Distribution and Warehousing 


The Inter-State Forwarding Company 


Package Cars to Mexico 


Package cars are operated daily out of Dallas to Laredo for 
Mexican points. Goods consigned in our care will reach this car. 








We Specialize on Distribution and Storage 
of Merchandise of All Kinds 


OUR SERVICE IS PROMPT. OUR RATES REASONABLE 


We maintain a rate bureau. Freight rates furnished 
upon application. Correspondence solicited. 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 





General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car- 
loads for Distribution. 
NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 
CHICAGO OFFICE: 123 West Madison Street 
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HOOVER SAYS: 


‘‘One of the most disturbing commentaries on 
our industrial and commercial system is that the 
cost of distribution in the case of many commod- 
ities equals or exceeds the cost of production.’’ 


It is our business to point out economies in 
getting your goods from where they are to where 
you want them. 


Distribution Service, nc, 
123 W. Madison St.Chicago, Ill. 


© Representing: 
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Statistics. | 
What do they mean? 


They reflect the net results without 
explanations, excuses or arguments. 


The statistics of the Port of Houston 
show, 



















May, 1921, thirty-nine arrivals and 


departures, carrying 48,913 tons of 
freight. 
May, 1922, eighty-six arrivals and 


departures, carrying 179,154 tons of 
freight. 


An increase of 273%, is it not? 


Again, 
During the first five months of 1921 
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International Warehouse Co. 





BIRMINGHAM KANSAS CITY 

Harris Transfer & Warehouse Co. Central Storage Co. 
CHICAGO LOS ANGELES 

Currier-Lee Warehouse Co. Union Terminal Warehouse Co. 
CLEVELAND LOUISVILLE 

Ninth Street Terminal Warehouse Louisville Public Warehouse Co. 

Co. OMAHA 

DENVER 


—, Fireproof Warehouse & 


. PHILADELPHIA 
DETROIT Terminal Warehouse & Transfer 
Merchants Warehouse Co. Co. 
EL PASO PORTLAND 


Oregon Transfer Co. 
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FORT WORTH SAN FRANCISCO you 9 
Binyon-O’ Keefe Fi San Francisco Warehouse Co. : 
eV ee Address the 
HOUSTON S. N. Long Warehouse. 
Binyon-O’Keefe Fireproof Storage ST. PAUL DIRECTOR OF THE PORT 
Co. Central Warehouse Co. , 
City Hall Houston, Texas 
























218 arrivals and departures, carrying 
561,371 tons of freight. 


For the same period in 1922, 384 ar- 
rivals and departures, carrying 749,400 
tons of freight. 


An increase of 75%, is it not? 


Mr. Traffic Man, cannot Houston serve 





















































SWITCHING AT BOSTON 


The Trafic World Washington Bureau 


The Shipping Board is expected soon to file a formal com- 
plaint against the railroads of the country, alleging that their 
failure to absorb switching charges, from its wharf in Boston 
to their rails, while absorbing the charges from the Common- 
wealth wharf, constitutes an unjust discrimination against traf- 
fic to and from the government wharf and an undue preference 
for traffic to and from the competing wharf. The subject matter 
was presented to the Interstate Commerce Commission in an 
informal manner a short time ago, with a request or suggestion 
that the Shipping Board would appreciate summary action. 
Some of the men handling the question wondered if it would be 
possible to constrain the railroads to absorb the charges to and 
from the Shipping Board wharf by suggesting that their failure 
so to do constituted an indictable offense. Another informal 
suggestion was that possibly mandamus would lie because the 
railroads absorb the charges from the Commonwealth wharf. 
They do that because the courts have forbidden them, by in- 
junction, to exact more than their line-haul rates to and from 
Boston on traffic coming to them from the wharf, which is owned 
by Massachusetts. 

The Commission, when the matter was informally presented, 
held nothing could be done in a summary way by it. The pos- 
sibility of the Board obtaining an indictment was admitted. It 
was, however, suggested that even if an indictment were ob- 
tained, and a fine imposed upon the railroads, that would not 
result in giving the government wharf traffic rates no higher 
than those to and from Commonwealth wharf, because the judg- 
ment of the Commission would be necessary to determine what 
would be the just, reasonable, non-discriminatory and non-preju- 
dicial rates to apply. 


Another fact brought to the attention of those making the 
inquiry was that the Commission, since May, 1921, had been con- 
sidering the whole subject of switching rates in Boston, and 
that, in all probability, a decision would be handed down, in a 
comparatively short time, in No. 11040, Boston Wool Trade As- 
sociation vs. Director-General, Boston & Maine et al., arguments 
on which were made in May, 1921. The case is in Commissioner 
Eastman’s office. The parties to it recently have obtained the 
understanding that the Commission had or was about to reach 
its conclusion thereon. A thought in connection with the case 
has been that, if the Commission’s decision does not specifically 
dispose of the situation that is troubling the Shipping Board, 
the prineiples enunciated would be a guide for the Shipping 
Board in presenting the situation at the wharf in which it is 
interested. 

Filing of a formal complaint at this time possibly would 
enable the Commission to indicate in its decision in the wool 
trade association case, what it thought should be done in respect 
of that particular situation, or to say the case the Shipping Board 
is expected to file would have to be proceeded with as if there 
had been no decision in the greater question of switching rates 
in Boston. 


REVENUE FREIGHT LOADING 


Although there was a drop in the loading of revenue freight 
in the week ended June 3 as compared with the week ended 
May 27, owing to the observance of Memorial Day on May 30, 
the average daily loading in the five days was approximately 
150,000 cars, as compared with 137,000 cars in the preceding 
week. A substantial increase is expected to be reported for the 
week ended June 10. 


The total number of cars loaded in the week ended June 3 
was 750,645, as compared with 821,121 cars in the preceding 
week. In the corresponding weeks of 1921 and 1920 the loadings 
totaled 693,903 and 828,907 cars, respectively. 


Coal loading dropped from 91,370 cars in the week ended 
May 27 to 86,626 cars in the week ended June 3. Coke loading, 
however, increased from 8,851 cars to 8,927 cars, and ore from 
23,871 to 31,552 cars. Decreases were reported in the loading 
of all other commodities. 

The loading by districts in the week ended June 3 and in 
the corresponding week of 1921, as reported by the car service 
division of the American Railway Association, was as follows: 

Eastern district: Grain and grain products, 8,455 and 6,619; 
live stock, 2,616 and 2,277; coal 6,475 and 36,096; coke, 1,549 
and 1,053; forest products, 5,248 and 5,341; ore, 2,900 and 2,595; 
merchandise, L. C. L., 61,339 and 51,359; miscellaneous, 78,938 
and 59,560; total, 1922, 167,520; 1921, 164,900; 1920, 190,022. 

Allegheny district: Grain and grain products, 2,163 and 
2,426; live stock, 2,867 and 3,029; coal, 13,710 and 41,325; coke, 
4,655 and 2,112; forest products, 2,805 and 2,668; ore, 5,185 and 
6,244; merchandise, L. C. L.,. 46,186 and 40,970; miscellaneous, 
—" and 44,098; total, 1922, 141,163; 1921, 142,872; 1920, 176,- 
40. 

Pocahontas district: Grain and grain products, 207 and 
154; live stock, 175 and 151; coal, 29,378 and 22,254; coke, 194 
and 131; forest products, 1,435 and 1,201; ore, 17 and 23; mer- 
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chandise, L. C. L., 5,456 and 4,679; miscellaneous, 4,018 and 
3,115; total, 1922, 40,880; 1921, 31,708; 1920, 30,855. 

Southern district: Grain and grain products, 3,390 and 
3,645; live stock, 2,858 and 2,099; coal, 23,387 and 17,903; coke, 
718 and 435; forest products, 19,191 and 14,539; ore, 1,175 and 
574; merchandise, L. C. L., 34,302 and 34,219; miscellaneous, 
41,499 and 33,805; total, 1922, 126,020; 1921, 107,219; 1920, 117,. 
949. 


Northwestern district; Grain and grain products, 10,960 and 
10,399; live stock, 7,549 and 5,381; coal, 7,692 and 4,563; coke, 
1,448 and 628; forest products, 16,081 and 12,897; ore, 18,991 
and 17,350; merchandise, L. C. L., 26,246 and 23,225; miscel- 


laneous, 33,500 and 26,849; total, 1922, 122,467; 1921, 101,292; 
1920, 144,903. 

Central Western district: Grain and grain products, 9,120 
and 12,231; live stock, 9,811 and 8,006; coal, 3,815 and 10,986; 
coke, 223 and 157; forest products, 6,075 and 5,084; ore, 2,635 
and 646; merchandise, L. C. L., 29,242 and 26,333; miscellaneous, 
35,676 and 29,422; total, 1922, 96,597; 1921, 92,865; 1920, 112,303. 

Southwestern district: Grain and grain products, 3,636 and 
4,603; live stock, 2,416 and 2,397; coal, 2,169 and 3,240; coke, 
140 and 104; forest products, 8,088 and 5,915; ore, 649 and 710; 
merchandise, L. C. L., 14,483 and 14,311; miscellaneous, 24,417 
and 21,767; total, 1922, 55,998; 1921, 53,047; 1920, 56,735. 

Total, all roads: Grain and grain products, 31,931 and 40,- 
077; live stock, 27,792 and 23,340; coal, 86,626 and 136,367; coke, 
8,927 and 4,620; forest products, 58,923 and 47,645; ore, 31,552 
and 28,142; merchandise, L. C. L., 217,254 and 195,096; miscel- 
laneous, 281,640 and 218,616; total, 1922, 750,645; 1921, 693,903; 
1920, 828,907. 


FRUIT AND VEGETABLE MOVEMENT 


“Summer fruits and vegetables are appearing on the markets 
in increasing volume, the carlot shipments of cantaloupes, 
peaches, tomatoes and watermelons having filled 3,750 cars dur- 
ing the week ending June 3, compared with 2,500 cars the week 
before,” the Department of Agriculture said this week in its 
review of shipments of fruits and vegetables. “Decreasing move- 
ment of the staple commodities, including also strawberries and 
new and old potatoes, brought the weekly total for 13 leading 
lines to 10,982 cars, or about 1,600 cars less than the week end- 
ing May 27. Sales of many lines were made at lower prices, 
reflecting a waning market on winter crops and the heavier 
supplies of spring and summer produce.” 

The review showed the following as to shipments of leading 
fruits and vegetables: 


Cantaloupes.—With the shipment of the first car of cantaloupes 
from Brawley, Calif., on May 31, the movement of Imperial Valley's 
largest crop of melons was started. Probably 13,000 to 14,000 carloads 
will come from the valley this season, or 30 per cent more than last 
year. The peak of the movement is expected about June 20. 

Peaches.—Unofficial estimates indicate a possible movement of 
7,500 cars of Georgia peaches this season, of which nearly 900 carloads 
had been shipped to June 3. Total shipments probably will fall 30 per 
cent below last year’s record-breaking movement from Georgia, but 
this fact is not tending to boost the price in leading wholesale markets. 

Tomatoes.—Increased acreage and bigger yield of tomatoes in 
Texas probably will double the season’s shipments from that section. 
Movement is considerably later this year, only 30 cars having been 
marketed to June 3, compared with about 500 to the same time last 
season. At least 2,500 cars are expected from Mississippi, compared 
with 1,960 last year. Mississippi tomatoes came into top place last 
week when 700 carloads moved to market. Central Florida and the 
West Coast shipped only 400 cars, and the East Coast movement prac- 
tically closed with a record of 6,200 cars for the season. 

Watermelons.—The forecast for the late watermelon states shows 
only a slight increase in plantings, so that most of the season’s gain 
will be made in sections now shipping. Florida’s movement to date is 
nearly 3,000 cars ahead of last season’s and daily shipments exceed 300 
cars. The Texas melon movement is now getting under way; about 
5,000 carloads expected for the season. In Georgia, the leading water- 
melon state, the acreage has been increased 50 per cent over last year 
and a similar gain is reported in Alabama. 

Potatoes.—Old potatoes are fast receding, although Maine shipped 
600 cars during the week ending June 3; Michigan, Wisconsin and Min- 
nesota shipped 475 cars, and Idaho 125 cars. Total weekly shipments 
of old stock decreased 30 per cent. New York City received nearly 
600 cars of new potatoes during the week. With a big season closing 
in South Carolina, the potato movement from North Carolina made a 
400 per cent increase last week, although the season is much later 
than last year. Shipments from Texas and Louisiana were still active. 
Oklahoma sent its first 11 cars to market, Eastern Shore of Virginia 
its first 10 cars and Norfolk section 26 cars. From all early potato 
sections carlot shipments already exceed 12,000 cars, or about 3,000 
cars ahead of last season. 

Strawberries.—Shipments from all berry sections filled 2,000 cars 
last week, one-third less than the previous week. Missouri still held 
the lead with 700 cars to its credit, but movement from Delaware and 
Maryland combined was 50 cars greater than from Missouri. New 
Jersey berries are now plentiful, and shipments started from the 
northern berry sections in Michigan and Washington. 

Onions.—Encouraged by the high returns of the past season, onion 
growers in the late onion states, have planted an acreage about 15 
per cent larger than last year. Largest increases are in Ohio, Mich- 
igan, Indiana, Colorado and Washington. 


LAKE ERIE & WESTERN NOTES 
The Lake Erie & Western has applied to the commision for 
authority to issue ten promissory notes, each for $130,000, beal- 
ing 6 per cent interest, and to be made payable to the New 
York Central Railroad Co. The notes will be accepted by the 
New York Central at face value for refunding of demand notes 
totalling $1,000,000 and a loan of $300,000. 
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BARGE LINE TRAFFIC 


The Trafic World Washington Bureau 


Traffic on the Mississippi River barge lines is analyzed, 
in a statement by E. S. Gregg, chief of the transportation divi- 
sion of the Department of Commerce, who referred to previous 
statements calling attention “to the growing importance of the 
Mississippi River barge lines as a factor in foreign trade,” and 
to the fact figures heretofore presented showed the principal 
commodities transported both up and down stream, from 
November 1, 1919, to August 31, 1921; the cargo handled and 
the gross revenues therefrom. Continuing, he said: 


Until March, 1922, the southbound tonnage greatly exceeded the 
northbound movement, which had been a potent cause of heavy 
operating expenses. In March, however, for the first time in its 
history the line carried more tonnage northbound than in the oppo- 
site direction, 30,706 net tons moving up the river, against 25,623 net 
tons downward. This was accounted for by a heavy movement of 
import commodities, mainly bauxite ore, burlap, coffee, copra and 
mahogany logs. a a ae - 

, Principal commodities transported by Mississippi River Barge 
Line, September 1, 1921, to March 31, 1922: 











North- South- 
bound bound Total 
Short Short Short 
Commodities Tons Tons Tons 
RL GcadecesdieaeBenean bens ewkesneaee chee eae re 142,639 142,639 
NN ha ptlecadine 6 sie eRe wow eee RAE. Lena 33,580 33,580 
TIC Us co hase ee ace eweenciows wane neo ewwee 43,853 54 43,907 
MNUOED Gb Cadinciedavain aveheesind oo cle nase o ecinecisle 905 18,732 19,637 
ee rer rrr 15,134 126 15,260 
RL ic. gHaCaee eS adler W db ede wewtbacsebewnecwene 12,713 27 12,740 
eee ee re er rere 1,528 9,910 11,438 
OU al neler o.s-6:0504-w ade Wemn mae ee bieee 1,184 5,413 6,597 
SE ile ee ia as e's o oo dari LeBeau wane eiecine 5,178 Scena 5,178 
UN IMR 5 sc c/n ddcheigral' @B-o'e's ewe hone ominerns suas 5,385 Sea 5,385 
BUOY BIE BEGGL GPUICIOR.. «6.0 ccccicccvcccceeceon 537 4,009 4,546 
NE EE Ws ai ¢ wine ccc vinwwetsioere nt eeedarers 3,606 Satna 3,606 
MII 5c Grace 0 6:@@0-$ b s.0isGne ew eases awnee acne 2,997 2,997 
ee ns ee Tae cone 1,979 1,979 
Manufactured and miscellaneous goods..... 41 1,541 1,582 
MBTICGIUUTAL TMPICTMOMUIS oocc cccclescccccccce aoe 1,332 1,332 
EE quicce quell erdnce be Webs Oe eee eeaeeuaeine 1,944 ieicans 1,944 
nga ograisine eeiegucealed debe Ghadiwe eeaetewe an 11,482 29,923 41,405 
RN Sia os acu ca asus atelata tinea aceinea eae oae 103,490 252,262 355,752 


Corn, moving southbound for export, displaced wheat as the lead- 
ing commodity, 142,639 short tons having been carried in the seven- 
month period, as compared with 33,580 tons of wheat. There was a 
notable increase in the movement of sugar, the line carrying 43,907 
short tons (mainly northbound), as compared with a total of 5,747 
tons for the preceding 22 months. 

During January, 1922, more tonnage was carried than in any 
other month since the beginning of the service. For the seven-month 
period from September 1, 1921, to March 31, 1922, the total tonnage 
carried northbound and southbound was 355,752 short tons, as com- 
pared with 456,351 short tons for the previous 22 months of operation. 

Mississippi section—cargo handled and gross revenues from Sep- 
tember 1, 1921, to March 31, 1922: 


Northbound Southbound Total 
Months Short Short Short 
1921 Tons Revenue Tons Revenue Tons Revenue 
September ....... 5,468 $ 35,121 38,795 $138,351 44,263 $ 173,472 
eae 7,060 39,795 32,924 127,668 39,984 167,463 
November ........ 6,785 33,693 27,058 110,496 33,843 144,189 
a ities 17,411 75,468 41,651 141,943 59,062 217,411 
095 

SOMUMENT cvcccesses 18,921 98,000 42,223 128,470 61,144 226,470 
WODFUATY .cccces 17,139 93,206 43,988 139,629 61,127 232,835 
ee 36,706 161,238 25,623 97,458 56,329 258,696 
| eer 103,490 $536,521 252,262 $884,015 355,752 $1,420,536 


The average gross revenue per short ton, based on the table 
above, is $5.18 for northbound traffic and $3.50 for the southbound. 

It has been pointed out that our foreign trade future is linked up 
with the development of the great productive areas in the interior of 
the country, and that low freight rates are of vital importance 
if our products are to be marketed abroad at a profit. With a basis 
of rates approximately 20 per cent lower than all-rail dates, the 
Mississippi River barge line seems destined to play an important part 
in the economical transportation of our foreign trade. 


GRAIN, PEORIA TO EAST 


The Trafic World Washington Bureau 


Arguments on a complaint that has been before the Com- 
mission for a long time were made June 9 when W. M. Hopkins, 
C. W. Heyl, A. P. Humburg, John F. Finerty and D. P. Connell 
discussed No. 8547, Peoria Board of Trade vs. Atchison, Topeka 
& Santa Fe et al. Reparation alone was the issue, the Commission 
having found the joint through rates on grain, from Peoria to the 
east, were unreasonable to the extent they exceeded the “cor- 
responding” combination or aggregate of rates. The examiner 
reported in favor of an award of reparation on shipments for ex- 
port and to New England territories. The carriers contended 
such shipments should be excluded because they were not drawn 
into issue by the complaint. The fact that the complainants 
offered testimony as to shipments for export and to New England 
destinations, Mr. Hopkins contended, showed they were in issue, 
even if the complaint did not specifically describe New England 


territory and did not specify that certain of the shipments were 
exported. 


As a matter of fact, Mr. Hopkins said, there was no such 
thing as New England territory separate and distinct from east- 
ern trunk line territory, because it was not described in any 
tariff or classification. The words, he said, were used merely 
to indicate where traffic was going, just the same as if some one 
had said the traffic was going east of the Wabash River. 
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Mr. Heyl confined his argument to the citing of decisions 
by the Supreme Court of the United States and the Commission 
itself, which, he said, showed that even if the complaint did not 
specify shipments to New England and for export, there was an 
issue as to their reasonableness because there was testimony 
for and against traffic having such destinations. Mr. Hopkins, 
on that point, said the complainant might not have mentioned the 
destinations, but it mentioned railroads as having carried the 
traffic about which there was issue. Comment was made on the 
fact that after the first report on the case the complainant was 
denied the privilege of amending its complaint. Mr. Hopkins 
said the inference to be drawn from that was the Commission 
considered the complaint sufficiently broad to cover traffic to 
New England and for export, else it would have allowed the 
complainant to amend its papers. 


The railroads contended that inasmuch as the Commission, 
in the first report said New England and export shipments were 
not included, the examiner’s recommendation that reparation on 
them be ordered should be disapproved. He also contended the 
Commission, in condemning the inbound rates to Peoria, acted 
upon a fiction. He said the disparity existed only because the 
Illinois commission had not allowed the local rate, which the 
carriers frequently used on interstate business, to be brought up 
to a level, which, when added to the outbound reshipping rate, 
would equal the joint through rates which the Commission, in an- 
other case, had approved. The railroads appealed to the courts 
of Illinois, he said, and procured a reversal of the Illinois com- 
mission. Under that court decision, he said, the inbound factor to 
Peoria was brought up to the level of the interstate factor. 


The case grew out of the attempt of the railroads in 1910 
or 1911, Mr. Humburg said, to put Peoria on a footing of equality 
with Chicago. They published the joint through rates against 
which Peoria grain dealers complained and then tried to make 
the combinations equal to the through rates, but were prevented 
by the state commission. That obstruction, he said, caused the 
situation under which the Commission condemned the combin- 
ation because lower than the joint through rates. 


The case was covered for the railroads generally by Mr. 
Humburg, for the Director-General by Mr. Finerty and for the 
Big Four by Mr. Connell. The demand for reparation covers 
shipments in a period of seven years. from 1913 to 1920. 


ILLINOIS INTRASTATE RATES 


The final step in the clearing up of the Illinois intrastate rate 
situation was taken, June 13, when Federal Judge Carpenter is- 
sued a decree dissolving the injunction which had been holding 
the intrastate rates to the level prescribed by the Interstate Com- 
merce Commission in docket No. 11703, the Illinois intrastate 


case, since shortly after the promulgation of the order in that 
case. 


Previous to the dissolution of the injunction, on the same 
day, the Illinois carriers held conference with the Illinois com- 
mission and agreed to publish the 10 per cent reduction ordered 
by the Interstate Commerce Commission in Reduced Rates, 1922, 
before July 1, on three days’ notice. 


Some dispute existed as to the form of the decree to be issued 
by the federal judge, the state commission contending that a 
specific clause exempting the question of reparation between 
January 11, 1921, the date of the promulgation of the order in 
11708, and April 18, 1922, the date that order was rescinded, from 
prejudice under the decree. The carriers objected to the inclusion 
of such a clause, admitting at the same time that, under the 
decree, as proposed, there would be nothing to prevent a shipper 
taking his suit for reparation to any tribunal he might see fit. 
What little argument there was on the subject was mainly be 
tween Bruce Scott, of the Burlington, and the court. The latter 
said that if, as Mr. Scott contended, no prejudice to reparation 
suits was contained in the decree there ought to be no objection 
to stating so specifically. The decree, as entered, contained a 
clause, written into it by the court, to the effect. that it did not 
intend to and did not “pass on the rights of any shipper as to 
reparation.” 


RATES ON FOODS IN GLASS 
The Trafic World Washington Bureau 


There have been filed with the Commission two complaints 
attacking the rates on foods in glass shipped in packages such 
as fiber board and wooden boxes and barrels. One is by various 
shippers of foods in glass, filed by Joseph C. Colquitt, formerly 
classification agent for the Commission, and the other by the 
Glass Container Association of America, filed by Walter E. Mc: 
Cornack. Associated with Mr. McCornack are I. G. Jennings 
and John T. Hendricks, traffic director of the Glass Container 
Association of America. The glass container, through these 
complaints, is attempting to assert itself, in competition with 
other containers, particularly tin. The case is similar to the 
Pridham case, whereby the fiber board obtained equal right 
with wood as a shipping container. | 
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POSITIONS WANTED OR OPEN 











POSITION WANTED—A highly successful industrial traffic man- 
ager, now employed, seeks new connection with larger manufacturing 
concern. College graduate. Seven years’ railroad and commercial ex- 
perience. Eastern states preferred. Personal interview arranged. 
Address S. L. J., care Traffic World, Chicago, Ill. 


POSITION WANTED—As traffic manager or assistant. Twenty 
years’ experience in transportation department of large railway sys- 
tem. Graduate traffic management I. C. S. schools. Address R. N. O. 
451, Traffic World, Chicago. 











EDGAR IMPROVED CAR SEAL 


SALEM PRODUCE COMPANY, 
Salem, S. Dakota, says: “We are very 
much pleased with the service given by 
Edgar Seals, and we expect to use them 
as long as we have any use for seals. 
They are ‘Insurance against thieves on 
which the premium is almost nothing.’ ” 

The Edgar Steel Seal & Mfg. Co., Lawrence, Kansas 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 





Ask for Samples 
and Prices Today 










CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canali Street, near Tayler Street 
Teaming of Every Description—City Deliv Service and C 
Q ry oe a — ery . arioad 


SAVANNAH, GEORGIA 


Storage—Pool Cars Our Specialty 


H. H. BRADLEY & CO. 


Personal Service Quick Despatch 









ROCHESTER, NEW YORK 


General Storage Carload Distribution 
Members American Warehousemen’s Association and American Chain ef Wareheuses 


B. R. & P. WAREHOUSE, Inc. 








MESSAGE TO 
Traffic Managers: 


Please inform your SALES MANAGER he 

can get 100% efficiency from his selling 
force by using our DISTRIBUTION and 
WAREHOUSING services, and eliminate 
traffic trouble at this end. 


Connections throughout Canada. 


National Cartage and Warehousing Co., Ltd. 
Vancouver, Canada 


Chicago Representative: Burkhart’s Warehouse Service 
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Direct Freight and Passenger Service From Gulf Ports to 


VERA CRUZ — TAMPICO — PUERTO MEXICO 
J FRONTERA — PROGRESO 


Joint Service of 


THE STEELE LINE 


The Mexican Fruit & Steamship Corporation 
The Bluefields Fruit & Steamship Company 


FROM NEW ORLEANS 
SS YUMA SS SIGVALD SS JAMAICA Weekly sailings 
FROM GALVESTON, TEXAS CITY & BEAUMONT 
SS OLGA S.—Semi-monthly sailings 
THE STEELE STEAMSHIP LINE, Inc., Agents 


Offices:—630 Common St., The Steele Bldg., 19 Moore St., 
New Orleans Galveston New York City 


REGULAR SERVICES 


FREIGHT and PASSENGER 
Between 


NEW YORK MO) 


PHILADELPHIA 
BALTIMORE BOSTON 


PORTLAND, ME. 


UEENSTOWN 


BRISTOL 
PLYMOUTH GLASGOW 


ROTTERDAM 
DANZIG 


Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 







coo 


08 BR Qor ameRICA 


One to six days saved in deliveries 
lo Southwestern territory 


ADAMS TRANSFER& STORAGE @ 


228-36 WEST FOURTH STREET 
MERCHANDISE STORAGE & FORWARDING 





























CAPE COD CANAL PURCHASE 


The Trafic World Washington Bureau 


Under the heading, “The Deal for the Cape Cod Canal,” Rep- 
resentative Huddleston of Alabama, member of the House com- 
mittee on interstate and foreign commerce, has printed in the 
Congressional Record, under privilege of extension of remarks, 
an attack on the proposed acquisition by the government of the 


Cape Cod Canal at a cost of $11,500,000. The House committee 
recently favorably reported H. R. 11674, providing for purchase 
of the property. 

Mr. Huddleston said that about twenty years ago August 
Belmont and his associate financiers conceived the plan of con- 
structing a canal across Cape Cop, so as to connect Buzzards Bay 
with Cape Cod Bay and thereby shorten the water route from 
New York to Boston some 65 miles, and avoid the dangers of 
passage around the cape. The canal was opened for traffic in 
1914. 

“The venture was a purely commercial one entered into for 
purposes of profit,” said Mr. Huddleston. “However, the hopes 
of its promoters were not borne out. The canal was not a finan- 
cial success. By 1917 it had become certain that the canal could 


. never earn interest on the investment.” 


The Alabamian then quoted from testimony given by former 
Secretary of War Baker, in 1926, before the House committee 
to the effect that the owners of the canal had been seeking to 
have the government take “this burden off their shoulders,” on 
the ground that they were patriotic in beginning the work and 
that the government therefore should take over the property. 

Mr. Huddleston said the first step toward “unloading the 
canal on the government was for its owners to appeal to the 
commercial instincts of Boston and other New England inter- 
ests.” He said the argument was advanced that if the govern- 
ment ‘owned the property there would be no tolls charged—that 
that would mean a saving of 10 cents per ton on coal, and more 
on other traffic; also that water competition with railroads would 
be stimulated. 

“Hon. John W. Weeks, then a senator, introduced a bill— 
the opening wedge,” continued Mr. Huddleston. “He succeeded 
in getting the Senate to accept the substance of his bill as a 
rider upon the river and harbor appropriation act approved 
August 8, 1917. The House had never considered the matter. 
Its committee had not heard of it. However, the conferees 
agreed, with a slight amendment.” 

The rider authorized the Secretary of War, subject to future 
ratification by Congress, to make a contract for the purchase of 
the property, the representative said. Then came the war and 
a submarine scare, he said, and the Railroad Administration took 
over control of the property under the federal control act. Secre- 
tary Baker offered $8,200,000 for the property, but court proceed- 
ings resulted in no contract being entered into. 


“Then there was a change in administration,’ said Mr. 
Huddleston. “Mr. Baker, who had refused to pay more than 
$8,200,000, went out and Mr. Weeks came in. As a senator he 
had driven the opening wedge to unload the canal on the govern- 
ment. He lost no time in agreeing with the canal owners to 
pay them $11,500,000 for the canal. A bill to confirm Secretary 
Weeks’ contract was introduced by Mr. Winslow, also of Massa- 
chusetts. The rider which had constituted the entering wedge 
was upon a river and harbor appropriation bill. The subject 
was one which the rivers and harbors committee might well have 
considered. However, the speaker, aJso of Massachusetts, 
promptly referred this bill to the comm’’‘ee on interstate and 
foreign commerce, of which Mr. Winslow was chairman, a com- 
mittee having among its members a number of influential and 
respected representatives also from New England. 


“Promptly again the committee laid aside its grave and im- 
portant public business to consider the canal purchase which 
Mr. Weeks had agreed to. Cape Cod took the right of way. Be- 
hold, first to press his Measure upon the committee was Secre- 
tary of War Weeks. He even argued that our government was 
honor bound to buy the canal; that equity and good conscience 
required that Congress approve his action.” 


Mr. Huddleston said there was no emergency requiring hasty 
action—that the canal was in operation and that the only dif- 
ference if the government owned it would be free tolls. 

“Upon what theory it may be claimed that the government 
owes the duty to the citizen to furnish him at public expense a 
free artificial waterway for his convenience, I confess I am un- 
able to see,” said he. 

He charged that if the government bought the property 
there would be immediate pressure to enlarge and improve it 
and that many millions of dollars would be required for the 
work. 

Mr. Huddleston said under the Baker administration of the 
War Department the direct cost of actual construction of the 
canal was found to be $6,243,171.01; interest and taxes during 
construction, $748,112.40; total, $8,265,743.04. He said the com- 
pany claimed a total cost of $13,053,153.17. The board of engi- 
neers for rivers and harbors reported that while it had con- 
cluded that $10,000,000 would be a fair price for the canal, it was 
not convinced that an investment of that amount was justified on 
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the part of the United States in order to make the canal a free 
waterway. The board estimated that at 4 per cent the interest 
on $10,000,000 would amount to $400,000 a year, and that, allow- 
ing $200,000 a year for maintenance and cost of operation, the 
total annual charges on that basis would be $600,000. After 
further computations it reached the conclusion that $2,500,000 
was “apparently an upper limit of any justifiable expenditure by 
the United States to acquire public ownership for commercial 
purposes.” 

Mr. Huddleston asserted that the canal had small value for 
national defense, saying that the people who were trying to sell 
the property to the government laid stress upon its value for 
purposes in connection with military and naval strategy. He 
quoted from a letter from the General Board of the Navy, dated 
August 19, 1916, wherein the board said it adhered to its previ- 
ous expressions “to the effect that military necessity is not suffi- 
ciently great to warrant the department in urging the expendi- 
ture of public funds to that end.” 

In conclusion Mr. Huddleston said: 


This is an administration measure. Mr. Secretary Weeks has 
seen to that. As Secretary of War he pressed it upon the com- 
mittee. He brought with him, for their influence, Secretary 
Hoover and Secretary Denby. They want his contract ratified by 
Congress. 

The present administration came in upon the slogan, “Get the 
Government out of business,’ and, safe in, is giving the people 
a startling interpretation of its meaning. Get the Government 
out of business when it is profitable—get the Government into 
the business of lending money to railroads and subsidizing ship- 
owners when it is unprofitable. Get the Government out of busi- 
ness wherein competition with profiteers and dollar grabbers— 
get the Government into business when no profit is probable. 
Get the Government out of the railroad business which would 
furnish transportation at a reasonable cost—get it into the busi- 
ness of furnishing a toll-free canal. 

The gentlemen advocating this bill have a spasm whenever 
Government ownership of railroads is mentioned, yet they want 
a Government owned and free canal. It makes all the difference 
in the world to their principles whether the vehicle of commerce 
moves on rails as a freight car or upon water as a barge. They 
would have the Government provide a free canal, “but none but 
a Bolshevist would think of the Government owning a railroad,” 
even though a charge was made for its use. So long as there 
are profits to be made these gentlemen are for unrestrained indi- 
vidualism; they view all Government ownership with abhorrence. 
But when the enterprise promises no reward, like the Cape Cod 
Canal, then it is “Unload it on Uncle Sam.” 


N. Y. C. CHICAGO TERMINAL 


The Trafic World Washington Bureau 


The Commission, June 14, announced that it had denied the 
petition of the intervening trunk lines for a reversal of its posi- 
tion on finance docket No. 1165, the application of the New 
York Central for permission to acquire control of the Chicago 
River & Indiana and the Chicago Junction Railway Company. 
No reason for the denial was assigned, but in view of the fact 
that the Commission considered the application for many 
months, reversal was not expected. 

Petition for modification was made by the attorneys for the 
intervening trunk lines with a view to getting themselves in po- 
sition to take the matter to the courts if the trunk lines decided 
to continue their fight. They challenged the Commission, in their 
petition for reversal, (they called what they desired a modifica- 
tion), to show. one word of -testimony in which the witness 
claimed control of the packer terminal railroads would be in the 
public interest. 

In the event litigation is undertaken the first step will have 
to be unusual. The Commission issued no order, nor did it 
issue a certificate of public convenience and necessity. It did 
not specify under which section of the law it came to the 
conclusion that acquisition would be desirable, if and when the 
New York Central complied with the conditions prepared by 
the Commission, each supposed to be a sign of warning to be 
observed by the New York Central in the operation of the 
property. 

There being neither order, certificate nor specification of 
the section of the law under which the so-called permission 
was granted, the natural query is on what could an order from 
a court operate. But the intervening trunk lines faced a 
similar situation in the tap line case. The courts, however, 
were persuaded there was something in that case requiring 
judicial review. They reviewed the work of the Commission 
and made it recede from its position that tap lines were 
not common carriers. The courts also took control of the 
Commission’s “negative orders” in the Procter & Gamble and 
related cases. The problem of getting into court, therefore, 
is not so great as might be imagined from the fact that, 
technically speaking, there is nothing upon which the court 
could lay its hands. 


LAKE CHAMPLAIN & MORIAH NOTES 


The Lake Champlain & Moriah Railroad Company has ap- 
plied to the Commission for authority to issue $50,000 of equip- 
ment gold notes in connection with the purchase of 10 steel 
center dump cars and 12 steel hopper cars and the rebuilding 
of one Mikado type locomotive. 
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INTERSTATE COMMERCE COMMISSION 


Southeastern Class Rate Investigation 


Investigation instituted by the Commission of class rates applicable in interstate commerce within southern ter- 
ritory; between that territory and Ohio River crossings and points in Illinois, Buffalo-Pittsburgh and central territories, 
and between that territory and Virginia cities, and points in Trunk Line and New England territories. The Commission 
in fixing interstate rates will consult with the state commissions with a view to bringing about greater harmony between 
intrastate and interstate rates. Numerous fourth section departures are also involved. 

First hearing Atlanta on May 22nd; subsequent hearings are to be held at Asheville, New Orleans, Chicago and 
New York. For copies of Official Stenographer’s Minutes address the undersigned. 


THE STATE LAW REPORTING COMPANY Publishers of Law Reports ” 
OFFICIAL REPORTERS: Interstate Commerce Commission. 235 BROADWA 
United States Shipping Board. NEW YORK CITY 


Subscriptions now being accepted for the printed official reports of the 1921 and 1922 Convention Proceedings of the 
National Association of Railway and Utilities Commissioners. 


MUSKOGEE, OKLA. | WACO, TEXAS 





THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


MODERN FACILITIES FOR 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 





Muskogee Transfer & Storage Co. 
2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 








GENERAL FREIGHT SERVICE ASSOCIATION 


(INCORPORATED) 
TRANSPORTATION AND TRAFFIC SPECIALISTS FOR SHIPPERS 


710-711-712 Laclede Gas Light Building 
Eleventh and Olive Sts., St. Louis, Mo. 























AEM, Pett soon aeg, «MONG DISTANCE TELEPHONE’ = 4,F RGAG Manages Dererore Devt 
J. C. RYAN, Traffic Manager BELL-OLIVE 7418 E. H. MARTIN, Sales Manager 


OUR STAFF OF EXPERTS ARE PREPARED TO HANDLE ANY OR ALL OF YOUR TRAFFIC PROBLEMS 


We furnish rates; routes; audit freight and demurrage accounts; file and collect claims for overcharges, 
loss or damage; handle cases of improper rate or classification items for adjustment; prepare and handle cases 
to conclusion before the Interstate Commerce Commission, State Public Service Commissions, or in any Court; 
trace lost or delayed shipments; furnish consultation service on engineering matters involving plant locations, 
proper track layout for economical operation; furnish analytical studies and reports on any matter in connection 
with your transportation problems. 


WRITE FOR DESCRIPTIVE CIRCULAR OF OUR COMPLETE SERVICE 
REFERENCE:—ST. LOUIS NATIONAL BANK, ST. LOUIS, MO. 


FREIGHT RATES For SHIPPERS 


ot a in the Eastern Seaboard, Central 
; and Middle Western Territories to Stations 
TIT Watt CT West of the Mississippi River, also Wisconsin, 
Illinois, Indiana, Ohio and Michigan, as well 

- <iplnegoppppeetangled as East Bound Class Rates from Western 
W. J. HARTMAN, Puauiswer Basing Points to Stations East of the Indiana- 


732 FEDERAL ST. Illinois State Line. “ “ iS o's 
CHICAGO, U. S. A. A reproduction of the Class and Commodity 


Freight Rates, issued in loose leaf form with 
a monthly distribution of revised pages. 




























A RECORD OF RATES THAT EVERY TRAFFIC DEPARTMENT NEEDS 
rere eed 


This Publication will be sent to you for inspection without 
cost or obligation if we are given the privilege. 
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CONTROL DEVICES ORDERED 
The Trafic World Washington Bureau 


| The Commission, June 15, issued an order in No. 13413, in 
the matter of automatic train control devices, requiring forty- 
nine railroads to install train control devices on specific divi- 
sions, aggregating about 5,000 miles, by January 1, 1925. The 
names of the railroads and divisions affected were set forth 
in The Traffic World of January, 14, p. 98. 

Meeting the contentions of the roads that train control de- 
vices had not yet been perfected to an extent to justify the 
order and that the cost of installation and maintenance was 
not within the present financial ability of the roads, the Com- 
mission said its investigations had shown that a number of 
types of devices were available to meet the requirements laid 
down by it; that the art of automatic train control had long 
since passed the experimental stage; and that great savings 
in losses due to head-on and rear-end collisions would result from 
the installation of train fontrol devices. Damage to property 
alone, aside from death and injury losses, amounted to more 
than forty million dollars in the period from 1906 to 1922, the 
Commission said. Because the cost of complying with the order 
depends on the nature of particular installations and types of 
service, the Commission said the cost per mile could not be 
stated. 

The railroads are required by the order to make monthly 
reports in the six-month period beginning July 1, this year, as 
to the steps being taken to comply with this order. 


ARGUMENT IN SLIGO CASE 


The Trafic World Washington Bureau 


Another argument was made, June 9, in No. 11154, Sligo Iron 
Store Co. vs. Western Maryland, Director-General, et al., by John 
F. Finerty for the Director-General, R. W. Ropiequet for the com- 
plainant, and E. J. Rich and Willis Crane for the interveners. 
The further argument was at the request of the Railroad Admin- 
istration on the Director-General’s contention that the Commis- 
sion erred when it held that the defendants were bound, by a 
rule in the tariff of an intermediate carrier, to protect a through 
rate which would contain only one increase. 

The Director-General has contended that the holding out by 
the intermediate carrier,. that it would transport on a com- 
bination rate to which only one increase had been applied, was. 
not binding upon carriers that had not concurred therein. Mr. 
Finerty contended, in effect, that the carriers were separate en- 
tities and that the ruling of the Commission was in violation of 
its own rules for the preparation and filing of tariffs. 

Mr. Ropiequet argued that the Director-General might be 
held responsible for every rate published during federal control, 
because the President was the only one authorized to make 
rates. He was not going that far, however, he said, but was 
confining himself to the facts in this case, which showed that the 
shipper relied upon the holding out in the tariff of the intermedi- 
ate carrier that only one factor in the combination would be 
increased. 

It was ridiculous, Mr. Rich argued, that any one should 
uphold the proposition that a shipper, before relying upon a tariff, 
should satisfy himself that that tariff was prepared and filed in 
accordance with the rules of the Commission. He said that a 
shipper has the right to depend upon what he finds in a tariff 
as being the legally applicable rates. 

Mr. Crane, speaking for petroleum interests, said that the 
combination rule in the tariffs used by his clients was without 
restriction. Mr. Finerty said that perhaps Mr. Crane’s argument 
would be shortened if he (Mr. Finerty) would state, as he did, 
that the Director-General would admit that rates which were 
doubly increased under certain conditions were unreasonable and 
make reparation. Mr. Crane was not satisfied with that admis- 
sion against interest. He desired a statement from Mr. Finerty 
that the Director-General would settle claims on the theory that 
the application of more than one increase constituted an over- 
charge. Mr. Finerty, however, said that he had gone as far as 
he could. 





COAL PRODUCTION REPORT 


“Recovering from the holiday depression, the production of 
soft coal in the tenth week of the strike is expected to pass 
5,000,000 tons,” the Geological Survey says in its current coal re- 
port. “Production of anthracite, however, remairs practically 
zero.” Continuing, the Survey said in part: 


In the ninth week of the strike (May 29-June 3) the combined 
effect of the Memorial Day holiday an’ of a pay day reduced produc- 
tion of bituminous coal to 4,623,000 tons. The output of anthracite was 
barely 8,000 tons, and the total quantity of all coal raised was 4.631,000 
tons. A year ago production, including anthracite, was 8,400,000 tons; 
in the year before that, 11,100,000 tons, yet in neither of the years pre- 
ceding was the output at this season normal, for in 1921 the busi- 
ness depression was at its most acute stage, and in 1920 the market 
demanded more coal than could be delivered. 

On Monday of the present week (June 5-10) loadings were only 
14,576 cars, but since then a steady increase has been reported. On 
Wednesday loadings passed the 16,000-car mark for the first time since 
the strike hegan, and on Thursday, June 8&8, another high record of 
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16,289 cars was set. The present indications are that the tenth week 
will exceed the eighth by at least 4 per cent, suggesting an output 
above 5,000,000 tons. 

In the ninth week of the strike the daily average number of uncon- 
signed loads of bituminous coal was 6,312. This figure includes all un- 
billed coal held by all of the carriers. The total is now hardly a fifth 
of that in the week of April 8. 

The strike has had but little effect upon the total volume of coal 
handled over Hampton Roads piers, for the deficit in shipments from 
the New River and Kanawha fields has been largely made up by an 
increase in tonnage from other fields supplying the port. In the week 
ended June 3 the total quantity dumped was 409,413 net tons, about 
the same as the week before. In seasons of most active business the 
port has handled 550,000 or even 600,000 tons a week. 

The effect of the strike is apparent in the record of coal dumped 
over tidewater piers in May. There was a sharp decline in the ton- 
nage handled at New York, Philadelphia and Baltimore. Dumpings at 
New York dropped from 643,000 net tons in April to 264,000 tons; 
dumpings at Philadelphia, from 176,000 to 84,000 tons; at Baltimore, 
from 102,000 to 43,000 tons. At Hampton Roads, however, the May 
business exceeded that of April by 133,000 tons. Total dumpings at all 
ports were 2,144,000 tons, as against 2,543,000 tons in April. 

The decrease occurred chiefly in exports and in foreign bunker 
coal. Total exports for the month were 157,000 net tons, barely half 
those for April. Foreign bunker coal declined from 453,000 to 344,000 
tons. 

Shipments to New England continued at a rate above 800,000 tons. 

An interesting feature of the month was the dispatch of 16,000 tons of 
coal from Charleston, S. C., to New England. 
k The number of cars of bituminous coal on hand awaiting dump- 
ing at Lake Erie on June 8 was 5,891, against 20,135 a year ago when 
the lake movement was heavy. There has been no marked change in 
the cars on hand since May 1. 

Partly because of the Memorial Day holiday, dumping of bitumi- 
nous coal over Lake Erie piers declined in the week ended June 4. 
The total quantity handled was 300,312 tons, of which 290,445 tons were 
cargo coal and 9,867 tons were vessel fuel. In comparison with the 
week preceding this was a decrease of 14 per cent, and was but 30 
per cent of the dumpings in the corresponding week in 1921. Cumu- 
lative dumpings during the present season to date stand at 2,357,642 
tons, a figure much below the record for any recent year except 1920. 
Much of the tonnage dumped at Lake Erie is being shipped down the 
lakes to Buffalo and other ports, and the movement to the head of 
the lakes has been unusually small. Of the 2,281,645 tons of cargo 
coal dumped up to June 4, 1,662,621 tons was consigned to regular lake 
coal destinations, and 619,024 tons to destinations on Lake Erie not 
ordinarily taking lake coal. 

; Light on the destination of the cargo coal dumped over Lake Erie 
piers during the present season may be had from the reports of coal 
received at Duluth-Superior harbor. Up to the end of May only 
4,562 net tons of anthracite had been received, against a minimum 
of 137,000 and a maximum of 291,000 tons in the five years preceding. 
Receipts of bituminous coal were also far below normal. The 129,140 
tons entering the harbor to May 31 was less than half that in 1920, 
and less than a fifth of that in 1917, both years when the lake move- 
ment was delayed in starting. : 

The small receipts in April and May are partly explained by the 
fact that the carry-over of both hard and soft coal from the preced- 
ing season was exceptionally heavy this year. On April 1 stocks of 
bituminous coal on the Lake Superior and Lake Michigan docks were 
4,004,000 tons, and stocks of anthracite 670.000 tons. Today the supnvly 
of anthracite in the docks is in round numbers 20,000 tons and the 
supply of bituminous coal 3,000,000 tons. 


GRAIN CASE REOPENED 


The Trafic World Washington Bureau 


The Commission, by order given out June 13, reopened No. 
12929, the western grain case, to consider the relationship of 
the rates on coarse grains to the rates on wheat. The reopen- 
ing was on application of the carriers in the western group. 

The order on the application of the western carriers com- 
pletes the reopening of the case on that question of relationship 
of rates on coarse grains to those on wheat. 

The case has also been reopened on the question of the 
boundary between the eastern and western groups. The ear- 
riers whose lines traverse Illinois territory, in their application 
on that case, pointed out that the Commission, in its order in 
the grain case, had not observed the boundary it had established, 
in a supplemental report on Ex Parte 74. Nor had it observed 
the limits set to the issue when it began hearings on the ease. 
They asserted the Commissioner presiding had specifically ruled 
that the question of what should be done with Illinois territory 
was not in issue in the case. Therefore they made no represen- 
tations. Everything that had been said, they contended, indi- 
cated that the decision, when made, would observe the boundary 
set in Ex Parte 74. 


The case was reopened first as to the relationship in the 
mountain-Pacific group. The railroads in that group contended 
they had always charged the same rates on coarse grain as on 
wheat. The Illinois territory phase of the question was next 
brought up and now the cycle has been completed by the re 
opening on the question of relationship in western territory. 
The carriers in that territory contended that when the rates in 
their territory on coarse grains were lower than on wheat, such 
rates were exceptions to the rule. 


TELEPHONE CONSOLIDATION 


The Commission has issued a certificate certifying that the 
acquisition by the Chesapeake & Potomac Telephone Company 
of Baltimore City and the Chesapeake & Potomac Telephone 
Company of West Virginia of certain property of the Cumber- 
land Valley Telephone Company of Baltimore City, will be of 
advantage to the persons to whom service is to be rendered 
and in the public interest. ‘ 
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“Ship by ' Water” 
PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Portland, Seattle and Tacoma 


New York, ‘ieee 
Norfolk, | Philadelphia 


ti bills of lading issued to 
San Diego, Oakland, Stockton, and Sacramento, Calif.; 
Hawaiian and Far East Points; Astoria, Ore.; Grays Harbor 
and Puget Sound Ports, Wash. ; ; Vancouver and Victoria, B.C. 


For rates, Dates of Sailing and other Setiemmnatiion apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York Telephone, Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. ‘Pittsburgh, Pa. ' Cleveland, Ohio 

39 South St. Drexel Bldg Oliver Bldg. Marshall Bidg. 
And at our Branch Offices at ports of call, etc. 












Marine Despatch Line 


A-1 FAST STEEL STEAMERS 







Regular Sailings Every 14 Days 









BETWEEN 
NEW YORK LOS ANGELES 
PHILADELPHIA (San Pedro Dist.) 
BALTIMORE 4) SAN FRANCISCO 
NORFOLK ne) OAKLAND 
SAVANNAH PORTLAND 
JACKSONVILLE SEATTLE 







For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 














Ba giny New York 
9 8. Ba ssi st. 42 Broadway 
o: taburgh Cleveland 


1537 Oliver Building 


Savannah, Ga. Oakland, Cal. 
Savannah Bank & Trust Bldg. pal Terminal 


Les Angeles, Cal. land, Ore. 
427 Van Nuys Bldg. 601 Tithe : Trust Bidg. 
1408 L. C. Smith Bldg., Seattle, Wash. 
Room 495 Ellicott Sq. Bldg., Buffalo, N. Y. 


248 The Arcade 




















THE TRAFFIC WORLD 


Pacific—Caribbean— 








Dollar Line 


(The Robert Dollar Co.) 





Express Freight Steamers 
Monthly 








Atlantic-Oriental Service 


Boston, New York and Norfolk to Yokohama, Kobe, 
Shanghai, Hongkong, Manila and Singapore 











Atlantic-Pacific Coast Service 


New York and Baltimore to Los Angeles (Wilmington), 
San Francisco, Seattle and Vancouver, B. C. 


Mediterranean-Atlantic & 
Pacific Service 


Genoa and Marseilles to New York, Boston, Los 
Angeles (Wilmington) and San Francisco 





















For rates, sailings and other information apply to 


Dollar Steamship Line 


BALTIMORE—300 Chamber of Com. Bldg. NEW YORK—15 Moore Street 
BOSTON—111 Summer Street NORFOLK—128 West Bute Street 
CHICAGO—513 Harris Trust Building PHILADELPHIA—108 So. Fourth St. 
CLEVELAND—Banger Building SAN FRANCISCO—Robert Dollar Bldg. 
LOS ANGELES—Pacific Electric Building SEATTLE—L. C. Smith Building 
VANCOUVER—402 Pender Street West 




































Gulf Line 


DIRECT SERVICE 


BETWEEN 
NEW ORLEANS 
GALVESTON 
HOUSTON 
MOBILE 


AND 
San Diego, Los Angeles Harbor, San Francisco, 
Portland, Tacoma, Seattle and other Pacific 
Coast Ports via Panama Canal 


SS **DELCO’”’ From the Gulf, Middle June 
SS “NYANZA’’ ate June 
Al Steamer oe Early July 


SS ‘“‘REDHOOK’”’ From the Pacific Coast, Early June 
SS ‘‘ELDORADO”’ 2nd half June | 
SS ‘‘DELCO’’ een ee ” Late June 


SS “AGWIDALE” “*« “« cs <i Early July 
SS ‘‘HOBOKEN’’ mI s os Late July 
Rates quoted, bookings and other information furnished upon 
application 


THE STEELE STEAMSHIP LINES, Incorporated 
GENERAL GULF AGENTS 
630 Common St., New Orleans, La. 
Steele Bidg. SWAYNE & HOYT, Inc. 


Galveston, Texas 430 Sansome St. 
San Francisco, Calif. 


50 Broad St. 
New York City 





THE TRAFFIC WORLD 


TARIFF PUBLISHING AGENTS 


Following is a list of tariff publishing agents, compiled from the 
files of the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of any 
inaccuracies or Omissions noticed by them. The fact that a name is 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
never been occasion to reissue the tariff: 


F. W. Smith, agent for lines in Official Classification, 143 
Liberty Street, New York, N. Y. 

J. E. Crosland, agent for lines in Southern Classification, 
215 Transportation Bldg., Atlanta, Ga. 

R. C. Fyfe, agent for lines in Western Classification, Con- 
solidated Classification No. 2, 1830 Transportation Bldg., Chi- 
cago, Ill. 

F. A. Leland, Southwestern Lines, St. Louis, Mo. 

W. J. Kelly, Central Freight Association, 608 S. Dearborn 
St., Chicago, II]. 

E. B. Boyd, Western Trunk Lines, Chicago, III. 

J. H. Glenn, Atlanta Freight Tariff Bureau, Atlanta, Ga. 


Wm. J. Sedgman, Atlantic Seaboard Territory, 320 Broad- 
way, New York, N. Y. 


F. W. Gomph, Pacific Freight Tariff Bureau, 256 Montgomery 
St., San Francisco, Cal. 


F. L. Speiden, Mississippi Valley Territory, 2nd and Main 
St., Louisville, Ky. 

‘W. M. Hough, Mississippi-Warrior Service, New Orleans, La. 

R. H. Countiss, Trans-Continental Freight Bureau, 608 S. 
Dearborn St., Chicago, Il. 

T. Clem Beck, Lake Shore-Lehigh Valley Route, Michigan 
Central-Lehigh Valley Route, Pere Marquette-Lehigh Valley 
Route, Rate Basis and Billing Instructions, Lake and Rail (East 
Bound), 143 Liberty St., New York, N. Y. 

G. C. Ranson, Canadian Freight Association (Eastern Lines), 
Montreal, Que. 

W. E. Campbell, Canadian Freight Association (Western 
Lines), Winnipeg, Man., Canada. 

W. J. Collins, Canadian Car Demurrage Rules, Montreal, Que. 

F. V. Davis, Ohio and Pa. (Coal Tariffs), 8 East Chestnut 
St., Columbus, Ohio. 

W. S. Curlett, New England and Trunk Line, 148 Liberty 
St., New York, N. Y. 

J. E. Fairbanks, United States and Canada (Miscellaneous 
Tariffs), 481 S. Dearborn St., Chicago, Ill. 

C. W. Galligan, Illinois Freight Association, Transportation 
Bldg., Chicago, Il. 

A. P. Gilbert, Virginia Lines, Richmond, Va. 

G. B. Guthrie, Official Freight Directory, Washington, D. C. 

N. W. Hawkes, New England Freight Association, 493 South 
Station, Boston, Mass. 

I. T. Hanson, American Short Line R. R. Assn., International 
Bldg., Washington, D. C. 

S. J. Henry, North Pacific Coast Freight Bureau, Seattle, 
Wash. 
H. A. Johnson, Colorado and New Mexico, Denver, Colo. 

R. C. Munholland, Pacific Car Demurrage Bureau, 617 Wells 
Fargo Bldg., San Francisco, Cal. 

c. A. Hunt, Michigan Central Railroad, Canadian Southern 
Line (Bases for Rates and Billing Instructions Eastbound), De- 
troit, Mich. 

L. A. Lowrey, Chicago District, 608 S. Dearborn St., Chicago, 
111. 

L. Agnew Myers, New York Harbor (Canal, Lake and Rail), 
326 Mills Bldg., Washington, D. C. 

L. E. Earlywine, Central Electric Traffic Association, 308 
Traction Terminal Bldg., Indianapolis, Ind. 

J. C. Miller, Baltimore & Ohio Railroad, Continental Line, 
Central State Dispatch (Bases for Rates and Billing Instruc- 
tions, Eastbound), Cincinnati, Ohio. 

C. W. Owen, Southern Pacific Co. (Atl. S. S. Lines), Houston, 
Texas, 

J. A. Reeves, Utah, Salt Lake City, Utah. 

R. H. Smith, Pennsylvania System (Index), 411 Seventh 
Ave., Pittsburgh, Pa. 

M. S. O’Connor, Empire Line, New York Central Railroad 
Co. (Guide Book), Cleveland, Ohio. 

M. C. Strawn, Oregon, Foot of Alder St., Portland, Ore. 

J. B. Sweeny, Eastern and Interior Eastern Points (Rail 
and Water) to Southern Points, Baltimore, Md. 

J. B. Stewart, Ontario Central Despatch, Michigan Central 
R. R. (Guide Book), N. Y., O. & W. Ry., New York. 

R. H. Vaughan, Blue Ridge Despatch (Guide Bock), Cin- 
cinnati, Ohio. 

Fred Wild, Jr., Colorado-Utah Freight Bureau, Denver, Cole. 

G. C. Wright, Northwest Freight Tariff Bureau, 175 East 
4th St., St. Paul, Minn. 

W. P. Emerson, Gulf Poris, New Orleans, La. 

A. C. Fonda, Texas Lines Tariff Bureau, Dallas, Texas. 

J. J. Cottrell, Southern Lines, Richmond, Va. 

G. P. Conard, Railway Equipment Register, 424 West 33rd 
St., New York, N. Y. 

Chas. S. Fay, Louisiana Lines, New Orleans, La. 
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Thornton Lewis, Kanawha Dispatch, C. & O. Ry. Bases for 
Rates and Billing Instructions (Eastbound), Cincinnati, Ohio. 

R. H. Smith, Star Union Line Guide Book, Bases for Rates, 
Bases for Rates and Billing (Eastbound), Pennsylvania System, 
Pittsburgh, Pa. 

Nat. Duke, Bases for Rates and Billing Instruction (Hast- 
bound), Lackawanna Line, Lake Shore-Michigan Central-Pere Mar- 
quette, New York, N. Y. 

M. S. O’Connor, Merchants Despatch. Bases for Rates and 


Billing Instructions (Eastbound), New York Central Fast Freight 
Line, Cleveland, Ohio. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 

Akron Traffic Association. 
cool, Secy. 

Atlanta—tTraffic Club of Atlanta. 
S. W. Wilson, Secy.-Treas. 

Baltimore—tTraffic Club of Baltimore. 
C. C. Kailer, Secy. 


Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. Stewart A. Colpitts, Pres.; W. M. Macomber, 
Secy.-Treas. 

Brooklyn—tTraffic Managers’ Club of Brooklyn. P. L. Ger- 
hardt, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
Henry Adema, Pres.; E. J. Sheridan, Secy. 

Buffalo Transportation Club. K. B. Hassard, Pres.; R. J. 
Walsh, Secy. 

Canton, O.—Stark County, Ohio, Traffic Club. A. J. Burns, 
Pres.; M. L. Underwood, Secy. 

Chicago Traffic Club. J. 
master, Secy. 

Chicago—Midwest Traffic Club. 
Crysler, Secy. 

Cincinnati—Traffic Club of the Chamber of Commerce. J. W. 
Flannery, Chairman; H. D. Berding, Secy. 

‘ Cleveland Traffic Club. M. R. Maxwell, Pres.; F. A. Gideon, 
ecy. 

Cortland, N. Y.—Industrial Traffic Club of Courtland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dallas Traffic Club. Paul Junkin, Pres.; H. C. Eargle, Secy. 
Treas. 

Dayton, O.—Miami 
Pres.; M. T. Otto, Secy. 

Decatur (Ill.) Transportation Club. T. C. Burwell, Pres.; 
S. F. Coay, Secy. 


Des Moines Traffic Club. G. C. Houk, Pres.; C. A. Moore, 
Secy. 


Denver Traffic Club. F. W. Myers, Pres.; C. B. Rader, Secy. 
and Treas. 

Denver Commercial Traffic Club. R. W. Lentz, Pres.; C. J. 
Hotchkiss, Secy.-Treas. 

Detroit Transportation Club. 
Cochrane, Secy. 


Elmira (N. Y.) Traffic Club. 
Field, Secy. 


El Paso Traffic Club. A. L. Sarrels, Pres.; J. W. Callahan, 
Secy.-Treas. 


Erie Traffic Club. J. D. Sterrett, Pres.; M. W. Hisman., 
Secy. 


Evansville (Ind.) Transportation Club. J. C. Keller, Pres.; 
W. R. Orr, Secy.-Treas. 


Flint, Mich.—Transportation Club of Chamber of Commerce. 
F. A. McHale, Pres.; L. F. Burckart, Secy. 

Fort Wayne, Ind.—Traffic Transportation and Waterways 
Bureau of the Chamber of Commerce. V. W. Davies, Chairman; 
E. C. Miller, Vice-Chairman. 

Fort Worth Traffic Club. 
Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. T. E. Me 
Laughlin, Pres.; J. D. Quinn, Secy. 

Freeport, Ill—Greater Freeport Traffic Club. W. H. Jenne!, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. H. E. Willard, Pres.; W. H. Cow 
din, Secy. 

Green Bay (Wis.) Traffic Club of the Green Bay Association 
of Commerce. F. Hurlbut, Pres.; W. J. LaLuzerne, Secy.-Treas. 

Hartford Traffic Asso. of Hartford (Conn.) and Vicinity. 
W. P. Price, Pres.; O. R. Peterson, Secretary and Treasuret. 

Houston Traffic Club. , A. Kimbell, Pres.; F. A. Moultot, 
Secy. 

Indianapolis.—The Traffic Club of Indianapolis. 
Pres.; G. N. Baker, Secy. 


Jackson (Mich.) Transportation Club. F. T. Riley, Pres: 
J. C. Graham, Secy. 


E. W. Swartz, Pres.; H. L. Sova- 
G. E. Boulineau, Pres.; 


G. S. Harlan, Pres.; 


A. Brough, Pres.; E. S. Buck- 


C. W. Hester, Pres.; R. 


Valley Traffic 


Club. T. T. Webster, 


©. S. Dustin, Pres.; T. K 


J. J. Delaney, Pres.; J. C. 


I. S. McConnell, Pres.; C. F. Laue, 


F. A. Butler, 
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Daily Traffic World 
Traffic Bulletin 


Contains daily all the information 
published later in the weekly 


Traffic World 


and in the weekly 


Traffic Bulletin tg 


A subscription also includes a valuable Sees i eee Taal 


SERVICE FROM WASHINGTON | | Gulf and Ship Island 
that makes the price seem trifling. RAILROAD 


Route Between 


The SOUTHWEST 
and SOUTHEAST 


The GULF AND SHIP ISLAND RAIL- 
ROAD, as shown by the accompanying map, 
forms a link between the ALABAMA AND 
VICKSBURG RAILWAY and THE LOUIS- 
VILLE AND NASHVILLE RAILWAY, for 
a broader use of the old established VICKS- 
BURG gateway in the movement of traffic 
between the Southwest and Southeast. 
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Write for Particulars 


THE TRAFFIC SERVICE CORPORATION 


Publisher The Traffic World 
418 S. Market Street, Chicago 


The Edict Is Out! 


You may now know how the Commission’s 
decision in the big rate investigation will 
affect your rates and the basis of same on 
and after July I. 





























































If you don’t know we can tell you. Possi- 
bly they are unfair and need adjusting. 
If so, we can determine this for you. 












A dependable fast .through freight service is 
maintained in both directions. 

















How will your rates ‘‘line up’’ with those 
of your competitor when these changes have 
been made? An analysis we can make will 
clearly show. 

















A TELEGRAPHIC RECORD of through 
traffic routed via the Gulf and Ship Island is 
furnished shippers and consignees. 













Advice and data on any phase of transpor- 
tation supplied by experts. 


H. H. SCHUTT, General Agent 
Porter Building, Memphis, Tenn. 


W. P. WITHERS, General Agent 
Great Southern Life Bldg., Dallas, Texas 































The Traffic Service Corporation 


Special Service Department 


505 Colorado Bldg. 








W. H. L. NELMS, General Agent 


Washington, D. C. Moore Building, Atlanta, Ga. 


















































Jacksonville Traffic Club. James F. Mead, Pres.; F. C. Saw- 
yer, Secy.-Treas. 

Jamestown, N. Y.—Traffic Club of the Jamestown Board of 
Commerce. O. M. Odell, Pres.; H. W. Chapman, Secy. 

Jersey City Traffic Club. Warren Gordon, Pres.; J. J. Cul- 
lington, Secy. 

Kalamazoo Traffic Club. J. F. Campbell, Pres.; C. H. Wins- 
low, Secy. 

Kansas City Traffic Club. John D. Yates, Pres.; Peter J. 
Rose, Secy.-Treas. 

Lansing (Mich.) Traffic Club. H. E. McGiveron, Pres.; J. T. 
Ross, Secy.-Treas. 

Los Angeles Transportation Club. J. M. Ford, Pres.; L. G. 
Wilson, Secy.-Treas. 

Louisville Transportation Club. Fred Borries, Pres.; W. T. 
Vandenburg, Secy. 

Macon, Ga.—Industrial Traffic Managers’ Association. Ben 
Gilman, Pres.; T. J. Abrams, Secy. 

Mansfield, O., Traffic Managers’ Division of the Manufactur- 
ers’ Club. W. H. Gugler, Chairman; W. T. Leonard, Secy. 
Marion (Ohio) Traffic Club. D. R. Biggert, Pres.; W. R. 
Aukland, Secy. 

Memphis Traffic Club. B. H. Wallace, Pres.; L. E. McKnight, 
Secy. 

Milwaukee Traffic Club. F. C. Bryan, Pres.; A. C. Vecke, 
Secy. and Treas. 

Minneapolis Traffic Club. C. L. Kennedy, Pres.; W. W. Gib- 
son, Secy. 

Newark Traffic Club. N. G. Campbell, Pres.; A. Rennie, Secy. 
New England Traffic Club, Boston. Gerritt Fort, Pres.; 
P. L. Stuart, Secy. 

New York Traffic Club. T. T. Harkrader, Pres.; C. A. Swope, 
Secy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York University Traffic Club. Charles Israel, Pres.; 
Louis Harber, Secy. 

Oklahoma City Traffic Club. Harvey Allen, Pres.; S. E. 
Golderman, Secy. 

Omaha—tTraffic Managers’ Committee, Omaha Chamber of 
Commerce. C. E. Childe, Chairman; E. A. Stringer, Secy. 
Oshkosh, Wis., Traffic Club. C. M. Starks. Pres.; R. J. 
Hodson, Secy.-Treas. 

Pensacola (Fla.) Traffic Club. R. K. Wallace, Pres.; P. W. 
Reed, Secy. 

Peoria Transportation Club. G. I. Sweney, Pres.; O. B. 
Eddy, Secy.-Treas. 

Philadelphia Traffic Club. E. D. Hilleary, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
E. H. Porter, Pres.; T. Noel Butler, Secy. 
Philadelphia—Philatra Traffic Association. 
Pres.; J. J. Coburn, C. J. Rasbold, Secretaries. 
Pittsburgh Traffic Club. C. C. McCarthy, Pres.; E. A. 
Hynes, Secy. 

Pittsburgh Traffic and Transportation Association. M. A. 
Greenwood, Pres.; R. F. Heil, Recording Secy. 

Portland (Ore.) Industrial Traffic Club. W. H. Sainsbury, 
Pres.; F. P. Kensinger, Secy. 

Portland (Ore.) Transportation Club. E. M. Burns, Pres.; 
W. O. Roberts, Secy. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. J. J. Duggan, Chairman; E. C. Southwick, Secy. 
Ridgeway, Pa—Traffic Club of Elk County. W. H. Grant, 
Pres.; C. L. Bishop, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. A. S. Blanchard, Chairman; F. W. Burton, Secy. 
St. Louis Traffic Club. S. S. Butler, Pres.; S. E. Wilson, 
Secy. 

St. Paul Transportation Club. P. R. Flanagan, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. R. H. Schultz, Pres.; R. L. 
Gohmert, Secy.-Treas. 

San Francisco Transportation Club. W. B. Hinchman, Pres.; 
E. A. Senneff, Secy. 

San Francisco.—Pacific Traffic Association. M. B. Baker, 
Pres.; W. C. Patterson, Secy. 

Seattle Transportation Club. Alpheus Byers, Pres.; R. A. 
Nichols, Secy.-Treas. , 

Sioux City, la—Traffic Managers’ Club of Sioux City. R. A. 
Zwemer, Pres.; R. R. Wigton, Secy. 

Springfield (Mass.) Traffic Club. S. Robert Hart, Pres.; 
B. A. Hapgood, Secy.-Treas. 
Spokane Transportation Club. 
Greene, Secy.-Treas. 

Stark County (Ohio) Traffic Club. A. J. Burns, Pres.; M. L. 
Underwood, Secy. 

Syracuse Traffic Club. W. J. O’Neil, Pres.; F. M. Varah, 
Secy. 


C. J. McGinty, 





A. S. Cobb, Pres.; F. J. 
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Trenton (N. J.) Traffic Club. A. C. Hoffman, Pres.; E. C. 
Stratton, Secy. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. George T. Rus- 
sel, Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Transportation Club of Tulsa. A. C. Holmes, 
Pres.; R. C. Hughes, Secy. 

Utica (N. Y.) Traffic Club. C. F. Hawes, Pres.; C. E. Dar- 
rigrand, Secy. and Treas. 

Waco Traffic Club. C. H. Carringer, Pres.; Lloyd Bailey, 
Secy. 

Washington Traffic Club. T. J. Stead, Pres.; J. T. M. Du- 
vall, Acting Secy. ; 

Wheeling (W. Va.) Traffic Club. H. H. Marsh, Pres.; P. M. 
Neigh, Secy. 

Wichita Traffic Club. J. H. Wilcox, Pres.; H. G. Watts, 
Secy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; J. 
W. Chatham, Jr., Secy.-Treas. 

Worcester (Mass.) Traffic Association. J. P. Sloan, Pres.; 
J. H. Lane, Secy. 

York (Pa.) Traffic Club. W. J. Wisner, Pres.; J. F. Baird, 
Secy. 








es a 
Digest of New Complaints « 

+ 8 

No. 13862. W. P. Fuller & Co., San Francisco, vs. Director General, as 


agent, 

Unjust and unreasonable rates on petroleum fuel oil from San 
Francisco to South San Francisco, Cal. Asks reparation. 

No. 13863. W. B. Conkey Co., Hammond, Ind., vs. Chicago, Indianapo- 
lis & Louisville. 

Asks that defendant be authorized and directed to cancel the 
claim for demurrage on shipments of paper, lumber and coal at 
Hammond, Ind., because of conditions due to the switchmen’s 
strike in May and June, 1920. 

No, 13864. Traffic Bureau, Chamber of Commerce, LaCrosse, Wis., vs. 
Chicago, Milwaukee & St. Paul et al. 

Unjust and unreasonable rates on peanuts from the Virginia 
cities territory to LaCrosse, Wis. Asks reparation and just and 
reasonable rates. 

No, 13865. Anheuser-Busch, Inc., St. Louis, vs. Chicago & Alton et al. 

Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates on shipments of alcohol from St. Louis to Peoria, since 
January 19, 1921. Asks cease and desist order, just and reason- 
able rates and repaartion. 

No, 13866. National Food Packers’ Traffic Assn. et al., New York, N. 
Y,. vs. B. & O. et al. 

Unjust, unreasonable ratings and rates applied to food products, 
in glass, packed in barrels or boxes. Asks cease and desist order 
and an order requiring just and reasonable, classification ratings. 

No. 13866, Sub. No. 1. The Glass Container Assn. of America, New 
York City, vs. B. & O. et al. 

Alleges that the classification and ratings and rates resulting 
therefrom on L. C. L. shipments of food, in glass, in packages, 
applicable under the offiical classification, between points in 
official classification territory, are unjust and unreasonable. Asks 
just and reasonable classification and ratings. 


No. 13867, International Paper Co., New York, N. Y., vs. Director 
General, as agent, Erie et al, 

Unjust, unreasonable and prejudicial rate of 22% cents per 100 
lbs. on shipments of wood pulp from Niagara Falls, N. Y., to Glens 
Falls, N. Y., to the extent it exceeded a rate of 20 cents in effect 
from Lockport to Hudson Falls, N. Y. Asks reparation. 

No. gg John W. Focke et al., Galveston, Tex., vs. G. H. & S. E. 
et al. 

Unjust and unreasonable rates on sugar from New Orleans to 
Galveston. Asks reparation. 

No. 13869. Certain-teed Products Corporation, St. Louis, Mo., vs. 
Southern et al. 

Unjust, unreasonable, discriminatory, prejudicial and prefer- 
ential rates on prepared roofing, asphalt shingles, building and 
roofing paper, roofing cement and other articles used in _connec- 
tion therewith, and usually given the same ratings in tariffs, from 
complainant’s plants at East St. Louis and Marseilles, Ill., York, 
Pa., and Niagara Falls, N. Y., to all interstate points of destina- 
tion in Virginia, North Carolina, South Carolina, Georgia, Florida, 
Alabama, Mississippi, Louisiana, Kentucky, West Virginia and 
Tennessee. Asks cease and desist order, just, reasonable, non-dis- 
criminatory and non-prejudicial through joint commodity rates and 
reparation. 

No. 13870. Arcady Farms Milling Co., Chicago, vs. Nashville, Chatta- 
nooga & St. Louis et al. 

Unjust, unreasonable and prejudicial rate of 35.5 cents per 100 
pounds on blackstrap molasses from Key West, Fla., to Memphis, 
Tenn., in that it exceeded the rates from Mobile, Ala., and New 
— La., by more than 7.5 cents per 100 pounds. Asks repara- 

ion. 

No. 13871. Mid-Continent Equipment and Machinery Co., St. Louis, 
vs. Missouri Southern et al. 

Unjust and unreasonable rates on relay rails from Bunker, Mo., 
to El Paso, Tex. Asks cease and desist order and reparation. 

No, 13872. The Chas. H. Lilly Co., Seattle, Wash., vs. Oregon Short 
Line et al. 

Unjust and unresonable rates on alsike clover seed from Buhl, 
Idaho, to Seattle, because higher than applicable rate on red clover 
seed. Asks reparation. 

No. 13873. G. J. Helmerichs Leaf Tobacco Co., St. Louis, vs. Cincin- 
nati, Lebanon & Northern et al. 

Exorbitant, unjust and unreasonable rates on leaf tobacco from 
Dayton, Germantown, Middletown and Miamisburg, O., to 
Louis, Mo. Asks cease and desist order, just and reasonable rates 
and reparation. 

No. 13874, J. S. Hoskins Lumber Co., Baltimore, Md., vs. Director 
General, as agent, Pennsvlvania et al. 

Unjust and unreasonable rates, in violation of, the long-and- 

short-haul provision of Section 4, on treenail wood from Hummel, 


. $ " Saxton and Entriken, Pa., to Mill Creek, Pa. Asks reparation. 
ans ‘lub.  &. Rag ee 3 ’ ra 
Ss Toledo Transportation Club. W. O. Holst, Pres.; J. J Lynch, No. 13875. The Oklahoma-Southwestern Ry. Co., Oklahoma City, v& 
ecy. St. Louis-San Francisco et al. 
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Inequitable, unjust and unduly prejudicial divisions of joint rates 
and charges allowed to complainant by defendant lines. Asks just 
and reasonable joint through rates and just, reasonable and equit- 
able divisions thereof, and reparation. 

No. 13877. Tidewater Paper Mills Co., Brooklyn, N. Y., vs. Bush Ter- 
minal et al. 

Unjust and unreasonable rates on wood pulp originating in 
Canada in provinces of Ontario and Quebec to Brooklyn and other 
stations near New York City. Asks reparation. 

No. 13878. Chicago Fire Brick Co. et al., Chicago, vs. Ahnapee & 
Western et al. 

Unjust, unreasonable, discriminatory, preferential and preju- 
dicial rates on sewer pipe and wall coping from Brazil and Mecca, 
Ind., to points in Illinois, Iowa, Missouri, Minnesota, Upper Penin- 
sula of Michigan and Wisconsin. Asks resonable, non-discrimina- 
tory, non-prejudicial and non-preferential rates and reparation. 

No. 13879. Armour & Co., Chicago, vs. Director General, as agent, 

Unjust and unreasonable fifth class rate of 19 cents per 100 lbs. 
on one carload of catsup from Ogden, Utah, to Salt Lake City, to 
the extent that it exceeded a commodity rate of 12% cents. Asks 
reparation. 

No. 13880. Armour & Co., Chicago, vs. Director General, as agent. 

Unjust and unreasonable fifth class rate of 27 cents per 100 
pounds on one carload of garbage grease from Gowanda, N. Y., to 
Chicago, to the extent it exceeded a subsequently established 
commodity rate of 23 cents per 100 lbs. Asks reparation. 

No, 13881. Armour Fertilizer Works, Chicago, vs. Director General, as 
agent, 

Unjust and unreasonable fifth class rate of 54 cents on one car- 
load of nitrate of soda from New Orleans to Sturgeon Bay, Wis., 
to the extent that it exceeded the combination of local rates 
applicable on the same commodity over Milwaukee subsequently 
established. Asks reparation. 

No, 13882. Armour Fertilizer Works, Chicago, vs. Director General, 
as agent. 

Unjust and unreasonable sixth class rate of 6% cents per 100 
pounds on leather waste from Gloversville, N. Y., to Fonda, N. Y., 
and 20 cents per 100 pounds from Fonda to Chrome, N. J., because 
in excess of commodity rate applicable from the same point of 
origin to Carteret, N. J., a point 1.7 miles from Chrome, N. J. 
Asks reparation. 

No. 13883. Anheuser-Busch, Inc., St. Louis, vs. B. & O. Chicago 
Terminal et al. 

Unjust, unreasonable, discriminatory, prejudicial and _ prefer- 
ential rates on mechanical stoker material from East Chicago, 
Ind., to St. Louis. Asks just and reasonable rates and reparation. 

No. 13884. — Citrus Exchange et al., Tampa, Fla., vs. Pennsyl- 
vania et al, 

Unjust and unreasonable charges on shipments of fruits and 
vegetables to New York from Florida points because of assessment 
of unloading and draying charges due to defendants’ failure to 
make proper delivery. Ask reparation. 

No. 13885. Lackawanna Steel Co., Lackawanna, N. Y., vs. Director 
General, as agent. 

Unjust, unreasonable and illegal charges assessed on fluxing 
limestone from Cambria, N. Y., to Buffalo (Louisiana street). Asks 
reparation. 

No. } ae yee Iron Co., Jackson, O., vs. Director General, as agent, 

Unjust, unreasonable, discriminatory and preferential charges 
on coal from complainant’s mine to his iron furnace, both in Jack- 
son. Asks reparation. 

No, 13887. Coastwise Lumber and Supply Co., Inc., New York City, 
vs. Pennsylvania et al. 

Unjust, unreasonable, preferential and discriminatory demurrage 
and transportation charges on lumber delivered at complainant’s 
docks by means of lighters. Asks reparation. 


S P.C. P. CASE 


The Trafic World Washington Bureau 


Application by the interested carriers for permission to 
continue the unified operation of the Southern and Central Pa- 
cific railroads, notwithstanding the opinion of the Supreme 
Court of the United States that control of the Central Pacific 
by the Southern Pacific is in violation of the Sherman anti- 
trust law, is expected as soon as the mandate of the court is 
put out. The Southern Pacific filed an application for rehearing, 
but the mandate of the court is expected to issue, nevertheless. 
The expectation that such a move would be made is based on 
two facts. The first is that influential men in California, in- 
cluding the principal shippers, desire the two to continue as 
a single carrier system. The second is that William Sproule, 
president of the Southern Pacific, in a statement about the 
court’s decision, implied that the company of which he is the 


head contemplated such action. The statement carrying that 
implication is as follows: 





It is needless to say that the decision of the Supreme Court 
of the United States carries the full weight of judicial authority 
on the issue before the court; following upon it, however, new 
constructive aspects of the subject have to be considered as prac- 
tical questions for the users of these railroads as well as their 
owners, in order to determine what is best in the public interest. 

I take it that the Supreme Court in passing upon the legal 
question involved has not concerned itself with the possible con- 
sequences to follow from that decision under a law which the 
Transportation Act of 1920 supersedes as to the railroads, when- 
ever the Interstate Commerce Commission takes jurisdiction under 
the terms of the latter act. 

There can be no doubt that all the public tribunals and 
responsible officers of government concerned have a common 
desire to do that which will be practical and wise, and with 
least disturbance to all the parties concerned, but the positive 
support of public opinion is needful in working out the problem 
to such a constructive conclusion as will allow this railroad 
system to remain at the service of the public for whom it was 
designed as built. The public have nothing to gain by breaking 
up these properties; they stand only to lose by the complications 
that would follow. 

The Interstate Commerce Commission, following the man- 
date in the Transportation Act of 1920, has already prepared a 
plan for consolidating the railroads into a limited number of 
systems. This plan was tentatively presented by the commission 


on August 3, 1921, serving notice on all railroads to prepare 
for hearings. 
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In this tentative plan the Central Pacific and Southern Pacific 
remain together. It is generally conceded that the Interstate 
Commerce Commission, by reason of its position, has at its 
command a greater knowledge of the railway traffic of the United 
States and its competitive and_ other features than any other 
organization in our nation; as a business question the Commission 
evidently saw the wisdom of not disturbing the present control 
and found no reason to believe that there was any undue restric- 
tion of competition in the situation now existing; or, if there 
were any titular restriction it was more than balanced by the 
other conveniences it afforded to the public. ; 

The tentative grouping by the Interstate Commerce Commis- 
sion thus tends to remedy the unfortunate legal situation pre- 
sented by the Sherman Act standing alone. The grouping indi- 
cated by the Commission provides the remedy by which one of the 
principal transportation systems of the nation need _ not be 
torn asunder, after having been built as one structure during a 
period covering several decades and making for the people a 
convenient unit of service covering almost the entire length of 
the Pacific Coast. 


here seems to be proper motive for direct appeal to the 
Commission to the end that power lodged in the Interstate Com- 
merce Commission under present law (which is the Transporta- 
tion Act of 1920) be exercised to maintain the operations of this 
transportation system as _a unit justified by the general experi- 
ence of the people served; and, if necessary, for this purpose a 
new power might well be created by appropriate legislation. 


EXEMPTION FROM CLAYTON ACT 


The Trafic World Washington Bureau 


The New York, Chicago & St. Louis and the Lake Erie & 
Western, in a joint application under paragraph (2) of section 
(5) of the interstate commerce law, have asked for authority 
to enter into an agreement hetween themselves, providing for 
the exchange of materials, supplies and labor, and the purchase 
or acquisition of materials and supplies on joint account, not- 
withstanding section 10 of the Clayton anti-trust law. 

This is the first application of the kind to be filed with 
the Commission. It is a novel proposition, which, if success- 
fully maintained, will relieve all the big railroad systems of 
a considerable amount of worry they have had ever since the 
part of the Clayton law in question has been operative. The 
application was signed by W. A. Colston, vice-president and 
general counsel for the Nickel Plate and vice-president for the 
Lake Erie & Western. 

“The object of said agreement,” said the two companies 
in their application, “is to relieve the applicants of the necessity 
of complying with section 10 of the so-called Clayton anti-trust 
act, in so far as transactions between the applicants are in- 
volved, thereby avoiding inconvenience and delay and enabling 
the applicants to more efficiently and economically operate their 
properties and provide improved service to the public.” 


The agreement provides that either company may purchase 
materials and supplies for their joint account, or each singly 
may buy or acquire enough for both and then pass it on at an 
increase of 10 per cent over cost to cover overhead and other 
supervision, and otherwise act as if the fact that the same in- 
terests control both the Nickel Plate and the Lake Erie & 
Western made them one entity in dealing with the public, but 
separate entities in dealing with each other. 

The application is no novel that officials of the Commission 
who deal with the financial affairs of railroads are curious as 
to the argument W. A. Colston, formerly their superior, will 
make in support of his proposition, that paragraph (2) of sec- 
tion (5) can be invoked to mitigate the drastic provisions of 
the Clayton anti-trust law. The paragraph in question author- 
izes the Commisison, if the public interest permits, to authorize 
one railroad to purchase or otherwise control another by meth- 
ods short of complete consolidation. The Nickel Plate and the 
Lake Erie & Western, except as a legal fiction, constitute one 
property now. The Commission, by recently issued permits, 
authorized common directors and officers. But how the para- 
graph can be construed to permit them to deal with each other, 
in the purchase of materials and supplies on any basis other 
than that of complete strangers, has not yet been pointed out. 

Hearing on the subject will be held June 19 by Examiner 
Ray W. Clarke. While no information had been received on 
that point, it was supposed, at the time the hearing was set, 
that Mr. Colston would appear in person and point out how 
the paragraph was to be made to operate as a shield against 
the Clayton anti-trust law. 


CONSOLIDATED CLASSIFICATION DOCKET 

In the weekly Traffic Bulletin of June 17 is printed Docket 
No. 11, of the Consolidated Classification Committee, for heal- 
ings of the Official, Southern, and Western Classification com- 
mittees, for consideration of petitions for changes in rules, de 
scriptions, ratings, and minimum weights. The Western heal- 
ings will be at Chicago, July 10. The Official and Southern 
hearings will be at Atlantic City, July 17. 


The governmental departments in Washington are 
scattered from one end of the city to the other, but the 
free service rendered Daily Traffic World subscribers 
embraces them all. 
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Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


June 19—Washington, D. C.—Examiner Shanafelt: 
12840—G. B. Markle Co. (now Jeddo Highland Coal Co.) vs. Director- 
General. 
June 19—Argument at Washington, UV. C.: 
12653—The Mangelsdorf Seed Co. vs. A. T. & S. F. et al. 


12653 (Sub. No. 1)—The Mangelsdorf Seed Co. vs. Director General. 
12695—Rudy-Patrick Seed Co. vs. I. & G. N. et al. 


12695 (Sub. No. 1)—Rudy-Patrick Seed Co. vs. Director General. 
12859—Hixon Lumber Co. vs. C. B. & Q. et al. 
13033—The Atchison Board of Trade et al. vs. A. T. & S. F. et al. 
13549—Divisions of joint rates, fares and charges on traffic inter- 
changed between Nevada-California-Oregon Ry. and its connec- 
tions. 
June 19—Phoenix, Ariz.—Examiner Keene: 
12929—Interstate rates on grain, grain products and hay, in car- 
loads, between points in the western and mountain-Pacific groups. 
June 20—Hartford, Conn.—Public Utilities Commission of Connecticut: 
Finance Docket 2336—In the matter of the application of the N. Y. 
N. H. & H. R. R. Co. for a certificate of public convenience and 
necessity authorizing it to abandon a branch line of railroad. 
June 20—Argument at Washington, D. C.: 


12722—Roxana Petroleum Corp. vs. Director General, Wichita Falla 
& Northwestern et al. 


12794—Eddy & Eddy Mfg. Co. vs. Director General, Mo. Pac. et ai. 
12806—Roxana Petroleum Corp. vs. Director General, C. & A. et al. 
12806 (Sub. No. 1)—Roxana Petroleum Corp. vs. C. & A. et al. 
11564—Laclede Steel Co. vs. Director General, C. & A. et al. 
13217—Illinois Glass Co. vs. Director General, Ill. Term. 


June 21—Washington, D. C.—Examiner Marchand: 
Valuation Docket 41—Chicago, Terre Haute & Southeastern Ry. Co. 


June 21—Argument at Washington, D. C.: 
11636—St. Louis-San Francisco Ry. Co. vs. Nor. Ala. et al. 
12711—Perry County Coal Corp. et al. vs. East St. Louis & Suburban 
et al. 
12779—National Preservers and Fruit Products Assn. vs. Abilene & 
Southern et al. : 
12779 (Sub. No. 1)—National Preservers and Fruit Products Assn. vs. 
Director General. 
June 22—Argument at Washington, D. C.: 


12493—F.. S. Smith & Son vs. Director General, Beaumont, Sour Lake 
& Western et al. 


12838—Elk Tanning Co. vs. Erie et al. 
13018—Borden Sales Co. vs. Director General. 
13145—Greene Cananea Copper Co. vs. Director General, A. T. & 
| a ie) a 
June 23—Washington, D. C.—Examiner Shanafelt: 
13726—General Fire Extinguisher Co. vs. Director-General. 
June 23—Denver, Colo.—Examiner Hosmer: 
13770—L. W. Roper vs. Director-General. 
June 23—Washington, D. C.—Examiner Kelley: 
Valuation Docket 29—Macon & Birmingham Ry. Co. 
June 23—Argument at Washington, D. C.: 
12481—H. J. Heinz Co. vs. Director General, Pa. R. R. 


wo ane Coal Co. et al. vs. Eastern Ky. Ry., Director Gen- 
eral, et al. 


12739—Daisy Mfg. Co. vs. A. & V. et al. 


June 23—Santa Fe, N. M.—Examiner Keene: 

11541—Arizona Corporation Commission et al. vs. Arizona Eastern 
R. R. Co. et al. 

June 23—Memphis, Tenn.—Examiner Pitt: 

Fourth Section Application 12122 of St. L. S. W. Ry.—Lumber from 
Fair Oaks, Ark., to Memphis, Tenn. 

Fourth Section Application 12223 of I. C. R. R., Y. & M. V. Ry., L. & 
N. R. R., Sou. Ry.—Plumbers’ material from Louisville, Ky., to 
New Orleans, La. Various other miscellaneous applications. 

June 24—Washington, D. C.—Examiner Shanafelt: 

12827—Republic of France vs. M. K. & T. et al. 

*12825—The Republic of France vs. Wheeling & Lake Erie et al. 
June 24—Denver, Colo.—Examiner Hosmer: 

13787—Edward Grimes and Samuel Friedman, co-partners, doing 
business under the firm name of Grimes and Friedman, vs. A. T. 
& S. F. et al. 

13651—Edward Grimes and Samuel Friedman, doing business as 
Grimes and Friedman, vs. A. T. & S. F. et al. 

13641—The James G. Noll Lumber Co. vs. U. P. R. R. et al. 

June 24—Argument at Washington, D. C.: 


12410—Fageol Motors Co., Inc., vs. Director General, C. M. & St. P., 
et al. 


12410 (Sub. No. 1)—Moreland Motor Truck Co. vs. Director General. 
Cc. M. & St. P. et al. 


13005—Weirton Steel Co. vs. Monongahela Ry. et al. : 
1. and S. 1528—Cancellation of through rates on apples from Pacific 
coast. 
June 24—Santa Fe, N. M.—Examiner Keene: 
12929—Interstate rates on grain, grain products and hay, in car- 
loads, between points in the western and mountain-Pacific groups. 
June 26—Washington, D. C.—Examiner Kelley: 
Valuation Docket 21—Carolina R. R. Co. 
Valuation Docket 37—Kinston Carolina R. R. and Lumber Co. 
June 26—Argument at Washington, D. C.: 


12556—J. F. Bloom & Co. vs. Director General, Montpelier & Wells 
River et al. 


12573—Sprague Tire and Rubber Co. vs. Director General, U. P. et al. 
12797—Firegtone Tire and Rubber Co. vs. Director General. 


12790—Lincoln Chamber of Commerce of Lincoln, Neb., vs. Director 
General and C. B. & Q. 


June 26—Washington, D. C.—Examiner Shanafelt: 

13833—Hampton & Branchville R. R. & Lumber Co. vs. A. C. L. et al. 
June 26—Fargo, N. D.—Examiner Kephart: 

12967—C. H. Hammond et al. vs. Midland Continental et al. 
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June 26—St. Louis, Mo.—Examiner Pitt: 
9702—-Memphis-Southwestern investigation. (Further hearing on 
question of fourth section relief.) 

Fourth section applications covered by fourth section order No. 
7542, as amended, respecting rates on classes and commodities be- 
tween Mississippi River points via routes operating west of Mis- 
sissippi River. 

June 27—Washington, D. C.—Examiner Marchand: 
ae Docket 5—Supplemental valuation of Winston-Salem S. B. 
y. Co. 
June 27—Argument at Washington, D. C.: 

13182—Wichita Board of Commerce vs. A. T. & S. F. et al. 

12721—Anderson, Clayton & Co. vs. Director General. 


12485—Southern Products Co. vs. Director General, Alabama & Vicks- 
burg et al. 


has" 9 epeaaeeaaaan Iron Works et al. vs. Director General, A. C. & Y. 
et al, 
June 28—Washington, D. C.._Examiner Shanafelt: ; . 
13583—Burroughs Adding Machine Co. and Dalton Adding Machine 
Co. vs. Mich. Cent. et al. 
June 28—Salt Lake City, Utah—Examiner Hosmer: : 
12482—Ogden Packing & Provision Co. vs. A. T. & S. F., Director- 
General, et al. 
June 28—Washington, D. C.—Examiner Marchand: 
Valuation Docket 8—Wrightsville & Tennille R. R. Co. 
Valuation Docket 27—Louisville & Wadley Valley R. R. Co. 
June 28—Argument at Washington, D. C.: 
13047—City of Detroit vs. C. & O. et al. 
12385—Dyer Packing Co. vs. Director General, B. & O. et al. 
13020—Nivison-Weiskopf Co. vs. Director General. 
12792—American Hominy Co. vs. Director General. 
June 28—Washington, D. C.—Examiner Kelley: 
Valuation Docket 40—Wadley Southern Ry. Co. 
Valuation Docket 28—Albany Passenger Terminal Co. 
Valuation Docket 25—Sylvania Central Ry. Co. 
June 29—Spokane, Wash.—Examiner Kephart: 
—s J. Carney & Co. et al. vs. Director-General, A. T. & S. F. 
et al. 
June 29—Argument at Washington, D. C.: 


——— Valley Brick Co. vs. Director General and Hocking 
alley. 


12846—Dayton Malleable Iron Co. vs. K. & M. et al. 

12878—Milwaukee Western Fuel Co. vs. Director General. 
June 30—Washington, D. ‘C.—Examiner Shanafelt: 

13614—The Hanging Rock Iron Co. vs. N. & W. et al. 
June 30—Salt Lake City, Utah—Examiner Hosmer: 

1. and S. 1562—Iron and steel articles from Utah common points to 

California points. Such fourth section departures as may exist. 
June 30—Argument at Washington, D. C.: 
12708—Ballou Brick Co. et al. vs. A. T. & S. F. et al. 
July 1—Cairo, I1l.—Examiner Oliver: 

Il. and S. 1551—Silica from southern Illinois points to eastern cities. 
portions of Fourth Section App. 2045, I. C.; 2060, Tucker; 2138, 
M. & O.; 3239 and 3270, C. & E. I.; 4218, 4219 and 4220, M. P. 

July 1—Williamsport, Pa.—Examiner Hunter: 

13566—Central Pennsylvania Lumber Co. vs. Director-General, Sus- 
quehanna & N. Y. et al. 

July 1—Seattle, Wash.—-Examiner Kephart: 
13511—Albers Bros. Milling Co. vs. Director-General. 
July 3—Minneapolis, Minn.—Examiner Howell: 

l. and S. 1558—Coal from Kentucky, Tennessee and Virginia to north- 
ern and northwestern points. Such fourth section departures as 
may exist. 

July 3—Seattle, Wash.—Examiner Kephart: 

12158—Frye & Co. vs. G. N. et al. 

12158 (Sub. No. 1)—Swift & Co. et al. vs. G. N. et al. 
July 3—Salt Lake City, Utah—Examiner Hosmer: 

10856—Utah State Automobile Assn. vs. A. T. & S. F., Director- 
General et al. 

July 3—Cairo, Ill.—Examiner Oliver: 

13733—Vehicle Supply Co. vs. Ill. Cent. et al. 

13732—H. L. Halliday Milling Co. vs. Director-General, M. & O. 

13734—Cyrus C. Shafer Lumber Co. vs. Director-General, Ill. Cent. 

July 5—Buffalo, N. Y.—Examiner Hunter: 

I. and S. 1552—Increased switching charges at Jamestown, N. Y. 

ae | 5—Minnaepolis, Minn.—Examiner Howell: 

13692—Nick Roller vs. M. St. P. & S. S. M. 

13708—Ewart Grain Co. vs. C. R. I. & P. Ry. et al. 

July 6—Washington, D. C.—Examiner Shanafelt: 
* 13875—The Oklahoma Southwestern Ry. Co. vs. St. L.-S. F. et al. 


July 6—Minneapolis, Minn.—Examiner Howell: 
13371—Washburn-Crosby Co. vs. Director-General. 

July 6—Richmond, Va.—Examiner Shanafelt: 
13764—Richmond Guano Co. vs. Aberdeen & Rockfish R. R. et al. 


13742—Virginia-Carolina Chemical Co. vs. Director General, Wash- 
ington & Choctaw Ry. 


13745—Virginia-Carolina Chemical Co. vs. A. C. L. R. R. et al. 
July 6—Buffalo, N. Y.—Examiner Hunter: 
13524—Hammond Iron Works vs. Pa. R. R. et al.; portions Fourth 
Section App. 1563 and 1572, B. & O.; 1625, McCain. 
July 6—Louisville, Ky.—Examiner McQuillan: 
13610—Henry Knight & Son vs. Director-General and Sou. Ry. 


Portions of fourth section application 1548 of Sou. Ry., which re- 
late to scrapped tin cans. 


13571—The L. & N. R. R. Co. vs. Cumberland & Manchester. 
July 6—Argument at Washington, D. C.: 
= and repair of railway equipment (C. R. R. of 








11948—The Glacifer Co. vs. American Ry. Exp. Co. 
July 6—Salt Lake City, Utah—Examiner Hosmer: 
12325— Wasatch Coal Co. et al. vs. Director-General. 
12328—Jeremy Fuel & Grain Co. et al. vs. Director-General. 
July 7—Minneapolis, Minn.—Examiner Howell: 
13657—W. H. Barber Co. et al. vs. Alabama & Vicksburg et al. 
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EVERY STEP 


From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Traffic Bulletin 


The Information Regularly Carried in This 

Publication Includes the Following: 
1—Released Rate Orders 

2—Fourth Section Orders 

3—Sixth Section Orders 

4—Investigation and Suspension Orders 
5—Suspension Orders Vacated 

6—New Tariffs and Supplements Filed with the I. C. C. 
7—Tariffs Rejected by the I. C.C. 

8—Express Tariffs Filed with the I. C. C. 

9—Shipping Board Tariffs 
10—Adoption Notices 
11—Central Freight Association Docket 
12—Central Freight Association Hearings 
13—C. F. A., Coal, Coke and Iron Ore Docket 
14—Illinois Freight Association Docket 
15—National Perishable Freight Committee Docket 
16—New England Freight Association Docket 
17—New England Freight Association Hearings 
18—Southern Rate Committee Docket 
19—Southern Rate Committee Dispositions 
20—Southwestern Freight Bureau Docket 
21—Southwestern Freight Bureau Hearings 
22—Texas Tariff Bureau Docket 
23—Texas Tariff Bureau Hearings 

24—Trunk Line Association Docket 
25—Trunk Line Association Hearings 

26—Trunk Line Coal and Coke Docket 

27—Trunk Line Coal and Coke Hearings 
28—Western Trunk Line Docket 

29—Western Trunk Line Hearings 

30—Western Trunk Line Dispositions 
31—Transcontinental Freight Bureau Docket 
32—Transcontinental Freight Bureau Dispositions 
33—Southern Ports Foreign Freight Docket 
34—Consolidated Classification Docket 
35—Embargo Notices, Modifications and Cancellations 
36—Steamship Sailings 

37—Express Classification Docket 

38—Address of Roads Filing First Tariff with I. C. C. 
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July 7—Jonesboro, Ark.—Examiner Oliver: 

13689—R. L. Muse Lumber Co. vs. Director-General. 

ag 7—Argument at Washington, D. C.: ; 
12911—Cement rates from Sugar Creek, Mo., to Kansas City, Mo. 
10421—Lehigh Portland Cement Co. vs. Director General, A. T, & 

S. F, et al. 
10517—Atlas Portland Cement Co. vs. Director General, A. T. & 
S. F. et al. 

July 8—Richmond, Va.—Examiner Shanafelt: 
13743—Virginia-Carolina Chemical Co. vs. Director General, as agent. 
13744—Virginia-Carolina Chemical Co. vs. Director General, as agent. 

July 8—Dayton, O.—Examiner Jewell: . 

1, and S, 1556—Newsprint paper from Canada to Nashville, Tenn. 

* |, and S, 1556—Newsprint paper from Canada to Nashville, Tenn. 

(first supplemental order). 

July 10—Chicago, Ill_—Examiner Cheseldine: ~4 

Fourth Section Application 2660 of A. T. & S. F. Ry.—Commodities 
between St. Louis, Mo., and points taking same rates and Ft, 
Madison, Shopton, Macuta and Bricker, Ia. Numerous other appli- 
cations relating to rates on classes and commodities between 
various points. 

July 10—Trenton, N. J.—Examiner Smith: 
13724—-Golding Sons’ Co. vs. N. Y. N. H. & H. R. R. et al. 

July 10—Shreveport, La.—Examiner Oliver: 

* 1, and S. 1580—Farm wagons from the Carolinas and Virginia to 

Louisiana points. 

July 10—Detroit, Mich.—Examiner Hunter: 

13685—F. M. Sibley Lumber Co. vs. Director General, Detroit Ter- 
minal R. R. et al. 

July 10—Rocky Mount, N. C.—Examiner Shanafelt: 
13688—McDearman & Garrett vs. A. C. L. R. R., Director General, 

et al, 

July 10—Chicago, Ill.—Examiner Howell: 

1. and S, 1568—Increased rates on hosiery. 

July 10—Tacoma, Wash.—Examiner Kephart: 
13761—Traffic and Transportation Bureau of Tacoma Commercial 

Club and Chamber of Commerce vs. Nor. Pac. et al. 

July 10—Shreveport, La.—Examiner Oliver: 
13784—Crawford & Sebastian Co. vs. C. R. I. & P. et al. 

July 10—New Orleans, La.—Examiner McQuillan: : : 

lI. and S. 1548—Cottonseed oil from Oklahoma producing points to 
Louisiana points. : . 
Portions of fourth section application 637 of F. A. Leland. 

a | 10—Indianapolis, Ind.—Examiner Jewell: 
13679—Public Service Commission of Indiana vs. Ann Arbor et al. 
13671—The Public Service Commission of Indiana et al. vs. A. T. & 

& S. F. Ry. et al. 

July 10—Fresno, Cal.—Examiner Hosmer: ' . 

1. and S. 1561—Estimated weights and package specifications on 
dried fruits. 

July 11—New Orleans, La.—Examiner McQuillan: : 

1 .and S. 1554—Sugar from Baton Rouge, La., to Mobile, Ala., and 
Gulfport, Miss. 

July 11—Indianapolis, Ind.—Examiner Jewell: 
13695—Wasmuth-Endicott Co. vs. Wab. Ry. Co. et al. 
13691—Louis Sagalowsky vs. Baltimore & Ohio et al. 

July 11—Chicago, Ill.—Examiner Howell: 
13403—Globe Rendering Co. vs. Director General. 

aa | 11—Chicago, Ill.—Chief Exanfiner Quirk: 
13510—Baltimore Chamber of Commerce et al. vs. A. T. & S. F. et al. 

July 11—Washington, D. C.—Examiner Kephart: 

Fourth Section Application Nos. 601, A. & V. Ry.; 540, Chattanooga 
Sou. Ry.; 484, G. & S. I. R. R.; 12096, L. & N. R. R.; 2045, I. C. 
R. R.; 1625, C. C. McCain and others. 

July 12—Philadelphia, Pa.—Examiner Smith: 
11760—Frank P. Miller Paper Co, et al. vs. Pennsylvania R. R. et al. 
13662—Duquesne Slag Products Co. et al. vs. Pennsylvania R. R. 

et al. 

July 12—Argument at Washington, D. C.: 
6606—Southern Pacific Co.’s ownership of Atlantic S. S. Lines. 
11824—Farley & Loetcher Mfg. Co. et al. vs. Director General, A. T. 

& S. F. et al. 

July 12—Chicago, Ill.—Examiner Howell: 

12873—C. A. Alling, doing business as Forest City Cotton Oil Co., vs. 
Director General. 

13499—Konz Box and Lumber Co. vs. Director General, M. St. P. & 
S. S. M., et al. 

July 12—New Orleans, La.—Examiner Mc@uillan: 

1, and S. 1557—Manure from New Orleans, La., to points in Alabama 
and Mississippi. 

July 12—Kalamazoo, Mich.—Examiner Hunter: 
13157—Western Paper Makers’ Chemical Co. vs. Director General, 

Alabama Central R. R., et al. 

July 12—Savannah, Ga.—Examiner Shanafelt: 

*13441—The Southern Cotton Oil Co. vs. Director General. 

July 12—Lake Charles, La.—Examiner Oliver: 

13051—R. L. Abbott et al. vs. Director General, C. R. I. & P. Ry. 
et al. 

July 12—Portland, Ore.—Examiner Kephart: 
13628—Olney-Hart, Inc., operating the Stewart-Warner Products 

Service Station, Spokane, Wash., vs. C. M. & St. L. et al. 
13541—Carlton Consolidated Lumber Co. vs. Director-General, and 
Sou. Pac. 

July 12—Los Angeles, Cal.—Examiner Hosmer: 
13808—Holly Sugar Corp. vs. Director-General. 

— 13—New Orleans, La.—Examiner McQuillan: 
13736—New Orleans Joint Traffic Bureau vs. Arcade & Attica R. R. 

et al. 

July 13—Chicago, Ill._—Examiner Howell: 
13370—The Clay Products Co. vs. Director General. 

July 13—Grand Rapids, Mich.—Examiner Hunter: 
13655—Grand Rapids Terminal Belt Ry. Co. vs. Pere Marquette Ry. 

et al. 
13431—Michigan Paper Mills Traffic Assn. vs. Michigan Central R. R. 
et al. 

July 13—Argument at Washington, D. C.: 

* 1. and S, 1535—Lumber from California to Minnesota and Wisconsin. 

July 13—Macon, Ga.—Examiner Shanafelt: 
13017—Ideal Supply Co. vs. Southern Ry. Co. et al. 
13696—Bibb County Farm Bureau vs. Central of Georgia Ry. et al. 

July 13—Portland, Ore.—Examiner Kephart: 








13596—Pacific Grain Co. vs. Director-General, 0.-W. R. R. & N. Co. 


et al. 
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13597—Pacific Grain Co. Inc., vs. Director-General, Nor. Pac. 
July 14—St. Louis, Mo.—Examiner Jewell: 
l. and S. 1544—Cancellation of L. C. L. commodity rates from St. 
Louis, Mo., to southeastern Missouri points. 
July 14—New York, N. Y.—Examiner Smith: 
13177—Winslow & Co., Inc., vs. Director General. 
July 14—Chicago, Ill—Examiner Howell: 

10804—Barnett Oil and Gas Co. vs. Director General, Louisville & 
Nashville et al. 
peake & Ohio Ry. et al. 

13698—Thomas Madden, Son & Co. et al. vs. Director General, Chesa- 

July 14—Houston, Tex.—Examiner Oliver: 
13720—Standard Rice Co., Inc., vs. Galveston, Harrisburg & San 
Antonio Ry. et al. 

July 14—Macon, Ga.—Examiner Shanafelt: 

13735—Shadburn Bros. vs. Baltimore & Ohio et al. 

13794—Macon Chamber of Commerce vs. Louisville & Nashville et al. 
July 14—Portland, Ore.—Examiner Kephart: 

13776—The Portland Flouring Mills Co. vs. G. N. et al. 

13788—The Portland Flouring Mills Co. vs. S. P. & S. et al. 
July 14—San Diego, Cal.—Examiner Hosmer: 

13701—The Spreckels “Savage’”’ Tire Co. vs. A. T. & S. F. et al. 
July 15—Portland, Ore.—Examiner Kephart: 

Fourth section application 12125 of S. J. Henry—Rates between 
north Pacific coast points—L. C. L. commodity rates to Grays 
Harbor and Willapa Bay points. 

July 15—Austin, Tex.—Examiner Oliver: : 

13072—In the matter of a regulation prescribed by the Railroad Com- 
mission of Texas requiring carriers to slat stock cars for trans- 
portation of watermelons in Texas. 

July 15—St. Louis, Mo.—Examiner Jewell: . 
a ae eee Equipment and Machinery Co. vs. M. & O. 
. R. et al. 
— Walter A. Zelnicker Supply Co. vs. Chesapeake & Ohio 
y. et al. 
a | 15—Argument at Washington, D. C.: 
12707—Chapin-Sacks Corp. vs. A. C. L. 
July 15—New York, N. Y.—Examiner Smith: 
13221—The Thomas Iron Co. vs. Lehigh & Hudson River Ry. et al. 
July 15—Macon, Ga.—Examiner Shanafelt: 
13011—Macon Chamber of Commerce vs. C. N. O. & T. P. Ry. et al. 
13016—Macon Chamber of Commerce vs. A, C. L. R. R. et al. 
Julv 17—Chicago, Ill—Examiner Howell: 

13663—J. D. Hollingshead Co. vs. M. K. & T. Ry. et al. 

13697—Chicago Fire Brick Co. vs. C. & E. I. R. R. et al., portions 
Fourth Section Appl. 696, Leland; 1606, Fulton. 

July 17—New York, N. Y.—Examiner Smith: 

13349—David Kaufman & Sons Co. vs. C. R. R. of N. J. et al. 

13544—Hooker Electro Chemical Co. et al. vs. Atlantic City R. R. 
et al. 

July 17—Meridian, Miss.—Examiner McQuillan: 

13391—Meridian Fertilizer Factory vs. M. & O 

a | 17—St. Louis, Mo.—Examiner Jewell: 
10912—Acme Cement Plaster Co. vs. Director General, Pere Mar- 
quette et al. 

10950—Acme Cement Plaster Co. vs. Director General, A. T. & S. F. 


. R. R. et al. 


et al. 
10951 (Sub. Nos. 1 and 2)—Acme Cement Plaster Co. vs. Director 
General, Quannah, Acme & Pacific Ry. et al. 
10952—Acme Cement Plaster Co. vs. Director General, Quannah, 
Acme & Pacific Ry. et al. 
July 17—Argument at Washington, D. C.: 
13154—American Splint Corp. vs. Director General. 
July 17—Phoenix, Ariz.—Examiner Hosmer: : 
I. and S. 1555—Class arbitraries between stations on Globe division 
of Arizona Eastern R. R 
July 18—Waco, Tex.—Examiner Oliver: 


oe ee Automobile Supply Co. et al. vs. Albany Southern 
«, Ete, CC Bl. 


13656—Early-Foster Co. vs. A. T. & S. F. Ry. et al. 
July 18—Chicago, Ill—Examiner Howell: 
13707—Western Silo Co. vs. Ill. Cent. R. R. et al. 
July 18—New York, N. Y.—Examiner Smith: 
13607—Central Refining Co., Inc., vs. Director General. 
13638—Bristol Brass Corp. vs. Director General, N. Y. N. H. & H. 
13638 (Sub. No. 1)—Bristol Brass Corp. vs. N. Y. N. H. & H. R. R., 
Director General et al. 
July 18—Phoenix, Ariz.—Examiner Hosmer: 
13180—E. A. Tovera & Co. et al. vs. Director General. 
July 19—Waco, Tex.—Examiner Oliver: 
1. and S. 1569—Increase in rates on cane seed, 
July 19—Augusta, Ga.—Examiner Shanafelt: 
13714—Merry Bros. vs. Alcolu R. R. Co. et al. 
uly 19—New York, N. Y.—Examiner Smith: 
13642—International Pulp Co. vs. Director General. 
13660—Butterworth-Judson Corp. vs. Director General, C. R. R. of 
WN. J. 
July 19—Tuscaloosa, Ala.—Examiner McQuillan: 
13213—Tuscaloosa Cotton Seed Oil Co. vs. Southern Ry. et al. 
13213 (Sub. No. 1)—Gulfport Grocery Co. vs. L. & N. R. R. 
July 19—San Francisco, Cal.—Examiner Kephart: 
l. and S. 1566—Proportional basing fares to Ogden, Utah. 
July 20—Kansas City, Mo.—Examiner McChord: 
* |. and S. 1574—Petroleum oil and its products from Texas to Colorado 
points. 
July 20—Birmingham, Ala.—Examiner McQuillan: 
—— Iron and Coal Co. vs. Director General, M. & O. R. R. 
et al. 
July 20—New York, N. Y.—Examiner Smith: 
13717—Public Service Ry. Co. vs. Director General, the Pa. R. R. Co. 
July 20—Ft. Worth, Texas—Examiner Oliver: 
13522—Montrose Oil Refining Co., Inc., vs. Director General. 
13627—Burnett-Yount Horse and. Mule Co. et al. vs. Abilene & South- 
ern Ry. et al., portions of Fourth Section Appl. Nos. 461, 462, 621, 
673 and 678, Leland. 
July 20—Chicago, Ill—Examiner Howell: 
* |; and S. 1573—Reconsignment of lumber and other forest products 
at Dupo, II. 
July 20—Oshkosh, Wis.—Examiner Hunter: ’ 
13827—Northern Hemlock and Hardwood Manufacturers’ Assn. VS. 
Ann Arbor R. R. et al. Portions of Fourth Section App. 1864, W- 
H,. Hosmer; i783, Hosmer; 2892, C. M. & St. P. Ry.; 4652, M. St 
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WINDWARD ISLANDS SERVICE 
Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, 
Martinique, Barbados, Trinidad, Curacao; also North Coast 
South America, including Colombia; also Mexican ports 


EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 





ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFIC 


E: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager 


O. C. McLAUGHLIN, Manager 


KANSAS CITY OFFICE: 1039 New York Life Building 
A. J. FORD, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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“do 20—San Francisco, Cal.—Examiner poagmest: 
ies Mohr & Sons’ New England S. . Co., Director-General et 


12946—Charles Harley Co. vs. Director-General. 


12552—The National Petroleum Assn. et al. vs. Director General, 
Pa. R. R. eta 

—_ 20—Phoenix, Ariz—Examiner Hosmer: 
13765—Saginaw & Manistee Lumber Co. et al. vs. & S. F. et al. 

13774—Traffic Bureau of the Phoenix Chamber ot eciainaes et al. 
vs. A. T. & S. F. et al. Such fourth section departures as may 
exist. 

July 21—San Francisco, Calif.—Examiner Kephart: 

13762—Standard Oil Co. vs. Ariz. Eastern et al. 
13587—Standard Oil Co. vs. A. T. & S. F. et al. 

=| 2i—Kansas City, Mo.—Examiner Jewell: 
13055—McGrew Coal Co. vs. Director General and Mo. Pac. 

ba | gg wee Ala.—Examiner McQuillan: 

728—J. R. Thames vs. Ala. & N. W. R. R. et al. 
136497. R. Thames vs. Alabama & N. W. R. R. et al. 

“— 21—New York, N. Y.—Examiner Smith: 
722—West Virginia Pulp and Paper Co. vs. Director General. 

July 22—Norfolk, Va.—Examiner Mackley: 

i. and S. 1571—Cancellation of commodity rates on strawberries from 
Virginia points to eastern destinations. 

a | 22—San Francisco, Cal.—Examiner Kephart: 
769—Globe Grain & Milling Co. vs. Director-General. 
section departures as may exist. 

July 24—Chicago, Ill—Examiner Howell: 

9977—The Chicago Live Stock Exchange vs. A. T. & S. F. et al. 

12614—The Chicago Live Stock Exchange vs. Director General, A. T. 
& S. F. et al. 

July 24—San Francisco, Cal.—Examiner Kephart: 


13556—C. E. Grosjean, doing business as C. E. Grosjean Milling Co. 
vs. Director-General. 
13601—Pacific Mill, Ltd., 

et al. 





Such fourth 


vs. Director General, Southern Pacific Co. 


~~ 24—Kansas City, Mo.—Examiner Jewell: 
564—Western Petroleum Refiners’ Assn. vs. St. L.-S. F. et al. 
13563—Western Petroleum Refiners’ Assn. vs. C. R. I. & P. et al. 
13568—Western Petroleum Refiners’ Assn. vs. Mo. Pac. et al. 
= 24—New York, N. Y.—Examiner J. E. Smith: 
13673—Binney & Smith Co. vs. Ft. Smith & Western et al. 
13723—United Paperboard Co., Inc., vs. Morristown & Erie et al. 
~“— 24—Knoxville, Tenn.—Examiner McQuillan: 
693—B. J. Thorp vs. Director General. 


July 24—Douglas, Arizi—Examiner Hosmer: 
12364—Southern Arizona Traffic Assn. et al. vs 
Ariz. Eastern et al 


12391—Southern Arizona Traffic Assn. et al. vs. Director-General, 
Ariz. Eastern et al. 


~ 24—Argument at Washington, D. C.: 

12896—East Bay Water Co. vs. Director General. 
12966—East Bay Water Co. et al. vs. Director General. 

July 25—Kansas City, Mo.—Examiner McChord: 


+, one 1577—Minimum weight on liquid asphalt and asphaltum in 
tank cars. 


July 25—Escanaba, Mich.—Examiner Hunter: 
9971—National Pole Co. vs. A. T. & S. F. Ry. et al. 
oe eee, Tex.—Examiner Oliver: 


02—Boren-Stewart Co. vs. Baltimore & Ohio et al. 
13703—L, M. Cohen et al. vs. A. T. & S. F. et al. 


DELIVERY ON ORDER-NOTIFY BILL 


The dismissal of the claims of the New York Central in the 
case of that road against the Federal Sugar Refining Company, 
by the Supreme Court of New York, recently, upheld the con- 
tentions of the defendant that the carrier had forfeited its right 
to collect freight charges from the consignor by delivering ship- 
ments, on order notify bills of lading, without collecting charges 
and without observing that the surrendered bill did not bear 
the stamp “to be prepaid.” 

The controversy arose out of the attempt of the railroad to 
collect, in behalf of the director-general, from the sugar com- 
pany, a total of $187.68 in freight charges on two carloads of 
sugar, shipped during federal control to users in Lewiston, Me., 
and Wilkes Barre, Pa. The two shipments were consigned to 


. Director-General, 


THE TRAFFIC WORLD 


Vol. XXIX, No. 24 


the Federal company at the destinations mentioned, freight cu: 
lect, in care of the local purchasers. The carriers delivered the 
sugar, in both instances, on surrender of the bill, without collect 
ing the freight charges, although the stamp “to be prepaid” 
was not shown on the face of the bills. 

An attempt to collect the charges was not begun until 
nearly two years after the shipments moved. Then it was dis- 
covered that both the purchasing companies had become “wholly 
insolvent,” whereupon efforts were made to collect from the 
Federal company. Earnest A. Bigelow, who argued the case 
for the defendants, charged the carriers with negligence in de. 
livering without collecting the charges, and pointed out that, 
since this negligence made it impossible for the shippers to col- 
lect the freight charges from the purchasers, on account of the 
intervening insolvency, the defendants ought to have a judgment 
against the carriers for an amount sufficient to cover the freight 
charges, in case the court saw fit to order them paid by the 
Federal company. 

The court held that the carrier ‘through its own actual neg- 
ligence” had “prejudiced the shipper from requiring payment of 
these charges by the shipper,’ and dismissed the suit. 





K. & O. STOCK ISSUE 


The Commission has authorized the Kansas & Oklahoma 
Railway Company to issue 14,000 shares of common capital stock 
of par value of $100 a share for the purpose of paying for the 
construction of its railroad at a cost of not to exceed $15,000 
per mile. The company was organized in March, 1920, with an 
authorized capital stock of $100,000, for the purpose of construct- 
ing a railroad between Liberal, Kan., and Forgan, Okla., with a 
branch line into Texas. The Texas project was abandoned, how- 
ever, the company arranging to build westward through the coun- 
ties of Stevens and Morton in Kansas to Colorado. At the pres- 
ent time construction is being carried on’ between Liberal and 
Richfield, Kan., and it is proposed to complete approximately 
93 miles of line, besides sidings and switches. About $100,000 hag 
been spent to date on the work, the Commission said. The 
company, the Commission said, represented that if authorized 
to issue the $1,400,000 of stock, it would amend its charter so 
as to authorize increased capitalization. Upon completion of 
the road, the line will have connections with the M. K. & T. at 
Forgan, Okla., the Rock Island at Liberal, Kan., and the Santa 
Fe at Hugoton, Kan. Municipalities along the right of way have 
agreed to subscribe $6,000 per mile of road completed. 





Cc. ST. P. M. & 0. BONDS 


The Commission has authorized the Chicago, St. Paul, Min- 
neapolis & Omaha Railway Company to issue and sell at not 
less than 93% per cent of par $2,700,000 of 5 per cent debenture 
gold bonds and to use the proceeds for reimbursement of the 
company’s treasury, to restore its working fund, to enable it 
to make additions and betterments, to purchase equipment and 
to pay taxes and interest. The company said it would sell the 
bonds at the best possible price and would invite bids from prob- 
able purchasers. 


ST. LOUIS TERMINAL BONDS 


The Terminal Railroad Association of St. Louis has been 
granted authority to issue at par $25,000 of general mortgage 
4 per cent bonds in part payment for real estate purchased in 
St. Louis for the development of passenger facilities. 


N. & P. BELT LINE NOTE 
The Norfolk & Portsmouth Belt Line has asked for author- 
ity to issue a promissory note, for six months at 6 per cent 
interest, in curtailment and renewal of a debt of $125,000. 





DIRECTORY OF ATTORNEYS inizestare commerce Commission 


GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission 
Reom 806 American National Bank Building 
Telephone Main 2702 Washington, D. C. 


LESSER & LESSER 
Attorriéys and Counsellors at Law Attorneys and Counsellors at Law 


277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and 
SHIPPERS’ FREIGHT CLAIMS 


KARL KNOX GARTNER 


COMMERCE COUNSEL 
101-706 WOODWARD BLDG., WASHINGTON, D.C. 


(For a number of attorney and ez- 
aminer, Intersta‘ S Ccnanevee Commission.) 





GEORGE T. BELL 
COMMERCE COUNSEL 


For five years Attorney-Examiner, Interstate Com- 

merce Commission. For ten years Commerce Counsel, 

various shippers’ organizations, and member National 
Industrial Traffic League. 


Woodward Building 


JOHN M. STERNHAGEN 
ATTORNEY AT LAW 


Interstate Commerce and 
Federal Tax Law 


Washington, D.C.| 106 South La Salle Street 


EDWARD A. HAID 


ATTORNEY AT LAW 
1411-16 Liberty Central Trust Bullding. 
St. Louls, Mo. 


—_ attention to matters before Interstate 
erce and State ions and railroad 
CHICAGO a's rate litigation and claims. 
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Telephone, Main 3840 


CHICAGO 
418-430 S. MARKET STREET 
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Domestic and Foreign 


Forwarding 
At Lower Cost 


ROMPT forwarding at reduced cost with the 

chance cf damage practically eliminated is afforded 
shippers by means of the thru car service to and from 
principal cities East and West of the 


TRANS-CONTINENTAL 





FREIGHT COMPANY 


FREIGHT FORWARDING SERVICE 


on Household Goods, «Automobiles, Machinery and 


HOUSEH@LD GOODS 
Shipments from 100 to 14,000 pounds to or from the Pacific, the 
Atlantic Coast and intermediate territory, Southwest and Florida. 
AUTOMOBILES 
forwarded to and from the Pacific Coast, the Atlantic Coast, 
Florida and practically all territory intermediate thereto. 
MACHINERY 


in shipments from 100 to 20,000 pounds forwarded to and from 
the East and West. 


FOREIGN SERVICE 


on all commodities, in any quantity, forwarded to any place in 
the world. 


Pianos. 





















On your next shipment—write or phone the nearest office. 


Trans-Continental Freight Co. 


Export and Domestic Freight Forwarders 


General Offices: Chicago, 203 So. Dearborn St. 
Eastern Offices: New York, Woolworth Bldg. 


Boston, Old South Building Cleveland, Hippodrome Building 
Buffalo, Ellicott Square Los Angeles, Van Nuys Building 
Philadelphia, Drexel Building San Francisco, Monadnock Building 
Cincinnati, Union Trust Building Seattle, Alaska Building 

13th.and Kearney Streets, Portland, Oregon 
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A Warehouse 
that is on 


the Firing Line 





HAT is where you want 

your merchandise—at the 
point most directly in contact 
with the markets in which you 
aim to sell it. 





To Promote and Expedite Your Trade With the Vast West 
and Southwest, You Will Find No Greater Facility Than 
This Modern Warehouse of Fifteen Thousand Tons 
Capacity, Operated As a Part of the Most Complete 
System of Freight-Handling Facilities in America. 


In The 
Great St. Louis Gateway 


operated in conjunction with nine 
‘‘universal’’ off-track freight depots 
and a fleet of tractors and semi-trailers. 


You will learn something interesting of 
the advantages of a modern warehouse 
if you will write for one of these booklets 


to the 


Columbia Terminals 
Company 


ST. LOUIS 
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SHARON PLANT 


Added Facilities for Car Repair Work 


We show above (upper) two views of our recently 
completed car plant at Argentine, Kansas; and 
(below) two views showing freight cars being re- 
paired in the yards of our big, modern shop recently 
added to our Sharon, Pa., facilities for the construc- 
tion and repair of freight and tank cars. 


These two big, new shops afford our customers 
an Eastern and a Western Plant where tank cars in 
the Eastern, Mid Continent, and Western fields may 
be repaired quickly and sent back to production field 
operations in the shortest possible time. 


“PENNSYLVANIA” Construction principles and 
the same quality workmanship found in “PENN- 
SYLVANIA” Tank Cars are also available at both 


of these plants for the construction and repair of 
freight cars. 


May we submit a quotation on your car repair 
needs? Write us for details. 


THE PENNSYLVANIA TANK CAR COMPANY 
PENNSYLVANIA CAR COMPANY 
PENNSYLVANIA TANK LINE 


SHARON, PENNSYLVANIA 


New York St. Louis Kansas City 
Denver 


Tulsa Houston 
‘ampico 


San Francisco 


“Pennsylvania Tank Cars are used by Leaders of Industry 
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Airplane view of Galveston harbor and port facilities, showing slip system of docks, waterfront tracks 
and other transportation advantages. 





. * | 
Superior Service — | 
This statement means something when applied to Galveston. Rail service to 


the port, dispatch through the terminals and prompt loading aboard ship all con- 
tribute in making this the port of superior service in this country. 


The Port of Galveston  |- 


is recognized to be the port of quickest dispatch in the United States. Your cargo, 
when shipped through this port, is assured the best possible handling in the shortest 
time. And the same thing applies on import shipments. 


Write for port book. It contains facts and figures which should interest you. 


(ADDRESS) 


GALVESTON COMMERCIAL ASSOCIATION 


Galveston, Texas 





The San Antonio and Aransas Pass Railway Co. 


J. S. Peter, c . ee or , 
Vice-Pres. & Gen. Mgr., Vd ddddddddddduaddéy & 


San Antonio, Tex. Yj 






J. C. Mangham, ; 
Gen. Frt. Agt., Uy GY a Muskogee 

San Antonio, Tex. . Y b OklahomaCity 
Amarillo) A, 



















J. B. Brooks, 
A. G. F. A, & e 
San Antonio, Tex. “3 McAlester 


H. C. Franks, - 
Gen. Agt. Frt. Dept., 
San Antonio, Tex. 


W. A. Springall, 
Com. Agt., 
San Antonio, Tex. 


A. R. Canfield, 
Com. Agt., 
Houston, Tex. 
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o G SPEEDY, 
Llp ACCURATE, 
Brownsville Gay AND 
_— ACCOMMODATING 
(/ PERFORMANCE 
Making close connection with the Freight Service on all principal lines with which we connect; 
- our service is unexcelled with through fast freight trains for carload and package freight making the 
>“ time between terminals shown below, also to Mexico via Laredo. ’ 
2st 
TO ° . e . a. “ 
FROM . |—scs | —woaston —|~San Antonie | Corpes Christ] —iiee ——Jiareaswinies| «List of Direct Connecting Rail Lines: 
ONT Geena eer 3314 hrs. 24 hrs. 26 hrs. 24 hrs. 3514 hrs. Aransas Harbor Terminal Railway 
Cameron....|........ 30% * 20 <* , 20 «§ 32 Fredericksburg & Northern Ry. 
yu SanAntonte| 23° | aif | 1S it | 20s ss Gulf Coast Lines 
“ — “4 a 7% bis Gulf Colorado & Santa Fe Ry. 
Below is approximate service in days from following cities and River Crossings: International & Great Northern Ry. 
vane TO Missouri, Kansas & Texas Ry. 


Southern Pacific Lines 














Waco Houston San Antenio | Corpus Christi- Alice Laredo via Alice : 
qunmmeseumed eevee <<a Bee oe ee a ey ee ee oe s 1 .R: 
Sonsas, City aes . days ai days 6: days rt] days ¢ days > ses yore these” aga =e 
Memphis. | =|. 4 3144“ 3% « 33; “ 4.“ St. Louis Southwestern Ry. (Cotton Belt) 
New Orleans! 3 days 315+ Rent Bua lee. __ i Sugar Land Ry. 
Proportionate service to above is rendered to all intermediate points. ima Ry. 
lan ttcincssn inthe act Bastian nana nies stilen it sc sR i 1 ¢:: S : 
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HISTORY OF THE “MORGAN LINE” 


Shows Public Benefit From Railroad Ownership of a 
Connecting Steamship Line 


By L. J. SPENCE, Director of Traffic 


The history of the operation between Gulf ports and New York of the steamship line of the 
Southern Pacific Company, commonly known as the “Morgan Line,” exemplifies the advantage to 
the shipping public of a steamship line owned and operated by a railroad as a connection as dis- 
tinguished from a parallel steamship line. 


This steamship line comprises more than one-half of the average mileage of the SUNSET 
ROUTE between California and New York and has continuously operated when the service of 
other steamship lines has been curtailed or suspended. For example, upon the outbreak of the 
Spanish-American War, when all other coastwise vessels passing through the Florida Straits 
between the Florida and Cuban coasts were withdrawn, the service of the “Morgan Line” was con- 
tinued and the war risk upon all merchandise was assumed by the Southern Pacific Company. 
After the outbreak of the World War, when a considerable number of other vessels were diverted 
from the coastwise service to enjoy the enormous profits available in trans-Atlantic business, the 
regular sailings of the “Morgan Line” were maintained. 


The moral to be drawn is, that while other steamships may be diverted from regular coast- 
wise service at any time that a more profitable field may be open to them, the incentive of a railroad 
to continue the regular operation of a connecting steamship line, upon which it depends for direct 
access to an important section of the country, is absolutely controlling and is a guarantee to the 
public of a regularity and permanency of service which cannot be otherwise assured. 










Where to reach them 


